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CHAPTER XK ON, AMERICAN 





Modern day shipping even includes transporting other vessels, such as the ninety ton snip 
here being lowered on deck a larger steamer. 
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(Above) Modern equipment makes possible careful and efficient handling. (Right) In tnis 
picture bulk wheat is being loaded at oe rate of 500 tons per hour by means of a gravity 
ow svstem. 


(Above) Refrigeration equipment such as this enables American growers to snip tresn truits 
to any part of the world. (Right) Full speed ahead for American shippers. 
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Hatch tents protect cargo 
from inclement weather. 


A steam roller is hendled with ease. 


(Right) Stabled on deck of a steamer, 

these polo ponies are being shipped 

from the Argentine to the Pacific Coast 
of the United States. 
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The Traffic 


C. G. W. Fast Freight No. 82 passing over C. G. W. viaduct at Ft. Dodge, 
Iowa, en route from Omaha with perishable freight for Chicago and Eastern 
markets. The viaduct is one of the longest in Iowa, being almost one-half 
mile in length. The maximum height is 140 feet. It spans the Des Moines 
River, two railroads and five highways. 


High Geared 
for Speedy 


Movement of 


erishables! 


Day after day, luscious fruits and green vege- 
tables from the West and Northwest speed to 
Chicago and Eastern markets over the ‘‘Great 
Western” regularly and dependably on time. 


You can rely on the ‘’Great Western’’—it is 
geared to handle your shipments efficiently 
and speedily. 


Your nearest ’’Great Western”’ representative 
will be glad to tell how you can use the facili- 
ties of this railroad to advantage. 


B. F. PARSONS, Traffic Manager 
309 W. Jackson Blvd., Chicago, Illinois 


Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILROAD 


The Corn Belt Route 


Published weekly by THE Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
second class matter January 1, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 1879. 
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CONSIGNEE 
A BREAK! 


It’s good salesmanship to 
consult your customers’ 
convenience | 
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pick-up from all rail points, saving trucking 
hours and cost. 


Union Inland Freight Station No. 1, jointly 
operated by all New York railroads, is located in 


THE PORT AUTHORITY 
COMMERCE BUILDING 


15th to 16th Sts.—8th to 9th Aves. 
MANHATTAN 
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Write for detailed information to 


THE PORT OF NEW YORK AUTHORITY 


Traffic Manager 
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With our vast facilities, both space and 
equipment, shiploads of pig iron, ore, 
steel and other bulky freight are 
handled speedily and at a saving. 













i. addition to large, modern piers, with more than 
1,000,000 square feet of covered storage space, this 
great terminal also provides vast oper storage area 
sufficient to satisfy every requirement. 

In these immense yards, adjacent to piers, are accom- 
modations for the handling of rough lumber and bulky 
freight of many kinds; also more than 5,000,000 board 
feet of kiln-dried lumber can be stored in our specially 
constructed shed, the largest of its kind on the Atlantic 
Seaboard. 


One of twenty-seven gangways 
available for lumber storage with 
direct rail connections all lines. 


Every modern lumber-handling equipment is provided. 
And our own railroad distribution yards, connecting with 
all trunk roads, enable us to route lumber to inland points 
with a minimum of handling and the very lowest cost. 

Whatever your storage and shipping requirements, 
they can be efficiently and economically met here. Pro- 


vision is made for bulk and packaged freight of every Largest covered shed in the East for 
the accommodation of kiln-dried lum- 
ber. It is 1000 feet long by 92 feet 
wide, with space for millions of board 
feet. Railroad sidings, running full 
length of pier, permit economical 
transfer direct to and from ships. 


description. With railroad sidings on the piers, direct 


ship-to-rail transfer affords further economies. 


Detailed information and rates will be sent on request. 
Address E. W. Stringfield, General Traffic Manager 


“Ti lerminal 
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PHILADELPHIA PIERS, INC. 
330 Chestnut Street - Philadelphia 






2 eae 


a 


SS Oe 


September 17, 1938 


The Traffic World 


PAGE 511 





It's smooth going 


at Peoria 


There has been a good deal said about speed of interchange 
“via P. & P. U. at Peoria’ and it is true and most important. 


But, what is equally important to the shipper, is that there are 
no bumps on the P. & P. U. Shippers are just as anxious to 
have shipments in ‘good order” as in a hurry. P. & P. U. takes 


care of both. Your cars will be handled gently but with 
dispatch. 


Classification yards, motive power and personnel are geared 
for care and speed. 


If we could only label each car 


“Shipped via P. & P. U. Ry. 
and Peoria, Illinois” 


your customers would know that you had done your best for 
them—and we would be busier than ever. For the time being, 
though, the best we can do is suggest that you route your 
shipments that way. 


E. F. Stock, Traffic Manager 


Union Station, Peoria, Illinois 












FOR 
FAST 
SERVICE 


PFORIA-GATEWAY 


PEORIA & PEKIN 


Switching Service Between: 


P. & P. U. Ry. .¢..2¢@. 

Alton R. R. 1. T. R. R. Co. 

A. T. &S.F. Ry. — Inland Waterways 
C. & N. W. Ry. M. & St. L. R. R. 

C. B. & Q. R.R. N.Y.C.& St.L.R.R. 
C. & I. M. Ry. Pennsylvania R. R. 
C. R. 1. & P. Ry. Peoria Term. R. R. 
C.C.C. & St. L. Ry. T. P. & W.R.R. 


PEORIAandPEKIN UNION RAILWAY CoO. 
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That a dam may be built 


(and a job served without interruption) 


a tunnel is begun 





Operations are now concentrated at the downstream portal of 
this bore for an 1,800-foot railroad bypass and diversion tunnel 
at Shasta Dam site. Here we see the “jumbo” from which blast- 


ing holes are being drilled into the tunnel heading. 


Southern Pacific 
The West's Greatest Transportation System 


To facilitate immediate work on the construction of Shasta 
Dam, located adjacent to Southern Pacific’s main line to Port- 
land, boring has been started for an 1,800-foot railroad bypass 
and diversion tunnel. This tunnel is expected to be ready for 
operation early in 1939, at which time it will be used to re- 
route the railroad out of the canyon to be flooded by Shasta 
reservoir. 

During the seasons of 1939, 1940 and 1941, when the river 
must flow through the dam site either in natural channel or a 
constructed bypass, the tunnel will be used by Southern Pacific 
to carry raw materials and machinery for work on Shasta 
Dam construction. Late in 1941, when permanent relocation 
on higher ground of some 30 miles of Southern Pacific track 
will have been completed, the tunnel will be available for use 
in diversion of the river. 

Thus, even while rerouting work goes forward, another great 
transportation job will be served without interruption. 


Shasta Dam 


When completed in 1943, California’s Shasta Dam, main unit 
of an $170,000,000 Central Valley power and irrigation 
project, will be the world’s second largest concrete dam in 
height and volume, rising 560 feet above bedrock and con- 
taining 5,400,000 cubic yards of concrete. 

Southern Pacific’s part in forwarding this great construction 
project is one we tackle with pride. It will be our job to move 
tons of raw materials and machinery to the dam site. A partial 
list of the materials to be used in the construction includes: 
Explosives, 1,250 tons; Cement, 1,200,000 tons; Rail & Acces- 
sories, 81,000 tons; Gates & Machinery, 12,000 tons; Conduit 
& Pipe, 14,000 tons; Electric machinery, 7,000 tons; Hardware 
& Tools, 25,000 tons; Lumber for forms, 60 million board feet. 

It is estimated that during the peak of construction, Southern 
Pacific will be handling from 350 to 400 carloads of materials 
to the job daily! 

But regardless of whether it’s dynamite or cement, apples 
or oranges, we are uniformly concerned in giving each ship- 
ment efficient, dependable handling. What’s your problem? 
An SP representative will gladly discuss it with you. 
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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of group operating economies to help themselves 
in their depressed condition, and cooperation by shippers 
in such economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 


Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





HIGHWAY FREIGHT SALESMANSHIP 


HE TRAFFIC WORLD begins this week publication of 

a series of eight articles on “Selling Highway 
Freight Transportation,” written for us by Charles E. 
Parks, one to be printed at least every two weeks. 

These articles will be of an educational nature. 
They will include comments on the sales policies and 
selling tactics of truck operators and comparisons with 


those employed by competitive carriers and other in- 
dustries. 


They will bring out the application of standard 


selling principles to the sale of highway freight trans- 
portation and indicate how modern selling methods 





can be utilized in getting business by truck operators, 
including both common and contract carriers. 

Among the specific subjects dealt with are the 
effect of regulation on truck line merchandising meth- 
ods, an analysis of shipping motives that influence the 
choice of a transportation agency, the effects of com- 
petition in the transportation sales field, analysis of 
the sales resistance encountered in selling highway 
freight service and methods of meeting it, the technique 
used by truck line salesmen, in personal solicitation, and 
the most profitable field of truck solicitation. 

The series is based on a personal survey of the 
highway freight selling field by the writer. Four years 
ago he made a similar survey of railroad selling meth- 
ods; part of his findings were published in two series of 
articles in THE TRAFFIC WORLD and attracted wide at- 
tention. This survey was also the basis of a series of 
sales instruction pamphlets which have had wide dis- 
tribution among railroads in the United States and 
Canada. Also it formed the basis of a formal sales 
training course for railroad employes. 

Mr. Parks has been engaged in traffic, sales, and 
marketing research and the writing of sales manuals 
and sales training material for several years, specializ- 
ing in the transportation field. In this time he has ac- 
cumulated a large amount of sales data which will be 
drawn on in writing this new series. 

Necessarily and obviously, the articles will handle 
the subject. of freight solicitation—an old one among 
persons who sell and buy transportation, their opinions 
ranging from sneers and “wise-cracks” to the effect 
that railroad freight solicitors do nothing but pass out 
free cigars, to the equally exaggerated idea that they 
have nothing to learn—in fact, that there is nothing 
to the job but personality and “contacts.” 

There is, of course, a reasonable middle ground 
that can be taken with some approach to accuracy. 
Railroad freight solicitors have had little scientific in- 
struction in salesmanship such as is required in many 
other industries and their work has been largely hit 
and miss. In recent years there have been efforts in 
some quarters to correct this, but it still may truth- 
fully be said that, in the main, freight solicitors on the 
railroads get what instruction they have from their 
immediate superiors and too often these superiors do 
not recognize the value of special training, having had 
none themselves. 
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Things are, perhaps, no better in the trucking busi- 
ness, but it is a newer business, less bound by tradition 
and routine practices, and conducted by younger men 
—younger, at least, in the business of transportation. 
There is supposed to be and doubtless is a longing on 
the part of young men who find themselves in it to 
learn and adopt up-to-date and scientific sales methods. 
It is this craving that we hope to help satisfy. 

Old timers may laugh as much as they like at 
the idea of “teaching” freight solicitation. One who 
sells soap successfully might not, it is true, make a good 
freight solicitor, or the other way around, but solicit- 
ing freight is a kind of salesmanship and selling is sub- 
ject to certain principles, whether the commodity or 
service be transportation or soap. One who thinks he 
has nothing to learn but what his railroad or his truck- 
ing company has to sell and who are his possible cus- 
tomers is just ignorant. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended September 10, 
which included the Labor Day holiday, totaled 568,887 cars 
—79,152, or 12.2 per cent, below the preceding week; 139,315, 
or 19.7 per cent, below the corresponding holiday week in 
1937; and 287,762, or 33.6 per cent, below the same holiday 
week in 1930. Miscellaneous totaled 232,801; merchandise, 
134,451; coal, 99,863; grain and products, 30,526; live stock, 
14,667; forest products, 26,634; ore, 24,995; coke, 4,950. 

Railroads the week ended September 3 loaded 648,039 cars 
of revenue freight, according to the Association of American 
Railroads. All districts reported decreases compared with the 
corresponding weeks in 1937 and 1930. 


1938 1937 1930 

ee 2,256,423 2,714,449 3,347,717 
4 weeks in February ............... 2,155,451 2,763,457 3,506,236 
SU Ue 2,222,864 2,986,166 3,529,907 
i SNES ss vv shaves ea whe 2,649,894 3,712,906 4,504,284 
NN ree 2,185,822 3,098,632 3,733,385 
ee ee ee 2,170,984 2,962,219 3,642,357 
errr 2,861,762 3,794,249 4,492,300 
ee 2,392,040 3,100,590 3,687,319 
Week of September 3 ............... 648,039 801,539 984,510 

Ra ee er res 19,543,279 25,934,207 31,428,015 


Revenue freight loading by districts the week ended Sep- 
tember 3 and for the corresponding period last year was 
reported as follows: 


Eastern district: Grain and grain products, 6,496 and 5,853; live 
stock, 1,248 and 1,074; coal, 23,809 and 26,350; coke, 1,408 and 2,544; 
forest products, 1,282 and 1,779; ore, 2,947 and 5,659; merchandise, L. 
C. L., 39,630 and 45,096; miscellaneous, 55,007 and 68,874; total, 1938, 
131,827; 1937, 157,229; 1936, 155,919. 

Allegheny district: Grain and grain products, 3,707 and 3,087; live 
stock, 1,188 and 931; coal, 27,266 and 31,064; coke, 1,794 and 4,583; 
forest products, 884 and 1,268; ore, 5,141 and 13,449; merchandise, L. 
Cc. L., 26,682 and 30,532; miscellaneous, 51,728 and 75,493; total, 1938, 
118,390; 1937, 160,407; 1936, 155,309. 

Pocahontas district: Grain and grain products, 250 and 191; live 
stock, 258 and 191; coal, 33,326 and 38,726; coke, 578 and 464; forest 
products, 479 and 495; ore, 354 and 550; merchandise, L. C. L., 5,843 
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and 6,115; miscellaneous, 6,209 and 6,582; total, 1938, 47,297; 1937, 
53,304; 1936, 53,360. 

Southern district: Grain and grain products, 2,458 and 2,134; live 
stock, 1,190 and 875; coal, 16,173 and 18,972; coke, 291 and 493; forest 
products, 9,030 and 10,224; ore, 701 and 1,099; merchandise, L. C. L., 
28,004 and 29,971; miscellaneous, 37,928 and 42,140; total, 1938, 95,775; 
1937, 105,908; 1936, 104,834. 

Northwestern district: Grain and grain products, 15,775 and 13,664; 
live stock, 3,436 and 3,496; coal, 5,032 and 6,284; coke, 868 and 1,837; 
forest products, 8,122 and 11,353; ore, 14,207 and 45,415; merchandise, 
L. C. L., 19,254 and 20,925; miscellaneous, 30,964 and 38,007; total, 
1938, 97,658; 1937, 140,981; 1936, 122,103. 

Central Western district: Grain and grain products, 9,752 and 8,536; 
live stock, 5,507 and 5,871; coal 7,329 and 9,842; coke, 98 and 167; 
forest products, 6,610 and 7,499; ore, 3,081 and 5,812; merchandise, L. 
C. L., 24,556 and 26,873; miscellaneous, 49,491 and 58,692; total, 1938, 
106,424; 1937, 123,292; 1936, 112,968. 

Southwestern district: Grain and grain products, 3,584 and 3,802; 
live stock, 1,818 and 2,117; coal, 3,641 and 4,305; coke, 65 and 69; forest 
products, 3,686 and 5,002; ore, 162 and 431; merchandise, L. C. L., 
11,174 and 12,600; miscellaneous, 26,538 and 32,092; total, 1938, 50,668; 
1937, 60,418; 1936, 60,638. 


FACTS ABOUT THE RAILROADS 


“The railroads and the Pullman Company in the year 
ended on July 1, 1938, equipped 1,384 additional passenger cars 
with air conditioning, which brings to 10,803 the total number 
of such cars in operation,” says the Association of American 
Railroads. 


“Block signals are used in connection with the operation 
of trains over 141,000 miles of track in the United States. 

“The first solid iron rails used by the railroads in this 
country were imported from England in 1831 and were 18 
feet in length. 

“The Railway Express Agency in April, May and June 
1938, handled more than 200 tons of bees from seven southerr. 
states located east of the Mississippi River. 

“Approximately two million gross tons of steel rail, suf- 
ficient to build a track ten thousand miles long, are normally 
purchased each year by the railroads of the United States. 

“The type of T-rail now used by railroads throuhgout the 
world was designed about 1830 by Robert L. Stevens, then 
—— of the Camden and Amboy Railroad located in New 

ersey. 

“Class I railroads operate 235,000 miles of road, or 94 per 
cent of the total railroad mileage of the United States.” 


CARRIERS TAXING ACT REGULATIONS 


The Bureau of Internal Revenue has announced a Treasury 
decision amending article 501 (a) of regulations 100, approved 
October 12, 1937, relating to the employers’ tax, employes’ 
tax, and employe representatives’ tax under the carriers tax- 
ing act of 1937, to read as follows: 


Initial and quarterly returns of tax.—(a) General.—For the period 
beginning January 1, 1937, and ending September 30, 1937, and for 
each subsequent period of three calendar months ending December 31, 
March 31, June 30, and September 30, each employer shall prepare a 
return of tax, in triplicate, on Form CT-1 and each employe repre- 
sentative shall prepare a return of tax, in triplicate, on Form CT-2. 
Each employer and employe representative is required to file his own 
return. Consolidated returns of parent and subsidiary corporations are 
not permitted. 


REPRESENTATION OF EMPLOYES 
The National Labor Relations Board has certified the In- 
ternational Longshoremen’s Association, Local No. 333, affiliated 
with the A. F. of L., as the exclusive collective bargaining 


agency for employes on tugs operated by Gowanus Towing 
Co., Inc., Brooklyn, N. Y. 





Revenue Freight Car Loading—Week Ended Saturday, Sept. 3 


Grain and Live 
grain prod. stock Coal 
1938 42,022 14,645 116,576 
oo eee eee 1937 37,267 14,545 135,543 
| 1936 32,662 16,952 130,167 
Preceding week August 27........ 1938 45,389 13,787 104,366 
Per cent increase over ........... 1937 12.8 A 
Per cent decrease under ......... 1937 14.0 
Per cent increase over ........... 1936 28.7 
Per cent decrease under ......... 1936 13.6 10.4 
1938 1,341,173 417,417 3,350,964 
Cumulative 35 weeks to Sept. 3.. | 1937 1,181,246 432,538 4,589,945 
(1936 1,262,133 446,184 4,364,949 
Per cent increase over ........... 1937 13.5 
Per cent decrease under ......... 1937 3.5 27.0 
Per cent increase over ........... 1936 6.3 
Per cent decrease under ......... 1936 6.4 23.2 


Per cent to 15 year average, 71.0. 


Forest Mdse. 
Coke products Ore L.C. L. Miscellaneous Total 
5,102 30,093 26,593 155,143 257,865 648,039 
10,157 37,620 72,415 172,112 321,880 801,539 
9,796 34,344 56,098 172,182 312,930 765,131 
4,767 30,889 25,517 151,000 244,796 620,511 
49.8 20.0 63.3 9.9 19.9 19.2 
47.9 12.4 52.6 9.9 17.6 15.3 
166,095 928,107 515,953 5,136,921 7,686,649 19,543,279 
374,574 1,311,409 1,658,983 5,807,260 10,578,252 25,934,207 
298,355 1,106,567 1,033,782 5,508,615 9,313,885 23,334,470 
55.7 29.2 68.9 11.5 27.3 24.6 
44.3 16.1 50.1 6.7 17.5 16.2 


—— 
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Current Topics in 
Washington 





After serving the Comm’‘s- 
sion for nearly half a century, 
George M. Crosland, retired as 
chief of the section of tariffs, has 
found something new in freight 
rates. He read about it in a 
South Carolina newspaper. According to a report as to what 
a candidate for nomination for the national House of Repre- 
sentatives said in asking votes for himself, he could ship to 
New York and back to the South Carolina point of origin for 
less than he could ship to New York. Seemingly, the candidate 
had found round trip freight rates. And in all the years of 
his work with rates Crosland had never heard of rates of that 
sort. 

Nor is the country likely to hear anything about such rates. 
The man who was so reported was not nominated, so he will 
not be able to speak about his “discovery” in the national 
forum of debate and begging for relief and other funds. 


A South Carolina States- 
man Seems to Know of 
Round Trip Freight Rates 





When Senator Tydings, of the 
free state of Maryland, decisively de- 
feated the President, who had gone 
out of his way to make a speech for 
Tydings’ competitor, the senator’s 
fellow citizens put on a broad grin 
because folks had begun toying with an idea that the old free 
state should produce a president of the United States. They 
grinned because others than they were talking about Maryland 
eraenene a President, or, at least, a nominee for the presi- 

ency. 

Maryland has never had a president. The nearest it ever 
came to that honor was the election of John Hanson of Mary- 
land, November 5, 1781, to be “president of the Uited States 
in Congress assembled.” That was under the Articles of Con- 
federation, a few weeks after the surrender of Lord Corn- 
wallis at Yorktown. 


Maryland Perking Up 
With a Presidential 
Thought or Two 





A century ago the death of 
Arthur, Prince of Connaught, would 
have attracted more attention than 
it has received. For he was a 
sovereign prince. Had he said so, 
he could have become the reigning 
Duke of Saxe-Coburg and Gotha, in the former German Em- 
pire. His father, Arthur, Duke of Connaught, 88 years old 
and the last living child of Queen Victoria, declined his right 
to the ducal crown. And so did his son. 

A century ago the question of succession to thrones was 
still talked about, though Napoleon’s mastery of Europe for a 
long time had greatly reduced it. But the world was much 
more interested in crowns and thrones then and the passing 
of a German prince was a matter of concern in European 
chancelleries. 

Arthur, Duke of Connaught, father of the prince, is one 
of the many English notables who visited Washington in the 
World War days. No man ever more strikingly looked the part 
of a son of a powerful sovereign and brother of another, Ed- 
ward VII, and uncle of George V. Bright-eyed and eagle-beak 
nosed, the Duke of Connaught, who saw the last coronation 
through the window of a hospital, charmed Americans who 
came in contact with him. Few, it is believed, then recalled 
that, by hereditary right, he could have been sovereign duke 
in one of the states of the empire with which much of the 
world was then at war. His son, the prince, served in the 
English forces in that war and was captured by the Germans. 
He escaped. His declination of his German right was only a 
year before the war that tumbled emperors, kings, dukes, and 
lesser sovereigns from their thrones, in these later days to 
be succeeded by self-styled leaders. The dead prince was also 
“mentioned” as a desirable occupant for the throne of Serbia, 
now absorbed in Jugoslavia. 

When the crowned ones disappeared from the scene, some 
had an idea that wars would become rarer. Yet twenty years 
after the signing of the treaty of peace conditions that pre- 
vailed in 1914 were being duplicated without the help of any- 
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one claiming anointment. Which, it might be suggested, adds 
pungency to a paragraph in Harper and Brothers “Student’s 
History of France,” edition of 1870. The paragraph is part 
of the chapter dealing with the division of the kingdom of the 
Franks among the sons of Clovis and the wars of Queen Brun- 
hilda, whose name is also spelled Brunehaut, and Queen Frede- 
gonda, and the death of Brunhilda by being dragged at the tail 
of a horse under sentence of a son of Fredegonda, about the 
year 613. The paragraph reads: 


The death of Brunehaut concludes the first great struggle between 
Austrasia (Latinized ‘‘Oster Reich,’’ eastern realm) and Neustria (Lat- 
inized Ne or Nicht Oster Reich), the real victory remaining on the side 
of the Austrasian aristocracy. 


It should not be hard to identify “eastern realm” as. Ger- 
many and the “not eastern realm” as France, as it later came 
to be known. 





Alfred P. Sloan, Jr., president of 
General Motors, received a smacking at 
the hands of Robert H. Jackson, Solic- 
itor General of the United States, in a 
speech about “general welfare and in- 
dustrial prosperity” at the convention 
banquet of the Illinois Municipal League, at Rockford, IIl., 
a few days ago. Chastisement came to Mr. Sloan because, 
some time ago, he urged stockholders of General Motors to 
oppose President Roosevelt’s proposals to put a graduated tax 
on incomes. 

Mr. Jackson, who gloried in the extension of federal gov- 
ernment activities, asserting it to be not a diminution of the 
rights of the states but “a gain to the domain of law and an 
encroachment only on the domain of anarchy,” took offense 
at Mr. Sloan’s declaration that “government does not create 
wealth—it dissipates it.” 

“Just why,” the government’s chief lawyer wanted to 
know, “is building a highway between two cities a dissipation 
of wealth, while building an automobile is creation of wealth? 
How does he get the idea that building a perfectly unneeded 
gas station by private industry is creating wealth, while build- 
ing a needed school house is dissipation of wealth?” 

Of course, said Mr. Jackson, this extension of the activities 
of the federal government was opposed by that section of 
public opinion that wants regulation and discipline by the 
government and its laws “to be applied only to the masses and 
not to the corporations or the owners of our big industry.” 

At no place in his speech did Mr. Jackson indicate the 
holding of even a suspicion that it might be unmoral, if not 
immoral, for the government to tax the income of the stock- 
holders, then tax the tangible property that produced that 
income, then tax the personal property of the stockholders that 
produced the income, and then tax the income of the com- 
pany. Nor did he give an inkling of any thought, if he had 
it, that putting millions on the government pay rolls was any- 
oe that might or should be resented by those paying the 
bills. 

The point that led to the smacks for Mr. Sloan was that 
he and such as he made constant demands for cooperation. 
He asserted that their demands on municipalities, the states, 
and the federal government too often meant that “government 
would take the burdens and private interests take the ad- 
vantage.” 


Saying he supposed the most dramati¢ and significant 
development of his lifetime was the “revolution in transporta- 
tion which substituted the motor car for the horse,” Mr. Jack- 
son pointed out that “real prosperity of the motor industry 
awaited the building and maintenance of hard surface high- 
ways.” There was no profit in that, said Mr. Jackson, “and 
that job was left to the government, with ample propaganda to 
see that it was fully done.” 


Few cars, Mr. Jackson said, would be bought to navigate 
mud holes or to stall in the snow. It needed only to be asked, 
said Mr. Jackson, where the motor industry would be today if 
public officials had refused to tax heavily and to plunge into 
debt to build hard roads. Suppose, he shudderingly asked, 
private industry were left to build toll roads? 

Building of highways, he added, accounted for a large part 
of the existing debt of every state, city, country and town, 
and for a substantial expenditure by the federal government. 
The government’s share in bringing about the revolution in 
transportation about which he was talking, he said, was debt 
and expense to build and then widen, maintain, patrol, and 
snowplow the roads, while every dollar of profit was absorbed, 
properly and naturally, by private enterprise. 

Mr. Sloan, he declared, was not lonesome in his attitude, 
and this kind of criticism must be suffered, not by any one 
administration, but by nearly every administration. It was 
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one of the obstacles, he declared, that had to be met by all 
who anywhere in America assumed responsibilities. 





About the time the Copper River 
and Northwestern, the only Class I 
railroad in Alaska, was asking the 
Commission to authorize it to aban- 
don its 195-mile line (elsewhere in 
this issue), Secretary Ickes, of the 
Department of Interior, was turning over to the government’s 
Alaska Railroad the further care of the Matanuska Valley 
colonization project at Palmer, Alaska. In announcing that the 
government railroad had been charged with the promotion of 
that colonization project, Ickes called attention to the fact that 
the railroad was authorized by law for further colonization 
efforts in Alaska. 

That Matanuska project, started in May, 1935, as a place 
for distressed farm families from continental United States, 
came into the hands of Secretary Ickes because the Federal 
Emergency Relief Administration died June 30, through the 
expiration of the time for which it was created. The Palmer 
project is controlled by the Alaska Rural Rehabilitation Cor- 
poration, a government organization, the stock of which has 
been turned over to Secretary Ickes by Harry L. Hopkins, 
former adminstrator of the Federal Emergency Relief Admin- 
istration. 

According to Ickes, the Matanuska project fits in well with 
the long established policy of the Department of the Interior 
to promote and encourage permanent settlement in Alaska, 
an area, he observes, one-fifth the size of continental United 
States and rich in natural resources. Administration of the 
project, said he, would be placed with the Division of Terri- 
tories and Island Possessions of his department, “which will 
attempt to place the colony on a self-supporting basis as soon 
as possible.” 

In his statement about the transfer, Ickes said the colonists 
had established themselves in substantial frame and log houses 
of six to eight rooms, and had succeeded in clearing an appre- 
ciable amount of the originally lightly timbered land for agri- 
cultural purposes, each farm consisting of about 40 acres, 
connected with each other by about 150 miles of good gravel 
roads. The colonists hoped in time to dispose of most of their 
products on the market along the Alaska Railroad, which he 
said, annually imported from the continent more than $1,000,000 
worth of foodstuffs. 


As to the colony, Ickes said there had been about 100 
births since its establishment and the government was in re- 
ceipt of approximately 1,500 applications from families in the 
continental United States and Alaska that desired to settle in 
the Matanuska valley. New applications, he said, had been 
arriving at approximately 80 a week. There are, according to 
the Secretary, about 170 families in the colony.—A. E. H. 


Government Railroad 
Now Colonizing 
Agency in Alaska 


REFRIGERATOR CAR MILEAGE 


The Traffic World Washington Bureau 


Luther M. Walter, one of the trustees of the Chicago Great 
Western, has petitioned the Commission to institute an investi- 
gation into the payment of mileage by railroads for use of 
refrigerator cars owned by railroads or railroad-controlled car 
companies, with a view to fixing the maximum that railroads 
using such equipment may lawfully pay therefor. He has asked 
that such an investigation be set for hearing with the hearings 
to be held in the event the commission reopens No. 15234, 
division of rates and charges on traffic moving to and from 
Transcontinental Territory, as requested by him. He points 
out that refrigerator car mileage is a heavy burden on the 
Chicago Great Western. 

Filing of the petition constituted completion by Mr. Walter 
of a move by the Chicago Great Western looking to an increase 
in its revenues by greater division out of joint rates on trans- 
continental traffic and reduction in refrigerator car rental or 
mileage (see Traffic World, Sept. 3, p. 437). 

Investigation into car mileage payments to railroads and 
railroad controlled companies, the petition said, would neces- 
sarily embrace all of the Class I railroads in the United 
States engaged in the handling of this perishable traffic. 
The investigation in No. 15234, it said, involved only railroads 
in the western district. The two subjects, while parallel and 
interrelated were separate and distinct to an extent that 
would make impracticable investigation of both in the same 
proceeding, the petition said. The petition therefore asked no 
more than that the requested investigation be set down for 
hearing coincident with the hearing in the divisions case in 
the event that Commission decided to reopen that proceeding. 

According to the petition, the larger part of the transcon- 
tinental traffic consists of fresh fruits and green vegetables 
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moving eastward in refrigerator cars. These refrigerator cars, 
in the case of two railroads, the Santa Fe and the Northern 
Pacific, it adds, are of direct railroad ownership, and in the 
case of other railroads are supplied by railroad owned car 
companies, of which the Pacific Fruit Express Co., Western 
Fruit Express Co., Burlington Refrigerator Express Co., and 
Fruit Growers Express Co. are the most important. 

Railroads handling traffic in these refrigerator cars, it is 
pointed out, paid to the owners mileage at the rate of two 
cents for both loaded and empty movement and the empty 
movement is made by the railroads handling the traffic with- 
out charge against the car owners. It is further pointed out 
that effective July 1, 1935, the mileage rate paid for shipper 
owned refrigerator cars was reduced from two cents to 1% 
cents a mile. 

At that time it was definitely expected, according to the 
petition, there would be readjustment in the mileage rates 
paid on refrigerator cars owned by the railroads or railroad 
controlled car companies. 

The effect of mileage payments on the revenues of the 
Chicago Great Western, said the petition, was graphically 
shown by an exhibit introduced by Mr. Walter as a witness 
in Ex Parte 123. That exhibit, it said, listed in detail 45 car- 
loads of fruits and vegetables that left Council Bluffs, Ia., 
on the morning of August 27, 1937, for Chicago and eastern 
markets. The gross revenue of the Chicago Great Western, 
the petition said, was $2,549.68, out of which it absorbed 
switching charges in Chicago and for delivery to eastern lines 
of $281, leaving freight revenue to the railroad of $2,268.68. 
All of the shipments moved in refrigerator cars owned by 
railroads or railroad controlled car companies. Computing 
the mileage at two cents for the loaded and returned empty 
movements, the payments to the car owners amounted to 
$907.65, or 40 per cent, of the freight revenue received by the 
railroad. That amounted after the absorption of switching to 
$50.41 a car; the mileage, $20.17, and the remaining net 
freight revenue of the railroad, after payment of claims for 
loss, $28.37, said the petition. 

The cars most extensively used in handling this traffic 
moving over the Chicago Great Western, said the petition, 
were those of the Pacific Fruit Express Co., wholly owned by 
the Union Pacific and the Southern Pacific. Of about 12,000,000 
loaded and empty miles made by refrigerator cars used in the 
handling of transcontinental traffic in 1937 on the Chicago 
Great Western, the petition said, over 8,750,000 were made 
by Pacific Fruit Express cars. These payments, it said, con- 
stituted a severe drain on the revenues of the Chicago Great 
Western and of other railroads similarly situated. 

Operations of the Pacific Fruit Express Co., the petition 
said, had been highly successful, dividends appropriated from 
surplus in the four years, 1934 to 1937, amounting to $46,133,- 
454 and the surplus remaining at the end of the year was 
$7,195,184. The capitalization, according to the petition, is 
$24,000,000, property investment, $124,238,784, and deprecia- 
tion reserves accumulating out of earnings at the end of 1937 
amounted to $75,336,262. The operating results of other rail- 
aes owned car companies, it said, all appeared to show a 
profit. 

Transcontinental traffic, particularly that in fresh fruits 
and green vegetables, the petition said, was very important 
to the railroads operating eastward from Missouri River and 
Minnesota gateways. It was consequently of great importance 
to the Chicago Great Western and others similarly situated, 
said the petition, that the divisions used in apportioning the 
revenues derived from the rates and charges applicable to this 
traffic and the allowance paid to the owners of refrigerator 
cars, both railroad and railroad controlled, should be rea- 
sonable 

The investigation in No. 15234, the petition said, would 
bring under review the division of rates and charges, but it 
was necessary there likewise be a thorough and complete 
investigation into the amounts paid for refrigerator cars 
owned directly by railroads or through railroad controlled car 
companies. 


B. & O. INTEREST REDUCING PLAN 

The Commission has assigned for hearing in Washington, 
September 22, before Commissioner Mahaffie and Examiner 
A. C. Devoe, the finance applications of the Baltimore & Ohio 
and its subsidiaries in which they seek authority to do the 
things necessary to reduce the B. & O. interest burden, for 
eight years. That assignment was made a week after the 
receipt of the applications. 

The assignment is of Finance No. 12150, application of the 
Baltimore & Ohio Railroad Co., under section 20a of the inter- 
state commerce act, for authority to issue certificates of de- 
posit for, and to issue securities in respect of certain of its 
securities, and related applications of its subsidiaries. 
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COMMISSION REPORTS 


Automobiles 


Fourth section application No. 17343, automobiles to 
Springfield, Mo. By division 2. By fourth section order No. 
13224, Missouri Pacific and carriers parties to Jones’ I. C. C. 
No. 2812, authorized to establish and maintain rates on auto- 
mobiles, freight or passenger, set up; chassis, set up, with or 
without seat cabs; also vehicle trailers, in straight or mixed 
carloads; or in mixed carloads with automobile parts, from 
origins in Indiana, Ohio, and Michigan, to Springfield, Mo., 
without observing the long-and-short-haul part of section 4. 
It is provided that rates to higher-rated intermediate points 
shall not be increased except as authorized by the Commission, 
and shall in no instance exceed the lowest combination of rates; 
and further provided that the relief herein authorized shall 
not apply over routes more than 50 per cent longer than the 
direct routes from and to the same points, and shall not in- 
clude intermediate points as to which the haul of the petition- 
ing route is not longer than that of the direct route between 
the competitive points. Temporary relief was authorized by 
fourth section order No. 12351, as supplemented, entered in 
fourth section application No. 16325. 


EXPORT GRAIN RATES 
The Traffic World Washington Bureau 


The Commission refused to suspend tariffs establishing 
transit on export grain. 

Assuming that the eastern railroads would propose a ten- 
cent reduction in rates on grain for export, Gulf port traffic 
organizations and grain interests, as well as grain interests at 
St. Louis, Mo., and Cairo, Ill., by wire, objected to the Com- 
mission’s authorizing the publication of reductions on short 
notice and asked that they have an opportunity to present pro- 
tests against a reduction. The Illinois Central objected to short 
notice publication. It asked that any application of that sort 
he denied so as to afford it an opportunity to file a protest 
against the reduction. 

The wired objections were based on reports received by 
them to the effect that the eastern carriers had determined to 
make a reduction. One report in circulation in the south was 
that the eastern carriers would propose a reduction of 10 cents 
with the privilege of transit attached but date it to expire 
December 10 and provide a 4%-cent reduction thereafter as a 
permanent thing, without the privilige of transit. 

An argument against the reduction was that it would pre- 
cipitate a rate war among the railroads, resulting in a loss 
of carrier revenues, the premise being that southern and south- 
western railroads would not feel warranted in allowing east- 
ern railroads to bid for grain for export through the north At- 
lantic ports without making reductions in such amounts as 
they deemed necessary to obtain a fair share of the business. 
Another suggestion was that the proposed action would result 
in upsetting the grain rate adjustment prescribed by the Com- 
mission in No. 17000, part 7, the Hoch-Smith proceeding. 

Commission men in touch with grain rate questions were 
not advised, after the visit of traffic officers in the week ended 





September 10, as to what had caused delay on the part of the . 


eastern railroads, in making some disposition of the matter by 
that time, as had been expected. They were without definite 
information, at the time of the visit, just what the eastern 
carriers were contemplating. It was inferred, however, that 
the eastern executives had something definite at the time when 
traffic executives of not only the eastern railroads but of the 
Association of American Railroads as well had called to in- 
quite as to what they would have to do in the event they desired 
to make publication of necessary tariffs on short notice. 

Failure to hear from the eastern railroads a day or two 
after the call of the traffic men led to the supposition that the 
higher executives, when they gave assumed orders to go ahead, 
had not considered all the “details” of the matter beforehand 
and were compelled to give thought to them by reason of 
inquiries from subordinates charged with the duty of publish- 
ing schedules. One report as to “details” was as to wether the 
reduced rates should permit transit to the extent of permitting 
flour, milled from western grain, to be forwarded to the ports 
for export on the reduced grain rates. While that was called 
a “detail,” it had always theretofore been regarded as a ques- 
tion of prime importance in any grain rate adjustment. 

The New Orleans Joint Traffic Bureau, protesting against 
eastern railroads being permitted to reduce export rates on 
grain on less than thirty days’ notice, said that since a large 
portion of the export grain moving through New Orleans 
originated in central Illinois and Iowa, and would, therefore, 
be directly affected by the proposed reduction from Chicago 
and central Illinois to Atlantic ports, it desired to submit a 
resume of the present rate structure. It said it desired to point 
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out the minimum disabilities and added expenses incurred by 
the exporter when shipping through New Orleans compared 
with the routes through north Atlantic ports to European des- 
tinations. 

It said the present rail rates on corn from central Illinois 
were to Baltimore for export, 34 cents; to New York, 35% 
cents, and to New Orleans, 24 cents, said the bureau. The 
present proportional export rates from Chicago to Baltimore 
were 22 cents and to New York, 23% cents. The present local 
rate on corn from central Illinois to Chicago, it said, was 12 
cents, and to St. Louis, 12 cents. The present proportional rate 
on corn from Missouri River markets to Chicago, it said, was 
16 cents. Thus, it added, the through combination rates (over 
Chicago) present applicable on export grain to Baltimore, it 
said, were as follows: From Central Illinois, 34 cents, and 
from Kansas City and Omaha, 38 cents. 

After setting forth other rate facts, including establishment 
of transit at Kansas City September 10, the bureau said the 
eastern carriers had announced their intention to publish a 
through export rate of 24 cents from central Illinois to Balti- 
more in addition to the proportional export rate of 12 cents 
from Chicago to Baltimore. As stated, the bureau added, the 
present export rail rate now applicable from central Illinois 
to New Orleans was 24 cents. Under the proposed adjustments, 
the bureau said, New Orleans and other Gulf ports would pass 
completely out of the picture so far as their ability to com- 
pete with the north Atlantic ports for export grain originating 
at and shipped from central Illinois, Iowa, Missouri River, and 
other points basing thereon or related thereto, was concerned. 
That, it said, was because the disabilities and added charge 
encountered and incurred by the grain exporter when shipping 
through the Gulf, compared to shipping through the north At- 
lantic ports, amounted to not less than six cents a hundred 
pounds on corn, and 6% cents on wheat. 

In conclusion, the New Orleans organzation said the car- 
riers should be required to observe the full statutory 30 days’ 
notice in making reductions thereby permitting it, and other 
interested parties ample opportunity to file written protests 
and requests for suspension of reduced export rates, if and 
when published. 

The traffic department of the Mobile Chamber of Com- 
merce, following up wire objection to making reduced export 
rates effective on less than statutory notice, attached a copy 
of a letter it had sent to the Maritime Commission showing, 
as it said, what the Tramp Shipping Administration Committee 
of London was attempting to do with water rates from the 
Gulf. With a 10 cent rail reduction to the Atlantic ports and 
no similar reduction to the Gulf, said the traffic department, it 
was obvious that such changes would prevent any movement 
through Mobile. The traffic department asked denial of any 
sixth section application the eastern railroads might make and 
that the matter be set for hearing. 





COMMISSION ORDERS 


Finance No. 11915, Erie reorganization. Group of holders of Erie 
refunding and improvement mortgage bonds, acting under agreement 
dated as of February 18, permitted to intervene. 

MC 75665, Red Star Lines, Inc., common carrier application. Ef- 
fective date of order of June 2, heretofore postponed to August 14, 
further postponed to September 15. 

No. 14880 et al., Consolidated Southwestern Cases. Order hereto- 
fore entered in proceedings on December 3, 1935, as since amended, 
which by its present terms will become effective October 20, so far 
as said order pertains to ocean-rail, rail-ocean, and rail-ocean-rail com- 
modity rates outbound from the southwest and from Texas and Okla- 
homa differential territories, as said territories are defined in the 
proceedings, further amended so that as to said rates it shall become 
effective April 20, 1939, instead. 

No. 13535 et al., Consolidated Southwestern Cases. Order hereto- 
fore entered in proceedings on April 5, 1927, as since amended, further 
amended by eliminating from requirements thereof, and from the 
proceedings, the following commodity, in carloads: Spent zine chloride 
(dry). Petition relating to fibreboard salt cans, etc., and petition 
relating to so-called low-grade tripoli, filed by F. A. Leland on behalf 
of southwestern defendants, denied. 

MC 6945, National Transit Corporation, common carrier applica- 
tion. Effective date of order of June 29, postponed to October 10. 

MC 13773, Shelley R. Stanley, common carrier application. MC 
84512, Shelley R. Stanley, contract carrier application. Proceedings 
reopened for further hearing at time and place to be hereafter fixed 
by Commission, for purpose of permitting applicant to amend applica- 
tions to cover operations commenced between June 1 and October 
15, 1935, and to offer proof as to public convenience and necessity 
with respect to such operations and also further proof with respect 
to grandfather operations involved in applications. 

1. & S. M-391, commodities over Transcontinental Transportation 
Lines, Inc. MC C-87, food stuffs, etc., from New York, N. Y., to Pitts- 
burgh, Pa. Orders of July 2 vacated and set aside and proceedings 
discontinued. 

No. 28076, State Corporation Commission of Virginia et al. vs. A. C. 
& Y. et al. Port of New York Authority permitted to intervene. 

MC 29778, Yellow Cab Transit Co., common carrier application. 
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Effective date of order of July 29, in so far as it relates to this matter, 
postponed from September 1 to October 15. 

MC 70275, Sub. No. 3 (formerly MC 88933), Arlie White Truck 
Line, common carrier application. Recommended order stayed. Mat- 
ter reopened for formal hearing at time and place to be hereafter 
fixed. Docket number heretofore designated as MC 88933 changed to 
MC 70275, Sub. No. 3. 

No. 27986, Bisbee Linseed Co. vs. B. & O. et al. Complaint dis- 
missed on request of complainant. 

No. 28006, White Motor Co. vs. N. Y. C. et al. Complaint dis- 
missed on request of complainant. 

MC 88901, Gifford H. Huffman, contract carrier application. Order 
of July 28, to extent that it provides for formal hearing in this pro- 
ceeding, vacated and set aside. 


UNCONTESTED FINANCE CASES 

Supplemental report and certificate in F. D. No. 4360, Southern 
Railway Co. abandonment, permitting abandonment by the Southern 
Railway Co. of a branch line of railroad in Hamblen county, Tenn., 
approved. 

Report and certificate in F. D. No. 12097, Norfolk & Western 
Railway Co. abandonment of operation, permitting abandonment of 
operation by the Norfolk & Western Railway Co. of a branch line of 
railroad in Russell county, Va., approved. 

Report and order in F. D. No. 12110, Kiowa, Hardtner & Pacific 
Railroad Co. lease, approving and authorizing lease by Guy A. Thomp- 
son, trustee of the Missouri Pacific Railroad Co., of the properties of 
the Kiowa, Hardtner & Pacific Railroad Co., approved. 

Report and order in F. D. No. 12143, Lehigh Valley Railroad Co. 
pledge of securities, granting authority to pledge and repledge from 
time to time, as a part of the collateral security for a short-term note 
in the face amount of $6,175,000, all or any part of not exceeding 
$14,000,000 of general consolidated mortgage 5 per cent bonds, $1,000,- 
000 of general consolidated mortgage 4% per cent bonds, $5,000,000 
of Lehigh-Buffalo Terminal Railway Corporation 4% per cent first 
mortgage bonds, and $1,000,000 of Lehigh Valley Coal Co. 6 per cent 
secured notes, approved. 

Report and certificate in F. D. No. 12104, St. Louis Southwestern 
Railway Co. trustee et al. abandonment, permitting abandonment by 
Berryman Henwood, trustee of the St. Louis Southwestern Railway 
Co., debtor, and by the St. Louis Southwestern Railway Co. of a branch 
line of railroad of that company in Mississippi county, Mo., approved. 

Report and certificate in F. D. No. 12091, Sierra Railroad Co. 
abandonment, permitting abandonment of operation under trackage 
rights by the Sierra Railroad Co. over the so-called Hetch Hetchy 
Railway in Tuolumne and Mariposa counties, Calif., approved. 


PETITIONS FOR REHEARING, ETC. 

Ex Parte MC 14, motor carrier rates in middle Atlantic states. 
Respondent motor carriers who are parties to Agent Harold A. Hor- 
witz tariff MF I. C. C. No. 1 ask modification of Commission’s order 
of February 2 

Ex Parte MC 24, California motor carrier rates. Institute of Makers 
of Explosives asks that on further consideration Commission modify 
order in this proceeding to effect that contract carriers of commercial 
explosives and blasting accessories are exempt the same as in the 
vase of contract carriers hauling petroleum produces. 

Ex Parte MC 27, central territory contract carrier rates. Institute 
of Makers of Explosives asks that order in this proceeding be so modi- 
fied as to exclude contract carriers of commercial explosives and blast- 
ing accessories. 

No. 26510, western-southern class rates. J. A. Farmar and J. G. 
Kerr, for and on behalf of respondents, ask Commission to modify its 
order to extend for six months beyond November 7 the effective date 
of the rates prescribed in the order. 

No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
lines defendants ask approval under finding 27 of reports and orders 
in the Consolidated Southwestern Cases (123 I. C. C. 203, et seq.) of 
establishment, on cigarettes, carloads, and mixed carloads of cigarettes 
and smoking tobacco, description as per Item 3780, S. W. L. Tariff 
No. 173-J, J. R. Peel’s I. C. C. No. 2960, minimum weight 40,000 
pounds, of rates a 100 pounds to Oklahoma City, Okla., from Winston- 
Salem, N. C., of $1.41; from Reidsville and Durham, N. C., of $1.44; 
from Richmond and Petersburg, Va., of $1.53; from Louisville, Ky., 
of $1.06; and from St. Louis, Mo., of 89 cents. 

MC-F 463, Northland Greyhound Lines, Inc., purchase, Hiawatha 
Trails, Inc., Gerald J. Wyatt, trustee; MC-F 464, Same, purchase, North- 
western Motor Bus Co., Inc.; and MC-F 465, Same, purchase, Gray 
Transportation Co., Inc. Applicant asks reopening for reconsideration 
by entire Commission and argument on record as made. 

Finance No. 10131, Spokane International reorganization. United 
States Trust Co. of New York, as trustee under first mortgage of 
Coeur d’Alene and Pend d’Oreille, intervener, asks modification of the 
plan of reorganization presented by the Ecker committee in accordance 
with the proposals of the committee. 

Finance No. 10131, Spokane International reorganization. Russell 
M. Van Kirk, representing a holder of first mortgage bonds of Coeur 
d’Alene and Pend d’Oreille, intervener, asks Commission to grant 
rehearing and to modify, as set forth in petition, the plan of re- 
organization approved by it. 


FINANCE APPLICATIONS 
Finance No. 12162. Richmond, Fredericksburg & Potomac Rail- 
road Co. asks authority to issue $740,000 244 per cent equipment trust 
certificates, the proceeds to be used in part payment for six loco- 
motives and six combined baggage-express cars of a total estimated 
cost of $987,540.60. The certificates have been sold, subject to the 


The Traffic World 


Vol. LXIT, No. 12 


approval of the Commission to the First Boston Corporation at 103.3887 
per cent of principal and accrued dividends. 

Finance No. 12163. Fox & LIllinois Union Railway Co., through 
Donald P. Frazier, its receiver, asks authority to abandon all of its 
line, about 20 miles in length, from Morris to Yorkville, Ill. The 
line uses electric motive power. The abandonment, the receiver said, 
should be authorized for the reasons that operating expenses could 
not be met, there was no further demand for the service and the bond 
issue was in process of foreclosure. 

MC F-673. Missouri Pacific Freight Transport Co., Houston, Tex., 
asks authority to purchase a certificate of convenience and necessity 
from W. H. Lester, dba Lester Truck Line. 

Finance No. 12161. Tennessee Railroad Co. asks authority to issue 
$200,000 of 5 per cent first mortgage 15-year bonds and to sell them 
at the best price obtainable but not less than par. The purpose of 
the issue is partially to reimburse the applicant’s treasury for ex- 
penditures made for additions and betterments and not yet capitalized. 

MC F-670. Cincinnati & Lake Erie Transportation Co., Dayton, 
O., asks authority to acquire that portion of certificate MC 60320 of the 
King Brothers Co., extending from Dayton to Middletown, O., via 
Ohio route 4, and that portion of certificate MC 39211 of the Ohio 
Bus Line Co. extending from Middletown, via Ohio route 4 and off- 
route points, to Hamilton, O. 

MC F-671. Southeastern Greyhound Lines, Lexington, Ky., asks 
authority to issue not to exceed $45,848.70 of equipment purchase 
notes financing the purchase 3 new deluxe air-conditioned passenger 
busses from the A. C. F. Motors Co. at a total cost of $50,943. 

MC F-672. Blue & Gray Sight Seeing Tours, Inc., Washington, 
D. C., asks authority to purchase operating rights and property of 
Samuel Lovenbein, dba AAB National Capitol Bus Co. 

MC F-674. Hemingway Bros. Interstate Trucking Co., New Bed- 
ford, Mass., asks authority to purchase all rights and transportation 
equipment of Finkel Motor Transport, Inc. It also asks authority 
to make an emergency 180-day lease of the property of the Finkel 
company, at $100 a week. 


SIGNAL SYSTEMS 


The Pittsburgh & Lake Erie and Chesapeake & Ohio have 
filed applications with the Commission for approval of proposed 
modification of signal systems or devices under paragraph (b) 
section 26 of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission in writing 
within 15 days from September 9. 

The Pittsburgh & Lake Erie and Baltimore & Ohio have 
filed applications with the Commission for approval of pro- 
posed modification of signal systems or devices under para- 
graph (b) section 26 of the interstate commerce act. Any 
interested party desiring hearing should advise the Commission 
in writing within 15 days from September 10. 

The Indiana Service Corporation; Lehigh Valley; Great 
Northern; and Erie have filed applications with the Commission 
for approval of proposed modification of signal systems or de- 
vices under paragraph (b) section 26 of the interstate com- 
merce act. Any interested party desiring hearing should ad- 
vise the Commission in writing within 15 days from September 
13. 

The Reading Co.; Cleveland, Cincinnati, Chicago & St. 
Louis; and Pennsylvania have filed applications with the Com- 
mission for approval of proposed modification of signal systems 
or devices under paragraph (b) section 26 of the interstate 
commerce act. Any interested party desiring hearing should 
advise the Commission in writing within 15 days from Septem- 
ber 14. 

The Chicago, Rock Island & Pacific; Terminal Railroad 
Association of St. Louis; Raritan River; and Pennsylvania 
have filed applications with the Commission for approval of 
proposed modification of signal systems or devices under para- 
graph (b) section 26 of the interstate commerce act. Any 
interested party desiring hearing should advise the Commission 
in writing within 15 days from September 15. 


WESTERN-SOUTHERN CLASS RATES 

The Sheboygan (Wis.) Association of Commerce has asked 
the Commission to reopen for further consideration No. 26510, 
western and southern class rates, with respect to its order of 
April 5, prescribing rates to and from Sheboygan. The petition 
alleges the rates prescribed are such as to create unreasonable 
rates spreads as between Sheboygan and border points such 
as Milwaukee, Wis., and Ludington, Mich., and other points 
within western trunk line territory. These spreads, the peti- 
tion says, have been analyzed carefully by the petitioner and 
have been found to lack consistently when measured by mileage, 
transportation conditions, comparisons with the spreads which 
will result at intermediate points and those which have been 
previously fixed by the Commission at points west of the Missis- 
sippi River in Consolidated Southwestern Cases, 205, I. C. C. 
601. 

The association said it did not desire a further hearing 
but was confident that a review of rate relationships to which 
it called attention were so obviously out of line with standards 
of reasonableness that they could be readily adjusted by a 
supplemental order. 


——E 
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Proposed Reports in I. C. C. Cases 





ROOFING TO WEST AND SOUTHWEST 


DMITTING that Lowell, Ind., was at a rate disadvantage as 

compared with Chicago and Chicago rate points, Examiner 
George M. Curtis has nevertheless proposed that the Commission 
dismiss No. 27774, Globe Roofing Products Co., Inc., vs. Chi- 
cago, Indianapolis & Louisville et al., on a finding that rates 
on prepared roofing from Lowell to points in Missouri, Illinois, 
Kansas, Colorado, Nebraska, Oklahoma and California are not 
shown to have been or to be unreasonable or unduly prejudicial. 

That Lowell was at a rate disadvantage as compared with 
Chicago and points taking the Chicago basis of rates to all the 
destinations mentioned, and still was, in respect of Oklahoma 
City and Lamanda Park, Calif., the examiner said, was clear. 
But, he said, the disadvantage resulted from the location within 
the boundary lines separating rate territories and groups. It 
was a necessary incident of group adjustments, said he, that 
rates to or from points near the outer edge of a group had the 
appearance of causing injustice to points just beyond that 
group. But, he said, the Commission had frequently said such 
circumstances did not necessarily constitute undue prejudice, 
citing in support of that proposition, Meridian Traffic Bureau 
vs. Abiline & Southern, 169 I. C. C. 80. 

Complainant, the examiner said, had not shown it was 
damaged by the disadvantage of which it complained or that 
substantial justice required the shifting of the boundary lines 
to give the complainant the benefit of a lower basis of rates. 
The prejudice, added he, was not shown to be undue, nor had 
the complainant shown that the assailed rates were or are 
unreasonable or unduly prejudicial. 

The destinations specifically mentioned are Emporia, Kan., 
Kansas City, Carondelet, and Hannibal, Mo., Denver, Colo., 
Beatrice, Grand Island, Hasting, and Fairbury, Neb., Quincy, 
Ursa, Benld, Edwardsville, Olney and Fairfield, Ill., Oklahoma 
City, Okla., and Lamanda Park. 

This report also embraces No. 27774, Sub. Nos. 1, 2, 3, and 
4, Same vs. Chicago, Indianapolis & Louisville et al.; No. 
27781, and Sub. Nos. 2, 5, 6, 7, and 8, Same vs. Same; No. 
27785, Same vs. Same; and No. 27799, Same vs. Same. Com- 
plaints in No. 27781, Sub. Nos. 1, 3, and 9, Same vs. Same, a 
footnote said, had been withdrawn and dismissed. 

Complainant with plants at Lowell and Whiting, Ind., by 
informal and formal complaints, said the examiner, alleged 
the rate charged on prepared roofing from Lowell to various 
destinations west of Lowell and the Chicago rate and switch- 
ing district were and are unreasonable and unduly prejudicial 
to complainant and unduly preferential of its competitors in 
the Chicago district. It asked new rates and reparation. 


Lowell is on the line and is exclusively served by the Chi- 
cago, Indianapolis & Louisville, referred to in the report as the 
Monon. It is 44.8 miles southeast of Chicago, and 1.5 miles 
southeast of the Chicago rate group from which, according 
to the report, lower rates on prepared roofing apply to com- 
plainant’s destinations than from Lowell. Complainant, there- 
fore, says the report, seeks the Chicago basis of rates for the 
past and for the future. 

Defendants, the report said, had voluntarily reduced the 
rates from Lowell to affected destinations except Oklahoma 
City and Lamanda Park to the basis of the Chicago rates. 
According to the report, stations on the Danville branch of the 
New York Central are in transcontinental group D and stations 
on the Monon, of which Lowell is one, are in group C-1. The 
Monon, although the initial carrier, the report said, offered 
no evidence at the hearing of the complaint, leaving the defense 
to other participating railroads. It and other defendants, the 
examiner said, joined in special docket application for author- 
ity to make refunds of charges in excess of the Chicago basis 
to points in Illinois and to St. Louis, Mo., resulting in with- 
drawal and dismissal of some of the complaints. 

The admissions of unreasonableness in these special docket 
applications and the Commission’s orders therein authorizing 
refund, the examiner said, were not binding on the defendants 
in the cases presented for hearing on other formal complaints 
herein. The complainant contended, said the examiner, that 
Lowell was commercialy and competitively in the North Hay- 
den-Chicago group and was and is entitled to the Chicago 
basis of rates to these western destinations. It also contended, 
said the examiner, that the rates from Chicago were reasonable 
maxima as they were on the basis of rates therefrom to key 
points of destination as approved in Certain-Teed Produced Cor- 


poration vs. A. T. & S. F., 73 I. C. C. 82, 97. The examiner 
said the main purpose of the findings in that proceeding was to 
bring about an adjustment of rates as between border points 
and interior points from Chicago, Peoria, Marseilles, and E. 
St. Louis, Ill., St. Louis, Mo., and Minneapolis and St. Paul, 
Minn., to remove undue prejudice and preference. Moreover, 
he said, subject to the general reduction and emergency in- 
creases, the rates there found reasonable, were here assailed 
as unreasonable. 

The defendants, except as to Oklahoma City and Lamanda 
Park, the examiner said, had conceded that for the future the 
complainant was entitled to the Chicago basis of rates to west- 
ern and southwestern destinations. But, he said, their volun- 
tary action in making the adjustment could not be taken as an 
admission that the past rates were unreasonable. The railroads 
also pointed out, said he, that shipments on which reparation 
was sought, were routed by complainant and that in many in- 
stances the routes were circuitous. 


LOW PROPOSED PAINT RATES 

In a proposed report in I. and S. M340, paint, etc., from 
Chattanooga, Tenn., to Alabama and Georgia, Examiner Rich- 
ard Yardley has recommendd that the Commission find un- 
lawful proposed rduced rates on paint and paint material from 
Chattanooga to destinations in Alabama and Georgia. The 
report was served September 15. 

The rates were published for application over the routes of 
nine carriers. They were suspended on complaint by rail- 
roads in southern territory. They were defended by the A. B. C. 
Truck Lines, Inc., and Acme Freight Lines, Inc. 

A witness for the A. B. C. Lines, the examiner said, esti- 

mated the cost of transportation by assuming that a gallon 
of gasoline would carry a truck eight miles, and, in that way 
arrived at a cost of approximately 11 cents a truck mile. He 
estimated the yield of the rate at 11.35 cents. The examiner 
said that that method was too inaccurate to be of any value, 
pointing out also that the cost, figured on the actual mileage, 
which was greater than the mileage used by the witness, was 
11.35 cents. 
The railroads were apprehensive, said the examiner, that 
if the proposed rates were found justified similar reductions 
would be demanded by paint manufacturers at points other 
than Chattanooga. 


CRANBERRIES 


No. 27931, F. Strauss & Son vs. New York, New Haven 
& Hartford et al. By Examiner Carl A. Schlager. Dismissal 
proposed. One carload cranberries, Tremont, Mass., to Monroe, 
La., shipped October 8, 1937, proposed to be found not mis- 
routed, and the applicable rate not unreasonable. 


RAIL AND TRUCK SERVICE CASE 


Joint board 225 in a proposed report in MC F-272, Pacific 
Motor Trucking Co., purchase, J. A. Keithly, embracing also 
MC F-299, Pacific Motor Trucking Co., purchase, Thomas 
Laird, served September 13, has recommended approval of the 
purchase by the Pacific Motor Trucking Co., of San Francisco, 
Calif., a subsidiary of the Southern Pacific Co., of operating 
rights and property of J. A. Keithly, of Kelseyville, Calif., 
doing business as J. A. Keithly Truck Line, and certain 
operating rights and property of Thomas Laird, of Merrill, 
Ore., doing business as Klamath Falls-Malin Freight Line. 

Keithly, according to the report, operated as a common 
carrier of general commodities, serving all intermediate points 
and Lakeport, Calif., an off-route point, over a regular route 
between Hopland and Kelseyville, Calif. Laird operated as a 
common carrier of general commodities from Malin to Fort 
Klamath, Ore., via Merrill and Klamath Falls, with return 
via the latter points and Tule Lake, Calif., serving certain 
intermediate points and, south of Klamath Falls, off-route 
points within one mile of the highway, etc. 

The acquisitions, according to the report, would provide 
for service auxiliary and supplementary to that of the railroad, 
particularly between Klamath Falls and Tule Lake. It said the 
proposal would also provide a more convenient connection at 
Klamath Falls with other motor carriers and the main line 
trains from Portland, Ore., San Francisco and other points. 

The authorization is subject to such further limitations or 
restrictions as the Commission may hereafter find it necessary 
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to impose in order to insure that the service shall be auxiliary 
or supplementary to the train service of the Southern Pacific 
or its subsidiaries, and shall not unduly restrain competition. 
Exceptions to the report, if any, must be filed within 25 days 
from date of service. 


ARMORED CAR SERVICE 


Examiner A. S. Parker, in a proposed report in Ex Parte 
MC 12, contracts of contract carriers, embracing also Ex Parte 
MC 9, in the matter of filing contracts by contract carriers by 
motor vehicle, served September 14, on further hearing, has 
recommended that contract carriers by motor vehicle, or bul- 
lion, currency, jewels and other precious and very valuable 
articles, be found not required to execute, preserve and file 
contracts covering the transportation of such articles. He has 
proposed that findings in former reports, 1 M. C. C. 628 and 
2 M. C. C. 55, be modified accordingly. 

The order in Ex Parte MC 12, contracts of contract car- 
riers, 1 M. C. C. 628, entered April 21, 1937, required all con- 
tract carriers by motor vehicle to cease and desist on or before 
July 1, 1937, from transporting property for hire in interstate 
or foreign commerce, except under special and individual con- 
tracts or agreements, which should be in writing, should provide 
for transportation for a particular shipper or shippers, should 
be bilateral and impose specific obligations on both carrier 
and shipper or shippers and should cover a series of shipments 
in a stated period of time in contrast to contracts of carriage 
governing individual shipments; also, that copies of all such 
contracts or agreements be preserved by carriers parties thereto 
- long as they were in force and for at least one year there- 
after. 

The Commission, in Ex Parte MC 9, in effect required 
contract carriers, said the examiner, with certain exceptions to 
cover commodities in special equipment, to keep open to the 
public inspection, and to file with it, copies of all contracts for 
transportation of property in interstate or foreign commerce. 
Later the Commission changed its order so as to require all 
contract carriers to file a copy of each and every contract in 
force on July 15, 1937, and within 20 days after the date of any 
subsequent contract. Copies of the contracts were to contain 
the charges and any rule, regulations, or practice affecting such 
charges and the value of the service thereunder. 

The order in Contracts of Contract Carriers, supra, was 
designed primarily for the protection of the common carrier in 
its competition with contract carriers by motor vehicle, said 
the examiner. There being an absence of any competitive ele- 
ment affecting common carrier of general commodities in 
the transportation of valuables by armored motor vehicles, 
the examiner said the reasons for the requirements in respect 
of the execution and filing of contracts lost much of their 
force. There was keen competition, he said, between armored 
car operators for the accounts of shippers requiring the un- 
usual service. Such operators maintained that it was impossible, 
said he, to separate their entire charges into amounts for 
transportation and other services. They strenuously objected, 
said he, to the filing of any agreement which would in any 
manner disclose the name of the customer served, the extent 
of the services to be performed, and the charges therefor. 

After recommending exemption of the carriers from the 
orders in the cases mentioned, the examiner recommended that 
such carriers be required only to file schedules of their mini- 
mum charges as provided in section 218 (a) of the motor carrier 
act. 


WOOD HAULER NOT A CARRIER 


Concluding that applicant’s service was not that of a car- 
rier in interstate commerce, joint board 108, in MC 95136, Allen 
S. Yeatman, contract carrier application, served September 9, 
has proposed denial of a permit to operate as a contract car- 
rier of pulpwood, lumber, and railroad ties between Fredericks- 
burg and Tappahannock, Va., and points in Westmoreland, 
—— ae George and Richmond counties, Va., over irregu- 
ar routes. 


According to the report, applicant had been operating 
under a written contract with L. A. Clark & Sons of Tappa- 
hannock, transporting pulpwood moving from points in West- 
moreland, Essex, King George and Richmond counties by motor 
vehicle to Fredericksburg and then by rail to points outside of 
Virginia. It said that since applicant performed only a por- 
tion of the movement of the shipments between points within 
Virginia, it was necessary to determine whether or not such 
operation was that of a carrier in interstate commerce. It said 
applicant acted as an agent of the shipper in loading the ship- 
ment on the car and in executing the railway bill of lading. 
There was no interchange agreement in effect between applicant 
and the railroad company, and applicant did not receive any 
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part of any through joint rate established by himself and the 
railroad company applying from origin to destination. 

The report pointed out that applicant’s hauling, performed 
under a separate contract than that under which interstate 
transportation was performed by the railroad company, was 
preliminary to the actual interstate transportation and had no 
contractual or necessary relation thereto. If a shipment so 
transported were lost or damaged after delivery to the railway 
at Fredericksburg before it reached its destination, it continued, 
the shipper would have no cause of action against the applicant 
because there was no contractual relationship shown which 
would render him liable. However, it said, if the through 
transportation were performed by two or more railroads as a 
through movement, the shipper could sue the originating car- 
rier and recover, although the loss or damage occurred after 
the originating carrier had delivered the shipment to a con- 
necting railroad. Citing the decision of the Supreme Court in 
New York ex rel. Pennsylvania vs. Knight, 192 U. S. 21, the 
joint board said that applicant’s service in this transportation 
was clearly preliminary to the interstate movement thereafter 
performed by the railroad. 


TRUCK CLASS RATES TO NEBRASKA 


Without prejudice to the establishment of different rates 
and declaring that the motor act did not forbid the Com- 
mission’s giving consideration to intrastate rates in determin- 
ing the lawfuless of interstate rates in the same territory, 
Examiner M. T. Corcoran, in I. and S. M. 331, class rates 
between St. Joseph, Mo., and Nebraska points, served Sep- 
tember 9, has found justified rates and ratings which would 
restore rates and ratings in effect prior to January 10, 1938. 
On that date the rates and ratings were increased,. according 
to the report, to the full rail basis, instead of about 90 per 
cent thereof. 

The schedules were published by the Missouri Valley 
Freight Tariff Bureau on behalf of members who desired to 
restore the former basis. That bureau was also a protestant 
against the schedules it had published. The publishing bureau, 
Omaha, Neb., Chamber of Commerce transportation depart- 
ment and the Union Transfer Co., appeared in opposition to 
the schedules. Watson Bros. Transportation Co., Inc., and 
the St. Joseph Chamber of Commerce, an intervener, appeared 
in support of the proposed reduced rates and ratings. 

According to the report, the initial rates, published April 
1, 1936, on January 10, 1938, were increased to the full rail 
basis, although, according to the report, it had been agreed, 
on representation of St. Joseph shippers, that the less than 
rail basis should be observed until the Nebraska commission 
regulated truck rates. The Nebraska rates, according to the 
report, were not regulated by state authority prior to Feb- 
ruary 14, 1938. The rates and ratings prescribed by the Ne- 
braska commission, on the whole, said the examiner, resulted in 
substantially higher charges on intrastate traffic than were 
collected prior thereto. 

At conferences of St. Joseph shippers and representatives 
of a number of respondent carriers, the latter concluded that 
to place the St. Joseph-Nebraska rates on an equality with the 
intrastate rates prescribed by the Nebraska commission, to 
which equality they felt St. Joseph shippers were entitled, the 
former rates and ratings should be reduced to about the bases 
which were in effect prior to January 10. The suspended sched- 
ules, the examiner said, were the result of an agreement to 
make such a restoration. 

The president of Watson Bros. Transportation Co. testi- 
fied, the report said, he understood that restoration was to be 
a temporary adjustment intended to place St. Joseph on a 
substantial equality with Omaha pending further stabilization 
of the Nebraska intrastate rates and the determination of a 
permanent interstate basis; that operating conditions between 
St. Joseph and Nebraska points were not essentially different 
from those within Nebraska; that his company did not keep 
cost records which would enable it to determine whether the 
suspended rates would be profitable; that he could form no 
opinion as to the basis of rates which would be proper as a 
permanent adjustment; and that his sole reason for joining in 
the suspended rates was that he felt that with operating condi- 
tions substantially the same, the same level of rates should 
apply from competitive shipping points. 

The publishing bureau, wich was also a protestant, the re- 
port said, among other things said that if the suspended sched- 
ules were permitted to become effective, they would force 
reductions in the present interstate motor carrier rates from 
other sipping points in Nebraska and thereby result in a break- 
down of effort to establish a uniform basis of motor rates in 
the _ River valley on a reasonable and compensatory 
level. 

Another contention made by the publishing bureau was 
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that in determining the lawfulness of the suspended schedules 
the Commission might not properly give any consideration to 
the intrastate rates prescribed by the Nebraska Commission. 
In support of that proposition attention was directed to sec- 
tions 202(c) and 216(e) of the motor carrier act, which the 
examiner said, recognized the authority of the states to regu- 
late purely intrastate commerce and limit the Commission’s 
power to interfere with such state regulation for the purpose 
of removing discrimination against interstate commerce re- 
sulting from intrastate motor carrier rates, fares or charges. 

They did not, said the examiner, in any wise prohibit the 
Commission’s giving consideration to rates prescribed by state 
boards in determining the lawfulness of interstate rates in the 
same territory. He added that, of course, it was true that 
rates and ratings prescribed by a state commission did not, 
standing alone, necessarily form a proper measure for use in 
testing the reasonableness of interstate rates. 

The examiner said that the record was far from persuasive 
that the suspended schedules would force reductions in rates 
from other points, “or have a tendency to disrupt efforts to 
establish a uniform basis of rates in the Missouri valley ter- 
ritory.” Furthermore, he added, the fact, if it was a fact, 
that the schedules might have that tendency, was by itself no 
sufficient reason for condemning them. 

The examiner pointed out the lack of evidence in this 
record as to earnings except as to figures on a 5,000 pound load 
between St. Joseph and nine points in Nebraska. He said that 
in Mid-Western Motor Freight Tariff Bureau, Inc., vs. Eichholz, 
4 M. C. C. 756, the Commission recognized that while regard 
for the welfare of carriers generally required that competi- 
tion be kept within reasonable bounds, the needs of the terri- 
tory as a whole for good service at reasonable rates had also 
to be kept in mind and that consequently carriers which under- 
took to provide such service must be given reasonable protec- 
tion against those which had elected to confine their attention 
largely to points where business in volume could be obtained. 

It would seem, said the examiner, to follow that the needs 
of competitive distributing points in the same territory, and 
of the respective groups of carriers which served such points, 
must also be kept in mind. The establishment by the carriers 
serving the Missouri valley territory of a uniform basis of 
rates from and to all points in that territory appeared, said he, 
to be desirable, but that so long as the varying bases, shown 
of record, from certain distributing points to points in Ne- 
braska were continued in effect, it appeared that competitive 
distributing points should be accorded like treatment. The 
suspended schedules, said he, would more nearly accomplish 
that result from St. Joseph than the present rates and ratings. 
Under the circumstances, and in view of the absence of a clear 
showing that the suspended rates would be unreasonably low 
or otherwise unlawful, the examiner said he was of the opinion 
that the suspended schedule should be permitted to become 
effective without prejudice, however, to the establishment 
either by the carriers voluntarily or by the Commission after 
investigation, of such uniform or properly related rates and 
ratings from and to all competitive points in the Missouri valley 
territory as were found to be reasonably compensatory and 
free from unjust discrimination and undue prejudice. 


HOUSEHOLD GOODS CARRIER RULES 


Finding it necessary and desirable that there be rules and 
regulations governing the practices of common carriers by 
motor vehicle of household goods, Examiner S. A. Aplin, in 
Ex Parte MC 19, practices of motor common carriers of house- 
hold goods, has recommended the prescription of a code con- 
taining nine such rules. The report was served September 14, 
and, according to a notice to the parties, exceptions, if any, to 
7 proposed report must be filed within 25 days from that 

ate. 

What is believed to be the heart of the regulations is Rule 
2 requiring rates for the carriage of household goods to be 
stated in cents a hundred pounds and not on any other basis. 
All rates established on any other basis than in amounts by 
the hundred pounds, the proposed rule says, “shall be canceled 
and superseded by rates published in accordance with this rule.” 
The proposed rules apply on household goods carried in inter- 
state or foreign commerce. 

This investigation, instituted by the Commission under 
the provisions of section 204 (c) and 217 (a) of the motor 
carrier act follows the receipt by the Commission of many in- 
formal complaints from shippers and carriers alleging that 
carriers of household goods have indulged in practices in re- 
spect of the assessing of charges and other matters which, 
according to the examiner, are unreasonable, unduly prejudicial, 
and unjustly discriminatory. The examiner said that as a 
result of these complaints, the Bureau of Motor Carriers, con- 
ducted 89 informal conferences, attended by approximately 
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1,740 individuals representing 1,286 carriers. Carriers gen- 
erally, the examiner indicated, favored prescription of rules. 

Returns to a questionnaire, the examiner said, clearly indi- 
cated a need for the establishment of rules respecting certain 
practices to be observed uniformly by all motor common car- 
riers of household goods subject to the act. From the informa- 
tion received at the conferences and contained in returns to 
questionnaires, the Commission drafted, as a basis for discus- 
sion, nine proposed rules, which the examiner used as the 
foundation for those recommended by him. 

A notable departure by the examiner from the rules sug- 
gested by the Commission was made in the definition of the 
term “household goods.” The Commission said the term meant 
“used” household or personal effects. The term as proposed 
to be defined by the examiner means the property of a house- 
hold when a part of such household equipment or supply. The 
word “used” is omitted from the examiner’s proposed rule. 
The rules as recommended by the examiner follow: 


Rule 1—As used in these rules: 

(a) The term ‘‘household goods’’ means the property of a house- 
hold when a part of such household equipment or supply; furniture, 
fixtures, equipment and the property of stores, offices, museums, insti- 
tutions, hospitals, or other establishments when a part of the stock, 
equipment, or supply of such stores, offices, museums, institutions, hos- 
pitals, or other establishments; and articles requiring specialized han- 
dling and equipment usually employed in moving household goods. 

(b) The term ‘‘dock charge’’ means any charge made by a ware- 
house against any common carrier by motor vehicle of household goods 
for the use of the platform, warehouse, or other loading or unloading 
facilities at such warehouse, or for the privilege of loading or unload- 
ing at such warehouse, whether such charge be in a specific amount or 
in the form of a charge for labor or otherwise. 

(c) Where any other terms used in these rules are defined in sec- 
tion 203 (a) of the motor carrier act, 1935, such definitions shall be con- 
trolling. Where the terms are used in these rules which are neither 
defined herein nor in said section 203 (a), they shall have the ordinary 
practical meaning of such terms. 

Rule 2—All common carriers by motor vehicle engaged in the 
transportation of household goods in interstate or foreign commerce 
shall establish, in the manner and form required by section 217 of the 
motor carrier act, 1935, and by the regulations of the Commission is- 
sued pursuant thereto, rates for the transportation of household goods 
in interstate or foreign commerce stated in amounts per hundred pounds, 
and shall not establish rates upon any other basis. All rates applicable 
to the transportation of household goods established upon any other 
basis than in amounts per hundred pounds shall be canceled and super- 
seded by rates published in accordance with this rule. 

Rule 3—Each-such common carrier shall determine the tare weight 
of each vehicle used in the transportation of household goods by having 
it weighed prior to the transportation of each shipment, without the 
crew thereon, by a certified weighmaster or on a certified scale, and 
when so weighed the gasoline tank on each such vehicle shall be full 
and the vehicle shall contain all blankets, pads, chains, dollies, hand 
trucks, and other equipment needed in the transportation of such ship- 
ment. Each carrier shall retain in the vehicle, subject to inspection, a 
weighmaster’s certificate or weight ticket as to each such vehicle show- 
ing the tare weight, the date weighed, and a list of such equipment. 

After the vehicle has been loaded it shall be weighed, without the 
crew thereon, prior to delivery of the shipment and the net weight de- 
termined by deducting the tare weight from the loaded weight. The 
gross weight, the tare weight, and the net weight shall be shown on 
the freight bill. 

In the transportation of part loads this rule shall apply in all 
respects except that the gross weight of a vehicle containing one or 
more part loads may be used as the tare weight of such vehicle as to 
part loads subsequently loaded thereon. 

Rule 4—Such common carriers shall establish in the manner pre- 
scribed in section 217 of the motor carrier act, 1935, and the rules and 
regulations issued pursuant thereto, the charges to be made for each 
accessorial or terminal service rendered in connection with the trans- 
portation of household goods. The tariffs establishing such charges shall 
separately state each service to be rendered and the charge therefor. 
The charges so established for packing and unpacking shall be in 
amounts per container and those for other services shall be separately 
stated on a unit or hourly basis, whichever is appropriate. No charge 
so established shall be lower than the cost of performing the service. 
The rate for transportation of such goods shall not include the charge 
for any accessorial service and no such services other than those for 
which separate charges have been so established shall be rendered by 
any such carrier. 

Rule 5—No discounts of any character whatsoever shall be author- 
ized by tariff provisions or otherwise allowed by any such common car- 
rier and no rates or charges shall be established based upon prepayment 
of charges. 

Rule 6—Such common carriers shall not include in their line-haul 
rates the service for which a dock charge is made on shipments re- 
ceived at, or delivered to, warehouses which require the payment of 
such dock charges. Such carriers shall provide in their tariffs that they 
will advance to the warehouses the amounts of the dock charges and 
include them in their freight bills in addition to the line-haul rates. 

Rule 7—No such common carrier shall act as agent for any other 
such common carrier in the solicitation of shipments of household 
goods, in interstate or foreign commerce, between points which such 
agent is authorized to serve and for which it shall have established 
different rates than those of its principal. 

Rule 8—No such common carrier nor any employe, agent, or rep- 
resentative of a carrier shall act as an agent for an insurance com- 
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pany in insuring, under any type of policy, shipments of household 
goods to be transported by such carrier in interstate or foreign com- 
merce if such carrier, its employe, agent, or representative receives 
compensation from such insurance company. 

Rule 9—No such common carrier shall issue a receipt or bill of 
lading for household goods to be transported in interstate or foreign 
commerce prior to receiving such household goods for such transpor- 
tation, but must issue such receipt or bill of lading when such house- 
hold goods have been received. 


In discussing the term “household goods,” the examiner 
pointed out that released rates order No. 2, defined such goods 
to be property “usual to use in a household when a part of 
such household equipment or supply,” and that that definition 
had been adopted as a commodity description by many car- 
riers. He said that in his opinion there should be no attempt 
in defining household goods, to list individual items but that 
the definition should merely describe the type of service, such 
definition being broad enough to include all proper functions 
of the household goods carrier but not so broad that such 
carrier might thereunder perform the service of a general 
freight hauler. 

Rail lines, said the examiner, took the position that the 
definition of household goods in the released rates order was 
too broad and indefinite. They objected, said he, to household 
goods carrier transporting light and bulky articles and articles 
of great value at the rates applicable on ordinary household 
goods. They would not, said the examiner, necessarily restrict 
the right of the carrier to transport these articles but believed 
that they should be separately classified and transported at 
rates commensurate with their transportation characteristics. 
The examiner agreed that the definition in the released rates 
order in some respects was too broad. The definition recom- 
mended by him, he said, represented an attempt to revise the 
definition in the released rates order to the extent necessary 
accurately to describe the true service of these carriers. 

Definition of the term “dock charges,” the examiner said, 

was proposed to embrace all warehouses regardless of whether 
or not they conducted carrier operations. Since dock charges 
were at times assessed by warehouses which were not also 
engaged in transportation, any proper definition of the term, 
the examiner said, should include such warehouses. 
: With regard to the rule requiring the publication of rates 
in cents a hundred pounds, the examiner said the majority of 
operators represented at the hearing strongly favored adoption 
of that proposed rule. Adoption of the rule, he said, was op- 
posed princially by Georgia Household Goods Carriers’ Asso- 
ciation, Independent Movers’ and Warehousemen’s Association, 
Inc., John F. Ivory Storage Co., Inc., and many other individual 
operators. At present, rates are stated in many instances on 
the cubic footage basis, he said. In competing for business, the 
examiner said, unscrupulous operators would purposely under- 
estimate the total footage of a prospective load for the pur- 
pose of obtaining the transortation contract. At destination, 
he said, these carriers would either knowingly and wilfully col- 
lect charges on the basis of the underestimate, a direct viola- 
tion of the act, or demand that the customer pay the correct 
charges, claiming that an innocent error was made in the 
estimate or that the customer added articles not shown the 
estimator. These practices, he said, had resulted in many in- 
formal complaints from both shippers and competing carriers. 
It was contended by proponents of the proposed rate rule, said 
the examiner, that the resent method of operation was a tool 
in the hands of the dishonest operator with which to rebate, 
discount, and otherwise evade the requirements of the motor 
act under the guise of honest mistake, and that because of the 
probability of honest errors and differences of opinion under 
this method, on the part of the carrier, shipper, and Commis- 
sion representatives, enforcement of the provisions of the act 
was rendered difficult if not impossible. 


The procurement division of the United States Treasury 
Department, through its traffic section, the examiner said, 
urged adoption of the proposed rule. That agency, he said, was 
interested in this proceeding primarily as a shipper. The 
duties of the procurement division, the examiner said, included 
the routing of shipments and checking of rates. 

__It was not always desirable or convenient for this shipper, 
said the examiner, to seek rate quotations from the carriers 
but the ascertainment of rates on the great variety of house- 
hold goods under the present basis of tariff publication was 
said to be practically impossible because of the uncertainty of 
the measurement basis. The tariffs of household goods car- 
riers, therefore, said the examiner, were of little value to this 
and cther large shppiers which maintained traffic departments 
for the purpose of determining and veriiying rates. 

John F. Ivory Storage Co., Inc., opposing rates in cents 
by the hundred pounds, expressed the opinion that a tariff 
under the weight basis would be subject to the same dis- 
honest practices now indulged in by unscrupulous operators 
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under certain measurement tariffs. Finally, said the examiner, 
that respondent alleged that the condition existing in the in- 
dustry was due largely to the payment by the large national 
so-called chain organizations of exorbitant commissions to 
agents for procurement of business, such commissions furnish- 
ing an incentive for the agents to underestimate and otherwise 
indulge in dishonest competitive practices. It was contended 
that adoption of the weight basis would result in higher charges 
because of added costs of operation. 

Respondents opposing adoption of the weight basis, the 
examiner said, challenged the jurisdiction of the Commission 
to prescribe such a basis in this proceeding. They argued, said 
he, that sections 204(c) and 217(a) of the act under which the 
investigation was instituted, did not empower the Commission 
to require cancellation of the tariffs now in effect, and substi- 
tution therefor of tariffs on a different basis. The examiner, 
however, expressed the opinion that the Commission might re- 
quire cancellation and substitution as proposed. 

In a general statement the examiner said that a witness 
for a group of California operators proposed that a rule be 
established to the effect that where rates were published cov- 
ering movement, in interstate or foreign commerce, between 
points in a single state, such rates mght not be lower than the 
minimum rates established for the same transportation between 
the same points, in intrastate commerce, provided such intra- 
state rates had been prescribed by the state regulatory body. 

A rule such as that, the examiner said, would be beyond 
the scope of this investigation since it dealt with the measure 
of the rates on household goods. Aside from that, however, he 
said, such a rule would be an improper one. The question of 
whether an interstate rate was unreasonably low was one to be 
determined by the Commission after investigation, said he. The 
Commission, he said, should not, by a general rule in effect 
find that all rates prescribed or to be prescribed by the state 
commissions were or would be reasonable interstate rates. This, 
he said, would be delegating its rate-making power to the state 
and clearly would be improper. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports (unless otherwise stated), be- 
come effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission.) 


MC F-592, Brady Freight Lines, Inc., purchase, James J. 
Moritz. Joint board 77. Served September 13. Recommends 
approval. Purchase by Brady Freight Lines, Inc., of San 
Antonio, Tex., of operating rights of James J. Moritz, of Fred- 
ericksburg, Tex. 

MC 94005, W. B. Pullman and J. H. Pullman, common 
carrier application. Joint board 33. Served September 13. 
Dismissal proposed, at request of applicants. Oil field equip- 
ment between points in Texas and New Mexico, over fourteen 
regular routes. 

MC 93428, Clyde E. Nix, common carrier application. 
Joint board 33. Served September 13. Denial for want of 
prosecution proposed. General commodities between points in 
Winkler county, Tex., and Lea county, N. M., over irregular 
routes. 

MC 93386, Ed Black, common carrier application. Joint 
board 33. Served September 13. Denial for want of prosecu- 
tion proposed. General commodities between points in Texas 
and New Mexico within a radius of 150 miles of Wink, Tex., 
over irregular routes. 

MC 88939, Edward L. Kramer, common carrier applica- 
tion. Joint obard 149. Served September 13. Denial for want 
of prosecution proposed. General commodities, with certain 
exceptions, between Chicago, IIl., on the one hand, and points 
in the vicinity thereof, on the other, over irregular routes. 

MC 88587, The Frank Hamilton Moving & Storage Co., 
contract carrier application. Joint board 208. Served Sep- 
tember 13. Permit recommended. Refrigerators, ranges, wash- 
ing machines, radios, and household appliances, in Ohio, In- 
diana, and Kentucky, between points located within a 35-mile 
radius of Cincinnati, O., over irregular routes. 

MC 50179, Donald B. Cowell, common carrier application. 
Examiner G. P. Werner. Served September 13. Denial for want 
of prosecution proposed. General commodities between points 
in Pennsylvania, West Virginia, Ohio, and Maryland, over ir- 
regular routes. 

MC 41432, Sub. No. 1, East Texas Motor Freight Lines, 
extension, Shreveport to Atlanta. Joint board 32. Served Sep- 
tember 13. Denial of application and discontinuance of opera- 
tion proposed. Applicant sought a certificate to operate as a 
common carrier of general commodities between Shreveport, 
La., and Atlanta, Tex., over described routes. According to the 
report, Red Ball Motor Freight Lines, La.-Tex. Motor Lines, 
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Fowler Motor Lines, Kansas City Southern Railway, and rail 
carriers operating in southwestern territory opposed grant 
of the application. The board said that while the applicant 
would be able to render a through service between Texarkana 
and Shreveport, it was shown that its service would not be 
direct except as to southbound traffic in truckload or near- 
truckload lots. Other shipments, it said, would either be trans- 
ferred at Atlanta and delivered by local truck or interchanged 
with another carrier at Shreveport. The desire of certain 
shippers to use applicant’s facilities without a showing that 
existing motor carrier service was inadequate or unsatisfac- 
tory did not establish a public need for the service, continued 
the joint board. 

MC 33535, C. C. Anderson and C. M. Anderson, dba Ander- 
son Bros. Truck Co., common carrier application. Examiner 
Mack Myers. Served September 13. Denial for want of prose- 
cution proposed. Oil field equipment and heavy machinery 
between points in Oklahoma, Kansas, New Mexico and Texas, 
over irregular routes. 

MC 22253, Trans-American Van Service, Inc., broker appli- 
cation, embracing also MC 22254, Trans-American Van Service, 
Inc., common carrier application. Examiner William A. Maidens. 
Served September 13. Denial of certificate and discontinuance 
of operations proposed, household goods between points in 
Nebraska, Kansas, Missouri, Arkansas, Minnesota, Wisconsin, 
Iowa, Illinois, Michigan, Indiana, Ohio, Kentucky, Tennessee, 
Pennsylvania, New York, Massachusetts, Connecticut, Rhode 
Island, New Jersey, Delaware, Maryland, West Virginia, Vir- 
ginia, North Carolina, South Carolina, Georgia, Florida, and 
the District of Columbia. Denial of license proposed, on finding 
applicant’s operation not to be that of a broker. According to 
the report, the record was replete with contradictory and con- 
fusing statements, and there was nothing of a definite nature 
which would warrant the conclusion that applicant had trans- 
ported property either in its own name or under the rights of 
others prior to June 1, 1935. Neither did the evidence support 
the conclusions that applicant was entitled to a brokerage 
license or a certificate of public convenience and necessity as 
a new operation, said the report. 

MC 17977, Chief Freight Lines, Inc., common carrier ap- 
plication, embracing also MC 47989, Chief Freight Lines, Inc., 
common carrier application, and MC 83224, Frank Micale, 
common carrier application. Examiner F. W. Denniston. Served 
September 13. Denial of applications proposed as to continu- 
ance of operation, general commodities between points in New 
York, Pennsylvania, New Jersey, Connecticut, Massachusetts, 
and Rhode Island, over regular and irregular routes. 

MC 15801, Sub. No. 1, Russell Gilliland, dba Gilliland 
Transfer Co. Joint board 57. Served September 13. Dismissal 
of application proposed at request of applicant. Applicant 
sought a certificate to transport canned goods, pickles, in bar- 
rels, empty containers, farm products and household goods be- 
tween points in Michigan and Ohio. 

MC 6254, Sub. No. 1, Telford and Lux Drayage Co., exten- 
sion of operations. Joint board 37. Served September 13. 
Denial of permit recommended. General commodities (printed 
matter) in Ohio and Kentucky, between Cincinnati and Nor- 
wood, O., and points in Kenton and Campbell counties, Ky., over 
irregular routes. 

MC 88182, Ora F. Shirar and Scott Clark, dba Shirar & 
Clark, common carrier application. Joint board 17. Served Sep- 
tember 14. Permit proposed. Fertilizer and feed, Chicago, IIl., 
and Burlington, Wis., to points and places in White and Car- 
roll counties, Ind.; and poultry, eggs, live stock, grain, and 
agricultural commodities from points and places in Carroll 
county to Chicago, over a combination of specified and irregular 
routes. 

MC 50176, Roy French, common carrier application. Ex- 
aminer G. P. Werner. Served September 14. Denial for want 
of prosecution proposed. General commodities in Ohio, Indiana, 
Illinois, Pennsylvania, and New York, between Buffalo, N. Y., 
Cleveland, Akron, Toledo, Dayton, Columbus and Cincinnati, 
Ohio, Pittsburgh, Pa., Fort Wayne, Ind., and Chicago, IIl., 
over irregular routes. 

MC 9859, Kane Transfer Co., common carrier application, 
embracing also MC 67583, Same, contract carrier application. 
Joint board 68. Served September 14. Certificate proposed as 
to continuance of operation, general commodities, over a speci- 
fied route between Baltimore, Md., and Alexandria, Va., and 
over irregular routes between Washington, D. C., and points 
within a defined area in Maryland and Virginia. Permit pro- 
posed as to continuance of operations, specified commodities 
over the same route and in the same territory. 

MC F-555, Airline Motor Coaches, Inc., purchase, Happy 
Daniels, embracing also MC F-568, Airline Motor Coaches, 
Inc., purchase, R. M. Hudson. Joint board 32. Served Sep- 
tember 15. Recommends approval. Purchase by Airline Motor 
Coaches, Inc., Nacogdoches, Tex., of operating rights and prop- 
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erty of Happy Daniels, dba Lufkin and Great Western Bus 
Line; and operating rights and property of R. M. Hudson, dba 
R. M. Hudson Bus Lines. 

MC 94487, Elton Aasen, common carrier application. Joint 
board 172. Served September 15. Certificate proposed. Con- 
tinuance of operation, lumber, points in Coos and Curry coun- 
ties and that portion of Douglas County, Ore., lying west of 
U. S. highway 99, on the one hand, to Coquille and Myrtle 
Point, Ore., and to points on Coos Bay, Ore., on the other, over 
irregular routes. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date 
of service. 

MC 94375, Manley G. Wilson, common carrier application. 
Joint board 172. Served September 15. Certificate proposed. 
Continuance of operation, lumber, points in Coos and Curry 
counties and that portion of Douglas County, Ore., lying west 
of U. S. highway 99, on the one hand, to Coquille and Myrtle 
Point, Ore., and to points on Coos Bay, Ore., on the other, 
over irregular routes. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

MC 46671, Sub. No. 1, F. C. Brown & F. S. Brown, ex- 
tension Boscobel. Joint board 202. Served September 15. Cer- 
tificate recommended. Live stock, Boscobel, Wis., to Dubuque, 
Ia., over irregular routes. Modified procedure. Hearing on re- 
quest. Exceptions, if any, must be filed within 30 days from 
date of service. 

MC 22861, Sub. No. 1, James P. Mull, extension of opera- 
tions. Joint board 59. Served September 15. Certificate pro- 
posed. Building materials and such bulk commodities as are 
transported in dump trucks between points in Brooke, Hancock, 
and Ohio counties, W. Va., and those on Ohio highway 7 be- 
tween Toronto, O., and Bridgeport, O., including Toronto and 
Bridgeport, on the one hand, and points in Ohio, Pennsylvania 
and West Virginia within 150 miles of Wheeling, on the other, 
over irregular routes. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

MC 89215, H. E. Emerson and M. R. Emerson, dba Auto 
Transfer Co., common carrier application. Joint board 169. 
Served September 9. Certificate proposed. Commodities as 
are dealt in by retail department stores and mail-order houses, 
between Pullman, Wash., on the one hand, and points in Latah 
county, Ida., on the other, over irregular routes. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within 30 days frim date of service. 

MC 89118, Arnold F. Mitchell, dba A. F. Mitchell Co., 
contract carrier application. Examiner Lawrence Van Dyke. 
Served September 9. Permit proposed. Reinforced concrete 
pipe and kindred products, over irregular routes, Binghamton 
and Elmira, N. Y., on the one hand, to points within 100 miles 
of Binghamton and Elmira in Pennsylvania, on the other. Modi- 
fied procedure. Hearing on request. Exceptions, if any, must 
be filed within 30 days from’date of service. 

MC 88978, J. E. & M. A. Buffler, contract carrier applica- 
tion. Examiner Richard Yardley. Served September 9. Per- 
mit proposed. Cotton, beer and empty containers, and fresh 
fruits and produce, over specified routes, between certain points 
in Tennessee, Mississippi, Alabama, and Georgia. 

MC 88609, A. G. Van Schaick, common carrier application. 
Examiner L. R. Conley. Served September 9. Dismissal of 
application at request of applicant proposed. Gas, oil field and 
pipe line equipment and supplies between points in Michigan 
Ohio, Illinois, and Indiana, over irregular routes. 

MC 39521, E. S. Davis, dba Fairy Crest Co., common car- 
rier application. Examiner A. E. Later. Served September 9. 
Certificate proposed. Continuance of operation, fresh meats, 
packing house products and canned and preserved foodstuffs 
between Chicago, Ill., and St. Louis, Mo., and from Chicago 
to Memphis, Tenn., over described routes. 


MC 38748, Sup. No. 1, Clem Voyton, Charles Voyton and 
Martin F. Voyton, dba Voyton Brothers, extension of opera- 
tions, New Jersey and Delaware. Examiner L. A. Riegel. 
Served September 9. Certificate proposed. Groceries and 
grocery store supplies, Bayonne, N. J., to Wilkes-Barre, Pa., 
and canned goods, Millville, N. J., and Delmar, Del., to Wilkes- 
Barre, Pa., over specified routes, serving certain intermediate 
and off-route origin points. 

MC 38748, Clem Voyton, Charles Voyton and Martin F. 
Voyton, dba Voyton Brothers, contract carrier application. 
Joint board 67. Served September 9. Applicants’ operations 
proposed to be found those of a common carrier. Certificate 
proposed as to continuance of operations, groceries and grocery 
store supplies, New York, N. Y., to Wilkes-Barre, Pa., over a 
regular route. 

MC 37372, Sub. No. 2, Beardmore Transfer Line, Inc., ex- 
tension of operations. Joint board 45. Served September 9. 
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Certificate recommended. General commodities, with certain 
exceptions, between Spokane, Wash., and Portland, Ore., over 
a regular route. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date 
of service. 

MC 34843, Sub. No. 1, Rex Oil Co., contract carrier ap- 
plication. Joint board 9. Served September 9. Applicant’s 
operation proposed to be found that of a common carrier. Cer- 
tificate proposed. Liquil petroleum products, benzol and nat- 
ural gasoline, between Detroit and Flat Rock, Mich., on the 
one hand, and points in a specified portion of Ohio and Indiana, 
on the other, over irregular routes. 

MC 32721, Sub. No. 1, Raoul Lalibert, extension of opera- 
tions. Joint board 189. Served September 9. Certificate rec- 
ommended. Household goods, over irregular routes, between 
points within a radius of 25 miles of Nashua, N. H., on the 
one hand, and points in the province of Quebec in so far as 
the transportation is performed within the United States, which 
would be through Vermont but not serving any point in 
Vermont. 

MC 24506, Sub. No. 1, Elbert Lindsey, extension of opera- 
tions into Ohio. Joint board 57. Served September 9. Denial 
of application proposed. Paper and paper products and paper 
mill supplies between Otsego, Mich., and points in Ohio, over 
irregular routes. Considered together, said the joint board, the 
rail and motor carrier service, both common and contract, was 
such that no inadequacy of total service could be found from 
this record. It was not shown that either the competitive 
situation or the trade practice was such that a specialized 
service was reasonably necessary, it said. 

MC 14486, Sub. No. 3, McDuff Turner, dba Carolina Scenic 
Coach Lines, extension of operations—Pacolet. Joint board 
177. Served September 9. Certificate proposed. Passengers 
and their baggage, and express, mail and newspapers in the 
same vehicle with passengers between Gaffney, S. C., and Jones- 
ville, S. C., over a regular route. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within 30 
days from date of service. 

MC 14187, Mariana Barth and Frank Nistler, common car- 
rier application. Examiner C. I. Kephart. Served September 9. 
Denial of application proposed. Applicant proposed to be bound 
to have been in bona fide operation as a common carrier of gen- 
eral commodities within the municipal limits of Buffalo and 
Lackawanna, N. Y., on and continuously since June 1, 1935, 
but by virtue of the provisions of section 203 (b) (8) of the 
motor carrier act, 1935, to be exempt from the requirement of 
obtaining a certificate of public convenience and necessity. The 
examiner proposed that applicants be required to cease and 
desist from all unauthorized motor vehicle operations in inter- 
state or foreign commerce. 

MC 5964, Sub. No. 1, Alfred J. Everson, Minneapolis- 
Chamberlain extension. Joint board 26. Served September 9. 
Denial of application for a permit proposed. Beer, Minne- 
apolis, Minn., to Chamberlain, S. D., and empty beer containers 
from Chamberlain to Minneapolis, over a specified route. As 
applicant had authority as a common carrier from the Com- 
mission in the same territory for which it now proposed to 
serve as a contract carrier, it appeared that this would be a 
dual operation and would not be consistent with the public 
interest and with the policy of the act, said the joint board. 

MC 1504, Sub. No. 8, Atlantic Greyhound Corporation Co- 
lumbia-Aiken extension. Joint board 177. Served September 9. 
Certificate proposed. Passengers, baggage, express, mail and 
newspapers, over specified routes, between Columbia and Aiken, 
S. C. Modified procedure. Hearing on request. Exceptions, if 
any, must be filed within 30 days from date of service. 

MC 809, Anchor Motor Freight, N. Y. Corporation, con- 
tract carrier application, embracing a sub-number thereunder, 
Same, Linden extension. Examiner T. Naftalin. Served Sep- 
tember 9. Permit proposed. Continuance of operation, auto- 
mobiles, trucks, chassis, truck bodies, and parts and accessories 
pertaining thereto when part of, and transported with, such 
vehicles, and automobile-show equipment, by truckaway and 
driveaway method, over irregular routes, between points and 
places in Connecticut, Delaware, the District of Columbia, 
Maine, Maryland, Massachusetts, New Hampshire, New Jersey, 
New York, Pennsylvania, Rhode Island and Vermont. The 
examiner proposed that the application for the extension of the 
mentioned operations from Linden, N. J., be found to be em- 
braced within the scope of the application above mentioned, 
and therefore denied. 

MC F-499, R. G. Spitzer, control, Hedrick Truck Lines, 
Inc. Joint board 89. Served September 10. Recommends 
approval. Acquisition by R. G. Spitzer, Albuquerque, N. M., of 
control of Hedrich Truck Lines, Inc., by purchase of capital 


ck. 
MC 10172, Claude L. Hayes, common carrier application. 
Examiner C. I. Kephart. Served September 10. Applicants 
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proposed to be found not to be entitled to a certificate or a 
permit as applied for, having abandoned operation as a carrier 
by motor vehicle on July 12, 1937, or earlier. The examiner 
recommended that an order be entered denying the application 
and requiring applicants to cease and desist from all unau- 
thorized motor vehicle operations in interstate or foreign com- 
merce. Applicant sought a permit or certificate, general com- 
modities, including household goods, between points in New 
York, Pennsylvania, Ohio, Michigan, Maryland, New Jersey, 
Connecticut, Rhode Island and Massachusetts, over irregular 
routes. 


MC 10297, Sub. No. 1, Capitol Motor Transportation Co., 
Inc., extension of operations—Hartland. Joint board 70. Served 
September 10. Denial of certificate proposed. General com- 
modities between Pittsfield and Hartland, Me., over a regular 
route. 

MC 89381, Stomie Hanami, common carrier application. 
Joint board 29. Served September 10. Certificate recommended. 
Coal, over a specified route, Blind Bull mine near Alpine, 
Wyo., to Rexburg, Ida., serving intermediate and off-route 
points within 6 miles of Rexburg. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

MC 93977, John F. Donahue, Jr., dba Donahue Trucking 
Co., common carrier application. Examiner H. P. Boss. Served 
September 10. Certificate proposed. Specified commodities, 
between certain points in Connecticut, Massachusetts, New 
Hampshire, New York, New Jersey, and Rhode Island, over 
irregular routes. 

MC F-224, Inland Motor Freight, merger, Old Oregon Trail 
Freighting Co., Inc. Joint board 81. Served September 12. 
Recommends approval. Merger of operating rights and prop- 
erty of Old Oregon Trail Freighting Co., Inc., of Portland, Ore., 
in Inland Motor Freight, of Spokane, Wash. Exceptions, if any, 
must be filed within 25 days from date of service. 





COPPER RIVER LINE ABANDONMENT 


The Copper River & Northwestern Railroad, the only rail- 
road in Alaska that is listed by the Commission as a Class I 
carrier, in Finance No. 12164, application of Copper River & 
Northwestern Railway Co., has asked authority completely 
to abandon its line extending from Kennecott to Cordova, a 
distance of 19.52 miles. It asks for authority to abandon the 
railroad on or after November 1. The abandonment is as to 
not only the railroad but the right of way as well. 


Exhaustion of the mines of the Kennecott Copper Cor- 
poration is the reason for the application. The mines are near 
Kennecott. The application for authority to abandon says it 
is estimated that they will be entirely exhausted so that they 
will shut down for a lack of ore on or about November 1. The 
application says the mines of Mother Lode Coalition Mines Co. 
were exhausted and shut down at the end of July. 


From the inception of its operations, the Copper River & 
Northwestern, says the application, has served primarily the 
mines of Kennecott Copper Corp. (or its predecessor, Kennecott 
Mines Co.) located at the eastern terminus of the railroad. 
Since December, 1915, the application says, the railroad has 
been a wholly-owned subsidiary of the Kennecott Copper Corp. 
In 1919, according to the application, the Mother Lode Coali- 
tion Mines Co. (of which more than 26 per cent of the stock 
was owned by the Kennecott Copper Corp.) began the active 
operation of its property which adjoined that of the Kennecott 
Company. The railroad hauled supplies for that operation and 
transported the products of its mines to the seaboard at Cor- 
dova for steamer shipment to the continental United States. 

In the period of its operation, says the application, there 
have been small shipments for others over the railroad. But, 
it added, there never was, and is not now, sufficient traffic 
on the railroad from sources other than the mines at or near 
Kennecott to warrant this operation. At the present time 
and for some years past, according to the application, such out- 
side traffic is and has been sporadic and has varied between 
2 and 5 per cent of the total traffic. For all practical purposes, 
it is declared, the railroad has been a plant facility of the 
mines located at Kennecott. 


With the closing of those mines, says the application, there 
will be no further apparent use for the railroad for the pur- 
pose of its existence will have been fulfilled. Moreover, it is 
asserted, after such closing of the mines there will be no 
appreciable other traffic to support the railroad or which will 
require it. And, therefore, says the application, it now seems 
that the railroad can no longer be usefully or economically 
operated. In consequence, it is added, the only reasonable 
course which can be adopted, is to abandon the line. 





—— 


September 17, 1938 


SUSPENDED TARIFFS 


. (Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many schedules 
not reproduced here. Details of such orders are published in The 
Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-479, the Commission has suspended from 
September 16 until December 15, the operation of certain 
schedules as published in supplement No. 1 to tariff MF 
I. C. C. No. 3 of B. & J. Trucking & Forwarding Co., Inc., 
Elizabeth, N. J. The suspended schedules propose to establish 
new reduced commodity rates on paper and paper articles 
between New York, N. Y., and points grouped therewith, on 
the one hand, and Philadelphia, Pa., on the other hand. The 
following is illustrative: 


Paper bags from Philadelphia, Pa., to New York, N. Y., present 
rate, less truckloads, 39 proposed rate, 20; present rate, minimum 
weight 36,000 pounds, 20; proposed rate, minimum weight 16,000 pounds, 
15. 


In I. and S. M-480, the Commission has suspended from 
September 16 until December 15, the operation of certain 
schedules as published in Tariff MF I. C. C. No. 5 of Oscar 
Milburn, an individual, doing business as Milburn Cartage Co., 
East Moline, Ill. The suspended schedules propose to estab- 
lish new reduced commodity rates on malt beverages, mini- 
mum weight 20,000 pounds, from Milwaukee, Wis., to Moline, 
Ill., from Rock Island, Ill., to Hannibal, Mo., and from Daven- 
port, Iowa, to Aledo, Chicago and Elgin, Ill.; and on empty 
malt beverage containers, minimum weight 8,000 pounds, in 
the reverse direction. The present rates are mileage rates. An 
illustrative proposal is to establish a rate of 17 cents, mini- 
mum 20,000 pounds, on malt beverages, from Rock Island, II1., 
to Hannibal, Mo., in lieu of the present rate of 21 cents, 
minimum 10,000 pounds. 

In I. and S. M-474, the Commission has suspended from 
September 15 until December 14, the operation of certain 
schedules as published in tariff MF I. C. C. No. 96 of Inter- 
state Motor Freight System, Grand Rapids, Mich. The sus- 
pended schedules propose to establish new and reduced com- 
modity rates on waste paperboard, less-truckloads and in lots 
of 5,000, 10,000 and 15,000 pounds, from Indianapolis, Ind., to 
pints in Illinois, Kentucky, Michigan, Missouri, New York, 
Ohio, Pennsylvania and Wisconsin. The following is illustrative: 


From Indianapolis, Ind., to Toledo, Ohio, present rate, less truck- 
load, 42, proposed rate 38; present rate, minimum weight 5,000 pounds, 
40, proposed rate 36; present rate, minimum weight 10,000 pounds, 38, 
proposed rate 34; present rate, minimum weight 16,000 pounds, 36, pro- 
posed rate, minimum weight 15,000 pounds, 32. 


In I. and S. M-475, the Commission has suspended from 
September 15 until December 14, the operation of certain 
schedules as published in Tariff MF I. C. C. No. 3 of W. H. 
Hinchcliff, Jr., doing business as Hinchcliff Motor Service, 
Chicago, Illinois. The suspended schedules propose to estab- 
lish reduced commodity rates on foodstuffs, canned, preserved 
or prepared, minimum weight 20,000 pounds from Elwood, 
Gaston, Hobbs, Indianapolis, Kempton, Mt. Summit, Muncie 
and Tipton, Ind., to Chicago, Ill. Present rates are class and 
commodity rates. An illustrative proposal is to establish a rate 
of 19 cents, minimum 20,000 pounds, from Indianapolis and 
Kempton, Ind., to Chicago, Ill., on canned, preserved or pre- 
pared foodstuffs, viz.: canned corn, canned tomato juice, catsup, 
etc., in lieu of the present rates, based on a minimum of 17,000 
pounds, of 22 and 20 cents, respectively, from the same points. 

In I. and S. M-476, the Commission has suspended from 
September 15 until December 14, the operation of certain 
schedules as published in tariff MF I. C. C. No. 35 of American 
Carloading Corp., Detroit, Mich. The suspended schedules 
propose to establish a new reduced less-truckload commodity 
rate of 101 cents a 100 pounds on rubber tires and parts from 
Detroit, Mich., to Eau Claire, Wis.; in lieu of the present class 
rate of 123 cents. 


In I. and S. M-477, the Commission has suspended from 
September 15 until December 14, the operation of certain 
schedules as published in tariff MF I. C. C. No. 6 of W. H. 
Fayard and W. P. Dear, doing business as O. K. Transfer and 
Storage Company, Gulfport, Miss. The suspended schedules 
propose to establish new mileage commodity rates on house- 
hold goods, between Alabama, Louisiana, and Mississippi, on 
the one hand, and points in various southern, southwestern and 
central states, on the other hand, also rules and regulations 
covering released valuation, c. o. d. shipments, partial loading 
and unloading, and split shipments; in lieu of the present con- 
tract carrier minimum rates and charges. 


In I. and S. M-478, the Commission has suspended from 
September 15 until December 14, the operation of certain 
schedules as published in Supplement No. 2 to tariff MF I. C. C. 
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No. 1 of Robert C. Elkins, Wesley R. Elkins, Donald P. Elkins, 
doing business as Elkins Motor Freight Forwarders, Chicago, 
Ill. The suspended schedules propose to establish reduced por- 
portional less-truckload class rates between points in Illinois. 
The following is illustrative: 


Between Chicago, Ill., and Rockford, Ill., class 1, present rate, 46, 
proposed rate 35; class 2, present rate, 39, proposed rate 29; class 3, 
present rate 33, proposed rate 25; class 4, present rate 23, proposed 
rate 20. 


In I. and S. 4529, the Commission has suspended from 
September 15 until April 15, the operation of certain schedules 
as published in supplement No. 7 to Alternate Agent F. D. 
Miller’s tariff I. C. C. No. 273. The suspended schedules pro- 
pose to increase the commodity rates and restrict the routing 
on shipments of scrap iron and steel, in carloads, from Norfolk 
& Western Ry. stations in Virginia and North Carolina to 
destinations in Virginia. The following is illustrative, rates 
being in cents a ton of 2,000 pounds: 


To Norfolk, Va., from Barfoot, Va., present rate, minimum 50,000 
pounds, 358, minimum 80,000 pounds, 286; proposed rate, minimum 
50,000 pounds, 396. To Norfolk, Va., from South Boston, Va., present 
rate, minimum 50,000 pounds, 276, minimum 80,000 pounds, 220; pro- 
posed rate, minimum 50,000 pounds, 396. 


In I. and S. 4530, the Commission has suspended from 
September 15 until April 15, the operation of schedules as 
published in Quanah, Acme & Pacific Railway Company’s 
tariff I. C. C. No. 38 and Supplement No. 1 thereto. The sus- 
pended schedules propose to establish transit arrangements 
on cottonseed, in carloads, at Quanah, Tex. 

In I. and S. No. M-466, the Commission has suspended 
from September 10 until December 9, the operation of all 
minimum charges as published in supplement No. 1 to Schedule 
MF I. C. C. No. 2 of Faye’s Transportation, Inc., Philadelphia, 
Pa. The suspended schedule proposes to establish a reduced 
minimum charge of 30 cents a 100 pounds on boxes, paper, 
corrugated, any quantity, between Philadelphia, Pa., and Balti- 
more, Md., in lieu of present minimum charge of 40 cents a 
100 pounds. 

In I. and S. M-467, the Commission has suspended from 
September 10 until December 9, the operation of certain 
schedules as published in supplement No. 13 to tariff MF I. C. C. 
No. 17, supplement No. 10 to tariff MF I. C. C. No. 18, and 
supplement No. 7 to tariff MF I. C. C. No. 22 of Agent G. H. 
Dilla. The suspended schedules propose to establish reduced 
classification exceptions ratings and and commodity rates 
between points in Arkansas, Colorado, Connecticut, Delaware, 
District of Columbia, Illinois, Indiana, Iowa, Kansas, Massa- 
chusetts, Michigan, Minnesota, Missouri, New Jersey, Nebraska, 
New York, North Dakota, Ohio, Oklahoma, Pennsylvania, Rhode 
Island, South Dakota, Tennessee, Texas, Utah, Virginia; West 
Virginia and Wisconsin. An illustrative proposal is to establish 
a rate of 26 cents on chemicals, minimum 20,000 pounds, be- 
tween Cleveland, O., and Chicago, IIl., in lieu of the present 
rate of 31 cents. 

In I. and S. M-468, the Commission has suspended from 
September 12 until December 11, the operation of all schedules 
as published in Tariff MF I. C. C. No. 6, of System Freight 
Service, Los Angeles, Calif. The suspended schedules propose 
to establish reduced transshipping commodity rates on “all 
freight” (with certain exceptions) from Anthony, N. M., El 
Paso and La Tuna, Tex., to Globe, Phoenix, Safford, Tucson 
and Yuma, Ariz., Los Angeles, Calif., and El Paso, Tex., ap- 
plicable on traffic originating at points on or east of the Mis- 
sissippi River and on or north of the Ohio River shipped by one 
shipper on one bill of lading by rail in carload minimums of 
not less than 25,000 pounds. The following is illustrative: 


‘‘All-freight’’ from El Paso, Tex., to Phoenix, Ariz., present local, 
joint and proportional class rates, subject to minimum weight of 10,000 
pounds, class 1, 106, class 2, 94, class 3, 81, class 4, 69; proposed rate, 
any quantity, 75; from El Paso, Tex., to Los Angeles, Calif., present 
local, joint and proportional class rates, subject to minimum weight of 
10,000 pounds, class 1, 209, class 2, 186, class 3, 162, class 4, 138; pro- 
posed rate, any quantity, 110. 


In I. and S. M-469, the Commission has suspended from 
September 10 until December 9, the operation of certain sched- 
ules as published in MF I. C. C. No. 4 of Motor Rail Com- 
pany, Jersey City, N. J. The suspended schedules propose to 
establish new specific commodity rates, also rules and regula- 
tions applicable in connection therewith chiefly between Cam- 
den, N. J., and Philadelphia, Pa., on the one hand, and points 
in New York and New Jersey located in the New York metro- 
politan area, on the other. There are no present effective rates. 

I. and S. 4528, the Commission has suspended from Sep- 
tember 12 until October 12 the operation of certain schedules 
as published in supplements 26 and 29 to Agent F. D. Miller’s 
Tariff I. C. C. 176. The suspended schedules propose to reduce 
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the rates on rayon fabric, or rayon and cotton fabric mixed, 
unfinished, any quantity, from the south to north Atlantic 
ports, via rail-and-ocean routes. 

In I. and S. M-470, the Commission has suspended from 
September 12 until December 11 the elimination of Adolph 
Haugen, Crookston, Minn., from the list of participating car- 
riers as published in Supplement 24 to Tariff MF-I. C. C. 2 
of Agent W. J. Dunden. This suspension was made necessary 
by the Commission’s order suspending, in I. and S. M-365, now 
pending, of schedules filed by Haugen which were intended to 
supersede schedules published by Agent Dunden. This suspen- 
sion was necessary to keep in effect some rates over the 
Haugen route. 

In I. and S. M-471, the Commission has suspended from 
September 12 until Dceember 11 the operation of certain 
schedules as published in Supplement 50 to Tariff MF-I. C. C. 
94 of Agent W. M. Miller and others. The suspended sched- 
ules propose to establish reduced commodity rates on twine and 
mop yarn, any quantity, from Rockford, Tenn., to New York 
district and Pittsburgh, Pa. An illustrative proposal is to 
establish a rate of 89 cents from Rockford, Tenn., to Pittsburgh, 
Pa., on twine and mop yarn made wholly of cotton, or of cotton- 
factory sweepings and jute waste, or of cotton-factory sweep- 
ings and ramie noils, in lieu of the present rate of 94 cents. 

In I. and S. M-472, the Commission has suspended from 
September 12 until December 11 the operation of certain sched- 
ules as published in Supplement 4 to Tariff MF-I. C. C. 13 of 
Tidewater Express Lines (Incorporated), Baltimore, Md. The 
suspended schedules propose to reduce the present ratings on 
batteries and parts thereof on quantities of 5,000 pounds from 
class 70 (third class) to class 55, and on quantities of 10,000 
pounds from class 50 (fourth class) to class 45, between points 
in Md., Pa., and the District of Columbia over the Tidewater 
Express Lines. An illustrative proposal is to establish between 
Baltimore, Md., and Washington, D. C., a rate of 24 cents, 
minimum 5,000 pounds, in lieu of the present rate of 30 cents, 
same minimum; and a rate of 19 cents, minimum 10,000 pounds, 
in lieu of the present rate of 22 cents, same minimum. 

In I. and S. M-473, the Commission has suspended from 
September 12 until December 11 the operation of certain sched- 
ules as published in Tariff MF-I. C. C. 4 of Cletus J. Godfrey, 
doing business as Godfrey’s Motor Freight, and Supplement 22 
to Tariff MF-I. C. C. 123, and Supplement 13 to Tariff MF- 
I. C. C. 136 of Agent D. T. Waring. The suspended schedules 
propose to establish new reduced commodity rates on canned 
goods and groceries from Baltimore, Md., to Pennsylvania 
points and on macaroni, noodles, spaghetti and vermicelli from 
Harrisburg and Lebanon, Pa., to Baltimore, Md. An illustra- 
tive proposal is to establish a rate of 15 cents in lieu of the 
present rate of 20 cents, on canned goods, less truckload, from 
Baltimore, Md., to Hanover, Pa. 


STOCKYARDS INVESTIGATION 


The object of the Commission in instituting Ex Parte 127, 
status of public stockyard companies (see Traffic World, Sep- 
tember 10) is to ascertain the status of public stockyard com- 
panies in respect of the transportation services performed at 
those yards in connection with the unloading and loading of 
carloads of live stock, transported in interstate commerce to 
and from those yards; and the relations between the companies 
and common carrier railroads, and between the stockyard com- 
panies and the railroads, and between the stockyard companies 
and persons or corporations receiving at or shipping from the 
yards by railroads. 


Twenty such stockyard companies are made respondents. 
They are among the 135 yards listed by the Secretary of 
Agriculture as public yards. The Commission, in a number of 
cases before it. has dealt with the status of the union stock- 
yard at Chicago on the question of whether the so-called 
stockyard railroad is or is not a common carrier. Its latest 
order in that respect, treating that railroad as a common car- 
rier, is involved in equity No. 16200, The Union Stock Yard 
Co. vs. United States and Interstate Commerce Commission, 
in the federal court at Chicago. Therefore that company is 
not in the list for scrutiny in the Commission-initiated pro- 
ceeding, according to information as to the purpose of the 
Commission in instituting Ex Parte 127. 


In a way of speaking, the institution is attributed to the 
things done by the Commission in respect of the Chicago yard. 
In the course of proceedings before the Commission it has 
been pointed out that the regulating body has done nothing 
about railroad operations at yards in other cities. The un- 
official answer to that, among Commission men, has been that 
the proceedings in respect of the Chicago yard have resulted 
from proposals made by it with respect to charges for rail- 
road service performed by the so called stockyard railroad, 
necessitating action by the Commission; and that yards in 
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other cities have not so often, if at all, given such reason for 
action by the Commission. 

Under the interstate commerce act the railroads are under 
the duty of unloading and loading live stock and they utilize 
public stockyard facilities for that purpose. Thereby the ques- 
tion of charges for that service is under the jurisdiction of the 
Commission. The yards, except as used by the railroads for 
unloading and loading live stock in the performance of their 
carrier obligation, are under the jurisdiction of the Secretary 
of Agriculture. The proceeding instituted by the Commission 
is as to whether the railroads used by the stockyard com- 
panies are common carriers, as to the relations between those 
railroads and others; and whether they are violating the inter- 
state commerce act. 

The stockyard companies, which, in addition to the trunk 
lines and the East St. Louis junction, the Kansas City Connect- 
ing, South Omaha Terminal and the Sioux City Terminal rail- 
roads, have been made respondents in the proceeding, are: 

Brighton Stock Yards Co., Boston, Mass.; Buffalo Stock 
Yards (New York Central Railroad Co. owner or operator), 
Buffalo, N. Y.; Cincinnati Union Stock Yard Co., C:ncinnati. 
O.; Cleveland Union Stock Yards Co., Cleveland, O.; Denver 
Union Stock Yard Co., Denver, Colo.; Detroit Stock Yards 
(Michigan Central Railroad Co., owner or operator), Detroit, 
Mich.; Fort Worth Stock Yards Co., Fort Worth, Tex.; Kansas 
City Stock Yards Co., Kansas City, Mo.; Los Angeles Union 
Stock Yards Co., Los Angeles, Cal.; Bourbon Stock Yards Co., 
Louisville, Ky.; St. Louis National Stock Yards, National Stock 
Yards, Ill.; Union Stock Yards & Market Co., Inc., New York, 
N. Y.; Portland Union Stock Yards Co., No. Portland, Oreg.; 
Union Stock Yards Company of Omaha, Ltd., Omaha, Neb.; 
West Philadelphia Stock Yards Co., Philadelphia, Pa.; Pitts- 
burgh Joint Stock Yards Co., Pittsburgh, Pa.; Union Stock 
Yards Co. of Seattle, Seattle, Wash.; Sioux City Stock Yards 
Co., Sioux City, Ia.; So. San Francisco Union Stockyards Co., 
South San Francisco, Cal., and Stockton, Cal., and St. Paul 
Union Stockyards Co., South St. Paul, Minn. 


INTERNATIONAL CLASS RATES 


With a suggestion that the fourth section relief that may 
be granted be made applicable to “rates’’ rather than “class 
rates,” so as to cover all rates,’ applicants for permanent 
relief from the fourth section in applications Nos. 17154, 
17195, 17198 and 17337, international class rates between 
Official Classification Territory and Canada, in a brief, ask 
that relief be given without the imposition by the Commission 
of the equidistant clause and free from any circuity limitation. 
They ask that the permanent relief be made applicable to the 
rate structure proposed in the applications without variation 
in the basis now effective under the temporary relief under 
fourth section order No. 13008 and two supplementary orders. 
What is proposed is represented as replacing what are de- 
clared to have been “former chaotic international rates.” 


The basis underlying the whole adjustment is 110 per cent 
of the Appendix E scale of class rates established by the Com- 
mission in Eastern Class Rate Investigation, 164 I. C. C. 314. 
That scale, the brief says, is the basis that will apply via 
standard all-rail routes between the greater part of official 
territory and Canada. Between a certain eastern portion of 
Canada, on the one hand, and both central and trunk line 
territories, on the other, the brief says, rates have been con- 
structed by adding arbitraries over base points in Canada, 
and, where routes operate through zone Z in New England, 
the appendix F arbitraries authorized in the case mentioned 
have been added. 


Relief is requested via the differential all-rail routes from 
certain points on the Delaware & Hudson to points in Canada; 
via routes in connection with the Ocean Steamship of Savannah 
between New York and Canada, through the port of Boston, 
Mass.; and in connection with rates via rail-lake-and-rail 
routes between points in Canada, Depot Harbor, Port McNichol] 
and Sudbury, Ont., and east thereof, on the one hand, and Chi- 
cago, Milwaukee, and points beyond in central territory west 
of the Illinois-Indiana state line, on the other. 

The rates sought from New York to Canadian destinations, 
says the brief, are those which, if fourth section relief is granted, 
would apply over the differential routes of the Central Ver- 
mont from New York to Canada via the port of New London, 
Conn. The rates from Canadian points to New York, for which 
relief is sought, says the brief, will be on the standard all-rail 
basis. 

According to the brief the proposed rate adjustment rep- 
resents the only basis that is acceptable to both Canadian and 
United States interests and should be approved in its entirety. 
A further declaration is that the relief sought is necessary to 
maintain the proposed adjustment which has been generally 
approved and replaces the “former chaotic international rates 
with a reasonable and uniform rate structure.” 


September 17, 1938 


ESTIMATED WEIGHT ON GASOLINE 


Approval of the proposed report of Examiner Disque in 
No. 27682, Tankar Gas, Inc., et al. vs. A. & S. et al., which 
also covers other cases involving an attack on the estimated 
weight of 6.6 pounds a gallon on gasoline, is urged by interven- 
ing petroleum companies. The interveners are the Continental 
Oil Co., Tidewater Associated Oil Co., Shell Petroleum Cor- 
poration, Phillips Petroleum Co., Arkansas Fuel Oil Co., Cities 
Service Oil Co., Skelly Oil Co., and Mid-Continent Petroleum 
+ (see Traffic World, Aug. 27, p. 392, and Sept. 3, 
p. ; 

These interveners say that it was admitted by all parties 
that gasoline as sold to the trade did not weigh 6.6 pounds but 
was lighter than that weight, and that therefore no rebuttal 


or argument was neecssary to any allegations or arguments , 


made by the complainants in their brief of exceptions on this 
particular factor. 

“It is however pointed out,” said the interveners, “that 
the allegations of the complainants that gasolene as sold to the 
trade today averages lighter than 6 pounds per gallon was 
refuted by the evidence showing that the average weight of 
gasolene was 6.125 pounds per gallon.” 

It is conceded, say these interveners, that specified gravity 
determined by accurate instruments and meticulous operations 
are the bases for all weights, but the detail of determining the 
exact weight by specific gravity is so complicated it is subject 
to many errors, and especially if and when it is used continu- 
ously on many thousands of individual shipments. 

“In other words,” they continue, “it is necessary to deter- 
mine by laberatory methods the specified gravity and verify 
the weight by other measurements of volume and temperature. 
In loading tank cars, faulty instruments and the details of 
taking hydrometer readings, temperature readings and volume 
readings could very easily result in an error of some magnitude 
in any tank car loaded with petroleum products. Therefore, 
the practicability of ascertaining the weights must be taken 
into consideration. While weights determined by specific grav- 
ity can be policed at any point, at any time and at any tempera- 
ture to verify the determinations fixed by the loading records, 
is possible, it is hardly practical. For the sake of economy 
and expediency in the movement of shipments unless the car- 
riers desire to accept the laboratory records of shippers, that 
method of obtaining weights is not practical, although it is 
positive.” 

The interveners say that Examiner Disque’s statement that 
complainants seek the use of what they erroneously call actual 
weights, to be determined by gravity and temperature tests 
made by the refiner at the time of shipment, is literally correct 
in its practical application. 


“Estimated weights are also erroneous and so are scale 
weights,” said they. “For the sake of expediency and with 
small inconvenience or loss either to the shippers, carriers or 
buyers, an estimated basis is by all means desirable.” 


With respect to the proposal that a further division of 
petroleum products into various estimated weights according 
to the general trend of those particular divisions be made, the 
interveners said that this in itself would bring about a varia- 
tion of classifying the various cuts of petroleum products that 
today were hard enough to police where only two cuts were 
involved for classification. Continuing they said: 


Very slight deviations of gravity between various cuts even today 
can be put in either the light or heavy oil, as the shipper is so in- 
clined; to so describe his product under the commodity description, and 
the oil will still answer the purposes of the commodity description but 
also be acceptable for other purposes that would put it in a different 
classification. To further intensify the estimated weights as between 
the various products by making three or four different estimated 
weights according to classification or commodity description, would 
further accentuate the difficulty in policing the proper description 
upon petroleum products for the assessing of proper tariff charges. 

In other words, a further differentiation in the estimated weights 
on various products according to the various weights of products ac- 
cording to their specific gravity, would remove lubricating oil entirely 
from the light oil classification, yet lubricating oil is one of the more 
valuable derivatives of petroleum products. Therefore, under the dif- 
ferentiation he suggests it would move into the heavier oils and thereby 
the lower freight rate, 80 per cent of the refined oil rate would apply. 

Does it not seem reasonable, that the idea of the complainants in 
this case, is that the largest amount of their shipments is gasoline and 
that they expect to obtain a special privilege on the commodities that 
they are particularly interested in shipping? 

It would not be a simple thing to establish three groups of es- 
timated weights in lieu of the existing two groups. The infinite varia- 
tion between cuts of oil would allow the opportunity to call a commodity 
one product when it should be properly classified as another, yet would 
be difficult to disprove that it was not the commodity is was described 
OR 6% 
If the complainants secured what they are asking for, and gasoline 
was reduced to 6 pounds per gallon without a commensurate increase 
in the freight rates it would be equal to an approximate 10 per cent 
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reduction in transportation charge. In the territory here involved, which 
naturally would spread to the whole United States if any change is 
made, the heavier products are almost uniformly shipped on a rate rep- 
resenting 80 per cent of the refined oil rate. The difference between 
the estimated weights, 6.6 and 7.4 makes the heavy commodity in so far 
as the weight is concerned 112 per cent plus of the refined oils, but in 
rates it is 80 per cent less than the lighter oil rate, which reflects on 
an average, the difference in value of the lighter and the heavier oil; 
value of commodity being one of the factors that influences the reason- 
ableness of the freight charge. 

To do what is requested without revising the freight rates would 
bring the two commodities so nearly on the same level of car earnings 
that would certainly necessitate a more thorough study of the reason- 
ableness and fairness of the revenues returned to the carriers for the 
services performed and the risk assumed. 


The Commission has assigned No. 27682, Tanker Gas, Inc., 
vs. Alton & Southern et al., for argument, Octoker 21, before 
division 2. That complaint has to do with the estimated weight 
on gasoline (see Traffic World, Sept. 3, p. 437). The argu- 
ment will also embrace a sub-number, Penn-O-Tex Oil Co. 
et al. vs. A. & S. et al.; No. 27822, Indiana Independent Pe- 
troleum Assn. et al. vs. Same; No. 27822, Sub. No. 1, Low 
Price Filling Station et al. vs. Same; No. 27858, Anderson- 
Prichard Oil Corporation et al. vs. Abilene & Southern et al.; 
No. 27868, Illinois Petroleum Marketers Assn. et al. vs. A. & 
S. et al.; No. 27875, Home Oil and Refining Co. vs. Butte, Ana- 
conda & Pacific et al.; No. 27907, Wisconsin Petroleum Assn. 
et al. vs. A..& S. et al.; and No. 27973, Producers Oil, Inc., 
et al. vs. Arkansas et al. 


RAIL AND PIPE LINE OIL RATES 


A complaint of unusual character, unusual in that it assails 
rates on petroleum and its products made by railroads and by 
pipe-line companies, has been docketed with the Commission in 
No. 28106, Petroleum Rail Shippers’ Association vs. Alton & 
Southern et al. The complaint is against the rates between 
points in the midcontinent oil field and points in Illinois, Indi- 
ana, Missouri, Iowa, Nebraska, Wisconsin, Minnesota, the Da- 
kotas, Colorado and the northern peninsula of Michigan. It 
alleges violation of the interstate, Elkins and anti-trust acts. 

In addition to the list of rail defendants usually found in 
complaints filed with the Commission this complaint lists as 
defendants, the Ajax Pipe Line Corporation and other pipelines 
in the affected territory. The complaint alleges violation of 
sections 1, 2, 3 and 6 of the interstate commerce act. 

The complaint says, among other things, that the railroads 
do not maintain and keep open to public inspection schedules 
showing all rates for transportation between the points on their 
own line or route and points on the route of pipe lines and 
waterways and is in violation of section 6 of the interstate 
commerce act, and that the pipelines, because of facts herein- 
after stated, do, by the device of stock ownership and the publi- 
cation of excessive rates, remit or refund to the shipper a portion 
of the rates and charges so specified and the pipelines do extend 
to the shippers owning stock in pipelines privileges and facilities 
in the transportation of petroleum and petroleum products not 
accorded to the public generally, all in violation of section 6. 

The complaint asserts that transportation cost from the 
producing area to the consumer is a very large part of cost, 
in many instances as much as 50 per cent of the value of the 
commodity or an amount equal to the price received at the 
point of production of the finished product in midcontinent field 
and therefore the transportation cost is vital to the producer 
and consumer and commerce generally in the United States. 

The complainants, which use the railroads in transporting 
their products, allege that the railroads and the pipeline com- 
panies violate not only the interstate commerce act but also 
the Elkins act and the anti-trust laws. They allege that the 
rates of the pipeline companies, particularly the carriers of 
gasoline, are published for the purpose of eliminating the in- 
dependent output of gasoline as a factor of competition and 
that the regulations of the pipeline companies are drawn for 
the purpose of eliminating the independent refiners from the 
use of the pipelines and to monopolize the markets with the 
output of companies affiliated with them. 

Because of the facts alleged, the complaint contends that 
the members of the association are forced to pay for trans- 
portation from the midcontinent area rates from one to three 
cents a gallon in excess of those paid by the interests affiliated 
with the pipelines. The complaint also alleges that the pipe- 
line companies owned by refining companies maintain excessive 
and unreasonable rates and that through stock ownership ex- 
cessive dividends resulting from the rates are giving to the 
shipper using such pipe lines indirect rebates and concessions, 
giving the refining companies a preference. 

Complainants further allege that all the pipe-line com- 
panies, defendants in this case, are owned, controlled and op- 
erated by the shippers using the pipelines; that those pipeline 
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companies, owned by a single oil company are used by the 
stockholders exclusively; and that in the case of those pipe- 
line companies owned by more than one oil or refining com- 
pany, the amount of stock issued to any one company is based 
on the volume of the shipments of that particular company 
and each share of stock issued represents a given quantity of 
petroleum products to be shipped by that stockholder. 

It is asserted that other refineries desiring to use pipelines 
are denied that privilege and that in the case of all the de- 
fendant . pipeline companies, the stock distributed as before 
mentioned, results in each company using the facilities receiv- 
ing, in the form of a dividend, profits on shipments made by 
that company and that shippers which receive excessive divi- 
dends receive rebates in violation of the Elkins act. 

Another declaration is that the pipeline companies are not 
in fact bona fide common carriers but dummy corporation 
organized by certain shippers for the purpose of reciing rebates 
in the form of stock dividends and procuring transportation at 
a cost materially less than that paid by competitors and users 
of railroads for transportation of their products. 

The complaint says that permitting such practices and 
prefrences by one set of common carriers, even though through 
a subterfuge, is a direct violation of the law, destroys compe- 
tition, creates a monopoly and takes away from the railroads 
revenues necessary for the successful operation of the railroads. 

The complainants say they are informed and believe that 
in all instances where the stock in common carrier pipelines is 
held by more than one oil company a contract has been en- 
tered into whereby each stockholder agrees to ship petroleum 
through the pipeline proportionate to the stock held in the 
pipeline company by stockholding oil companies. The com- 
plainants say they are unable to produce a copy of such con- 
tracts, and ask that the pipeline companies file a copy of all 
contracts or agreements relating to proportionate shipments. 


CRITICIZES R. R. PRODUCE HANDLING 


One of the major reasons for the decline in rail tonnage 
of fresh fruits and vegetables in recent years is the “failure of 
the railroads to cooperate with each other and with other 
agencies in working out efficient methods of handling produce 
in the large city markets,” says the Bureau of Agricultural 
Economics of the U. S. Department of Agriculture. 

Attention of officials of the Association of American Rail- 
roads was called to the criticism made by the bureau with a 
view to obtaining a reply. It was indicated an answer might 
be made later. 

The bureau referred to figures which it said showed that 
rail shipments of fresh fruits and vegetables had declined by 
approximately 200,000 carloads in the last 7 years—from 
1,000,000 carloads in 1931 to 800,000 in 1937. Total production 
of fresh fruits and vegetables in this period increased about 
15 per cent, according to the bureau. 

‘If the railroads had merely held their own relative to 
other methods of transportation,” the bureau said, “they would 
have hauled 1,150,000 carloads in 1937 instead of only 800,000. 
Thus in 1937 the railroads were 350,000 carloads short of hold- 
ing the relative position which they had in 1931.” 

Reasons for the loss of this business by the railroads to 
the motor trucks, said the bureau, were discussed by William 
C. Crow in the September issue of the bureau’s monthly publi- 
cation, “The Agricultural Situation.” An important one, often 
overlooked, he says, is that “wholesale markets to which these 
products move are often located off the railroad.” He cites 
a recent study by the Bureau of Agricultural Economics show- 
ing that in 35 out of 40 large cities some hauling from rail- 
roads to the principal wholesale market is necessary. 

Conditions in Philadelphia are cited as “typical.” In Phila- 
delphia, the principal market is located some distance from the 
railroad facilities. Shippers find it easier, less costly, and more 
efficient to transport produce by motor truck, says he, and the 
result is that the railroads in recent years have lost the business 
of hauling about 10,000 carloads a year to Philadelphia, chiefly 
from New York, Virginia, the Carolinas, Georgia and Florida. 

“Railroads have given lip service to their desire to retain 
the fruit and vegetable business, and have actively opposed 
competing methods of transportation,” it is stated in the article. 
“But railroads often have overlooked opportunities for construc- 
tive action, and have sometimes taken action detrimental to 
their own cause.” 

It is alleged that in some cities the railroads have not only 
manifested no interest in providing rail connections with whole- 
salers’ stores or warehouses; they have “actively objected to 
such rail connections with markets.” In several cities, it is 
charged, the railroads “have built ‘markets’ and barred all 
produce except that arriving over their own lines,” thus pre- 
venting their structure from becoming a real market. In a 
number of cities, “competing produce terminals built by rail- 
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roads have resulted in wastes of millions of dollars through 
needless duplication of investment, and often actually made 
the marketing system worse than it was before.” 

Crow says that “constructive action demands that the rail- 
roads cooperate not only with each other but with other 
agencies so that complete wholesale markets may be located 
where deliveries by rail can be made directly into the market 
buildings, as motor trucks now do.” 

He concludes with the statements that under the present 
set-up, the cartage and handling charges on produce arriving 
by rail in the wholesale markets of some cities are twice the 
charges on truck receipts, and that so long as wholesale mar- 
kets are located off the railroads transportation by rail will 
be at a disadvantage. 


WINTER FRUIT SHIPMENTS 


To get apples and pears from the Pacific northwest to 
eastern consumers in winter months, when zero or below tem- 
peratures are encountered, scientists of the U. S. Department 
of Agriculture have tested refrigerator car gas heaters with 
thermostatic control, says the department. 

“This type of heater does away with costly rail stops for 
frequent inspections and insures the right temperature for 
shipments across the continent—about 35 degrees—even though 
the train passes through rapidly changing weather conditions,” 
it continues. 

“Cars are now heated with charcoal burners placed in the 
ice bunkers. Sometimes the heat gets too high and fruit ripens 
too rapidly, especially when the trains run out of a particu- 
larly cold area into a warmer one, which often happens. Too 
much heat is a problem as well as too little, making it impera- 
tive for the train to stop for temperature regulation. 

“Last winter in transportation tests on potatoes from 
Maine the department investigators tested a new heater, which 
burns any common compressed gas and is suspended outside 
and under the refrigerator car. It operates on the same prin- 
ciple as a hot water heater for the home. Pipes between the 
floor and the floor racks of the car distribute the heat evenly 
to all parts of the space under the floor racks. The warm air 
rising keeps fruit in the top layer of the load at about the 
same temperature as that in the bottom layer. An anti- 
freeze solution in the pipes avoids freezing when the heaters 
are not in operation on the trip across the continent. 

“It is estimated that between one and two dollars worth 
of compressed gas will keep a car at correct temperature on 
a cross country trip. Canadian railroads are equipping fifty 
cars with the new device this year. Only two cars have been 
equipped by U. S. railroads for experimental purposes.” 


1OWA PASSENGER FARES 


With a view to having passenger fares in Iowa brought 
up to the interstate level, railroads in that state, in No. 11761, 
in the matter of intrastate fares and charges on the Chicago 
& North Western and other carriers in the state of Iowa, by 
supplemental petition, have asked the Commission to rescind 
and set aside an order of June 6, 1938, and to restore and 
reinstate an order of January 11, 1921, entered in 60 I. C. C. 55, 
and amended March 29, 1921. The effect of that order, the 
petition said, was to require the railroads to maintain within 
Iowa passenger fares on the interstate level. 

Cancellation of the older order by the order of June 6, 1938, 
according to the petition, brought into play the lower pas- 
senger fares prescribed by an Iowa statute. The petition says 
that so long as there are different bases of fares for inter- 
state and intrastate application it is possible for interstate 
passengers to buy separate tickets for that part of the journey 
in Iowa and thus obtain local transportation on total charges 
less than would accrue on the basis of interstate fares. That 
practice, says the petition, reduces passenger revenues, as 
well as slows up train operation and increases the expense 
thereof. 

The carriers said they were informed and believed that the 
order they desire reinstated, which required state fares to 
be on the interstate level, was inadvertently and through 
clerical error included in orders of March 31 and June 6, 1938, 
and that there was no intention on the part of the Commission 
to vacate the order of January 11, 1921, as amended, and 
similar orders, where, as in the instant case, maximum pas- 
senger fares and charges were prescribed by state statute. 





LAKE COAL DEMURRAGE 
The Commission has assigned No. 27266, lake coal de- 
murrage, for argument before it, October 5, at 10 o’clock. The 
proceeding was initiated by the Commission. A proposed re- 
port was submitted by Examiner Burslem. After that report 
was submitted there was further hearing and the argument 
embraces the whole record. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1938, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, E. D. South Carolina.) Under Transpor- 
tation Act, terminal carrier is given a lien and may collect 
from consignee before surrendering its lien and consignee can- 
not plead lack of privity of contract, since, when carrier sur- 
renders its lien and delivers goods to consignee, carrier extends 
its personal credit to consignee and law implies a contract on 
part of consignee to pay the terminal carrier. Interstate Com- 
merce Act, Sec. 15(8), as amended by Transportation Act of 
1920, Sec. 419, 49 U. S. C. A., Sec. 15(8). (Pennsylvania R. 
Co. vs. Charles E. Gibson, Inc., 23 Fed. Supp. 857.) 

Under Transportation Act, the contract entered into in 
bill of lading on shipping of goods is between one interested 
in shipment and the initial carrier, but terminal or delivering 
carrier is not a party to such contract. Interstate Commerce 
Act, Sec. 15(8), as amended by Transportation Act of 1920, 
Sec. 419, 49 U. S. C. A., Sec. 15(8).—Ibid. 

A terminal or delivering carrier cannot sue consignor for 
part of transportation earned by such carrier, since initial 
carrier is responsible for transportation under bill of lading, 
and contract of transportation covers all charges including 
storage and demurrage, and cannot be split up into component 
parts. Interstate Commerce Act, Sec. 15(8), as amended by 
Transportation Act of 1920, Sec. 419, 49 U. S. C. A., Sec. 15(8). 
—Ibid. 

The terminal carrier is a mere agent or subordinate of the 
initial carrier, and not a substitute, as respects rights to 
charges. Interstate Commerce Act, Sec. 15(8), as amended by 
Transportation Act of 1920, Sec. 419, 49 U. S. C. A., Sec. 15(8). 
—Ibid. 

The rule governing bills of lading is the same as that of 
ordinary contracts. Interstate Commerce Act, Sec. 15(8), as 
amended by Transportation Act of 1920, Sec. 419, 49 U. S.C. A., 
Sec. 15(8).—Ibid. 

In South Carolina, when plaintiff brings an action on claim 
—— on general or local customs, it must be pleaded.— 
Ibid. 

A shipper of cabbages, which upon arrival at destination 
were seized by government for violation of Pure Food and 
Drug Act, was not liable to terminal or delivering carrier for 
transportation charges, since there was no privity of contract 
between shipper and delivering carrier. Interstate Commerce 
Act, Sec. 15(8), as amended by Transportation Act of 1930, 
Sec. 419, 49 U. S. C. A., Sec. 15(8); Food and Drug Act, 21 
U. S. C. A., Sec. 1 et seq.—Ibid. 


A delivering carrier which sued shipper on contract which 
shipper entered into with initial carrier would not be permitted 
to amend its complaint so as to state cause of action as as- 
signee of initial carrier, where statute of liimtations had already 
run against him founded on rights of initial carrier —Ibid. 





(Circuit Court of Appeals, Eighth Circuit.) Evidence held 
to justify judgment denying railroad recovery against shipper 
under tariff prescribing a certain charge per car for installing 
grain doors, “prior arrangement for the sevice to be made,” 
on ground that no prior arrangement had been made between 
shipper and railroad and that requirement of prior arrange- 
ments had not been waived. (Lowden vs. Simonds-Shields- 
Lonsdale Grain Co., 97 Fed. Rep. (2d) 816.) 

Under tariff providing that railroad will act as shipper’s 
agent in installing grain doors at prescribed charge per car 
considerably above actual value of service, “prior arrangement 
for the service to be made,” “prior arrangement” condition is 
not for sole benefit of railroad and hence could not be waived 
by railroad to recover under tariff in absence of “prior ar- 
rangement.”’—Ibid. 

Under tariff providing that railroad will act as shipper’s 
agent in installing grain doors at prescribed charge per car 
considerably above actual value of service, “prior arrange- 
ment for the service to be made,” prior arrangement condition 
cannot be waived either by railroad or by shipper.—lIbid. 

The construction of a tariff is a matter of law for the 
courts unless technical words are employed which must first 
be given an interpretation by the Interstate Commerce Com- 
mission.—Ibid. 
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Where words of a tariff have an ordinary meaning, the 
construction of the tariff, its effect and validity, is for the 
court.—Ibid. 

The question whether tariff provision that railroad would 
act as shipper’s agent in installing grain doors at prescribed 
charge, “prior arrangement for the service to be made,” could 
be waived by carrier or shipper was for federal court, as 
against contention that Interstate Commerce Commission had 
exclusive jurisdiction of matter of waiver.—Ibid. 





(Circuit Court—W. D. Missouri, Central Division.) A por- 
tion both of original cost of highways and of depreciation 
thereof may properly be charged to trucks in determining 
amount of license fees trucks should pay for use of highways. 
Mo. St. Ann., Sec. 5272, p. 6689. (Brashear Freight Lines vs. 
Public Service Commission, 23 Fed. Supp. 865.) 

A fair part of cost of maintaining and policing highways 
may be included in determining amount of license fees trucks 
should pay for use of highways, as against contention that 
maintenance costs are not increased by heavy truck traffic. 
—Ibid. 

Interstate motor carriers seeking to restrain enforcement 
of Missouri statute imposing annual license fee on common 
carriers of freight by motor vehicles had burden of proving 
their contention that fee was unreasonable, and also burden 
to show unreasonableness and injury of method used in deter- 
mining amount of fee. Mo. St. Ann., Sec. 5272, p. 6689.—Ibid. 

Interstate motor carriers seeking to restrain enforcement 
of Missouri statute imposing annual license fee upon motor 
carriers failed to sustain contention that maintenance expense 
of entire highway system should not be included in determin- 
ing portion chargeable to them, where they did not show what 
a fair fee would be if base were restricted or that they were 
prejudiced by inclusion of entire highway system in base. Mo. 
St. Ann., Sec. 5272, p. 6689.—Ibid. 

That some motor carriers used highway more than others 
did not invalidate Missouri statute imposing annual license fee 
upon common carriers of freight by motor vehicle based upon 
capacity of vehicle. Mo. St. Ann., Sec. 5272, p. 6689.—Ibid. 

A privilege tax is not invalidated by fact that one may 
pay less for greater use of same privilege than another, so 
long as charge for use of privilege is not unreasonable.—Ibid. 

Interstate motor carriers seeking to enjoin enforcement 
of Missouri statute requiring payment of annual license fee 
had burden to demonstrate that legislative action was without 
rational basis and that amount paid by interstate carriers bore 
no reasonable relation to total amount of use of highways by 
such carriers. Mo. St. Ann., Sec. 5272, p. 6689.—Ibid. 

Annual license fees imposed by Missouri statute upon com- 
mon carriers of freight by motor vehicles based upon capacity 
of vehicle, and which were to be used for maintenance and 
proper care of highways, were not invalid because assessed on 
a flat rate annual basis and not according to mileage traveled. 
Mo. St. Ann., Sec. 5272, p. 6689. Mo. St. Ann. Const., art. 4, 
Sec. 44a.—Ibid. 


In action by interstate motor carriers to restrain enforce- 
ment of Missouri statute imposing annual license fee upon 
motor carriers, expert testimony, that the most rational as- 
sumption was that destructive effect upon highways of traffic 
loads combined with natural forces is in direct proportion to 
magnitude of loads, was insufficient to establish that statute 
was unconstitutional because not based on any rational theory 
in failing to increase fee in direct proportion to increase in 
weight carrying capacity of vehicle. Mo. St. Ann., Sec. 5272, 
p. 6689.—Ibid. 


The exemption of trucks having capacity of not more than 
1% tons from liability for annual license fee imposed by Mis- 
souri statute upon common carriers of freight by motor ve- 
hicles did not constitute invalid discrimination, since drawing 
of line of exemption was for legislature. Mo. St. Ann., Sec. 
5272, p. 6689.—Ibid. 


The exemption of private or contract carriers from lia- 
bility for license fee imposed by Missouri statute upon common 
carriers of freight by motor vehicles did not constitute an in- 
valid discrimination. Mo St. Ann., Sec. 5272, p. 6689.—Ibid. 

The provision of Missouri statute, imposing license fee up- 
on common carriers of freight by motor vehicles that fee of 
one-third usual amount should be assessed for operations less 
than 10 miles in length within the state and one-half usual 
amount for operations of less than 20 miles, was not so un- 
reasonable as applied to interstate carriers as to invalidate 
statute, especially in view of provision for issuance of tem- 
porary permits to interstate carriers for occasional trips into 
or through state. Mo. St. Ann., Secs. 5268(b), 5272, pp. 6684, 
6689.—Ibid. 

A state may exact a compensatory fee for use of high- 
ways, and interstate carriers are not exempt therefrom.—lIbid. 
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The Missouri Bus and Truck Law was not rendered in- 
operative by passage of Federal Motor Carrier Act under which 
right of state to tax interstate carriers for use of highways was 
recognized. Mo. St. Ann., Sec. 5264 et seq., p. 6679 et seq.; 
Motor Carrier Act 1935, 49 U. S. C. A., Secs. 301-327.—Ibid. 


PIPE LINE VALUATIONS 

The Commission, by division 1, in valuation docket No. 
1222, Continental Pipe Line Co., 48 Val. Rep. 39-73, has found 
the final value for rate-making purposes of the property of the 
Continental Pipe Line Co., owned and used for common carrier 
purposes, to be $4,100,000, as of December 31, 1934, of prop- 
erty owned but not used, $306,000, and of property used but 
not owned, $23,024. The company operates in Oklahoma, Kan- 
sas and Texas. 

In the ten years preceding the date of valuation, according 
to the report, dividends had been declared in 1925, 1927, 1930, 
1933, and 1934, averaging for the entire period $163 a share per 
annum on 5,000 shares of no par common stock outstanding. In 
the period from January 1, 1924, to valuation date, the aggre- 
gate operating expenses, the report said, had been 58.93 of 
the operating revenue and for the periods of 3, 5 and 10 years 
preceding the valuation date, 67.88, 66.52 and 61.34 per cent, 
respectively. The ratios of operating expenses to operating 
revenues, according to the report, and the net pipe line operat- 
ing income or loss, for the years ended December 31, from 1925 
to date of valuation, had been, respectively, as follows: Year 
1925, 41.44 and $1,676,260 income; 1926, 38.54 and $2,669,668 
income; 1927, 73.39 and $700,042 income; 1928, 104.06 and $119,- 
883 loss; 1929, 70.51 and $586,775 income; 1930, 69.67 and 
$553,339 income; 1931, 60.49 and $710,969 income; 1932, 67.33 
and $391,489 income; 1933, 69.90 and $296,101 income, and 
1934, 66.43 and $267,999 income. 


REPARATION ORDERS 


Reparation orders have been issued in No. 17304 (supple- 
mental), International Oil Co. et al. vs. Abilene & Southern 
et al.; No. 23463 (supplemental), Wilson & Co., Inc., et al. vs. 
A. T. & S. F. et al.; No. 25463 (supplemental), Jill Brothers, 
Inc., vs. Railway Express Agency, Inc., et al.; No. 27627 (sup- 
plemental), C. W. Capps Produce Corp. vs. N. & S. et al.; No. 
27660, Sub. No. 1, Sam Pasekoff Co. vs. B. & O. et al.; No. 
27726, Pilgrim Corp. vs. Central Vermont et al. 


RATES ON EARTH SOIL TO LOUISIANA 


Witnesses for Swift and Company, appearing at the hear- 
ing in Docket 28047, Swift and Company et al. vs. Alton and 
Southern et al., at Chicago, September 13, ask for reparation 
amounting to approximately $5,000 on 62 carloads of earth soil 
which moved from Manito, Ill., to Harvey, La., in 1936 and 
1937. The refund asked represents the difference between a 
rate of $7.20 a ton paid on the shipments and $6.40 subse- 
quently established on fertilizer material. According to the 
testimony, the rate paid was 12th class provided in the tariff 
on earth soil. The contention was that the commodity was 
used as a conditioner for fertilizer and that $6.40 would have 
been a reasonable rate to pay for the movement. Witnesses for 
the defending railroads testified that, at the time the ship- 
ments moved, the rate on fertilizer material was, in fact, $8.20, 
and that, under the classification used, the shippers obtained 
a lower rate than would have been charged under a fertilizer 
material description. The $6.40 fertilizer rate was not estab- 
lished until after the shipments involved had moved. The 
establishment of that rate, they contended, in no way was an 
admission that the fertilizer material rate at the time the 
shipments moved had been unreasonable, and certainly no 
— that the lower earth soil rate as assessed had been 
too high. 


SHORT LINE ROUTING CANCELLATION 


C. A. Miller, general counsel of the American Short Line 
Railroad Association, has asked the Commission to suspend 
tariffs of railroads in Western Trunk Line Territory, dated to 
be effective October 15, on the theory that the tariffs in ques- 
tion are supplementary to those which have been suspended in 
I. and S. 4510, cancellation of rates and routes via short lines 
(see Traffic World, July 23, p. 155). 

A provision in the tariffs, which Mr. Miller has requested 
to be suspended, says that “rates named in tariffs enumerated 
herein, to which this is a supplement applying from or to junc- 
tions with the Cedar Rapids & Iowa City, Chicago, Aurora & 
Elgin, Chicago, North Shore & Milwaukee, Clinton, Davenport 
& Muscatine, Minneapolis, Northfield & Southern, Waterloo, 
Cedar Falls & Northern will not apply on traffic originating 
at or destined to stations beyond the above lines when mov- 
ing via such lines as intermediate carriers.” 
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The quoted provision of the tariff is interpreted by the 
short lines as an effort to eliminate them as participants in 
through routes on combination rates in connection with the 
trunk lines, even as were the tariffs eliminating them from 
participation in joint rates with trunk lines. On that theory, 
according to Mr. Miller’s letter, they should properly be sus- 
pended as part of the subject with which the Commission will 
deal in I. and S. 4510. 


FREIGHT RATE INCREASES 


The Northwestern Retail Coal Dealers Association, of Min- 
neapolis, Minn., in a reply to the petition of the railroads for 
continuation of the Ex Parte 115 increases on bituminous coal, 
has asked the Commission that, if it decides the increases 
should be continued, such increases be authorized temporarily 
or until such time as the increased rates are justified per se. 


LOANS TO RAILROADS 
In Finance No. 12160, the Montana Railroad, Inc., of 
Arkansas, has asked for approval of a loan from the R. F. C. 
of approximately $10,000 to make improvements to property. 
repair locomotives, and for other purposes. 





STOKER ORDER POSTPONED 

The Commission has postponed the effective date of its 
order in No. 24049, A. Johnston, grand chief engineer of the 
Brotherhood of Locomotive Engineers et al. vs. A. T. & S. F. 
et al., the automatic stoker case, from October 1 to November 
15. The postponement was made on account of the court pro- 
ceedings in the northern district of Ohio involving the validity 
of the Commission’s order. The postponement, according to 
the Commission, is in accord with the terms of the stipulation 
heretofore entered into by all parties to the court proceeding 
so as to afford opportunity for consideration of the case by 
the court. 


c. B. & Q. ABANDONMENT 


The Commission, by division 4, in Finance No. 11876, Chi- 
cago, Burlington & Quincy abandonment, has authorized aban- 
donment of a branch line extending from Koyle, Ia., to Cains- 
ville, Mo., a distance of approximately 20.59 miles. According 
to the report, the branch had been operated at a substantial 
out-of-pocket loss to the system. It said that testimony showed 
that there must be an increase in maintenance expenditures if 
the line be continued, but based on present expenses the record 
failed to afford any ground for a belief that revenues would 
increase sufficiently to permit its operation without burdening 
the system. 


REFUND ON INTERSTATE ORE 


Witnesses for the Interlake Iron Corporation, appearing 
at the hearing on the complaint of that company against 
the Great Northern, before Examiner Disque at Chicago Sep- 
tember 15, asked for a refund of $1,340 from the railroad of 
emergency charges paid between July 1 and August 21, 1936, 
on 323 carloads of iron ore shipped from points in Minnesota 
to smelteries in West Duluth. According to the testimony, the 
shipments involved were unrounted and had been sent over the 
Great Northern’s single-line interstate route through Superior, 
Wis. Simultaneously, many shipments had gone over intrastate 
routes from the mines to the smelteries. Between the dates 
mentioned, there was assessed on all shipments, intrastate and 
interstate alike, an emergency charge of 8 cents. On August 21, 
however, it was decided that the emergency charge should not 
apply. A refund was made on the intrastate shipments, but, 
according to the witnesses, the Commission refused on the in- 
formal docket to permit the railroads to make similar refunds 
on the interstate shipments. The formal complaint was filed 
and the hearing held for the purposes of proving the facts. 
There was no opposition from the railroad. 


LIVE STOCK HEARINGS 

The Commission, in No. 17000, part 9, live stock-western 
district rates, has canceled the hearings now assigned for 
October 3, 11 and 17, and has assigned them for further hear- 
ing on the issues embraced within its order of reopening of 
June 13 before Examiners Stiles and Copenhafer. The new 
assignments for hearings to begin at 10 o’clock a. m. each day 
are: Salt Lake City, Utah, October 24, at the Hotel Utah; Fort 
Worth, Tex., November 1, at the Hotel Texas; and Kansas 
City, Mo., November 7, at the Hotel President. 

In announcing the cancellation and reassignment, the Com- 
mission in a notice by Secretary Bartel, said that respondents 
would be expected to complete their presentation of evidence 
at the opening hearing already assigned at Chicago, Hotel 
Morrison, beginning September 26. 
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TRANSPORTATION CONFERENCE 
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No conclusions as to what should be done about the trans- 
portation problem were reached at the transportation confer- 
ence held September 14 and 15 under the auspices of the 
Chamber of Commerce of the United States. 

Instead, the conference approved a plan for the holding of 
another conference later in the year with a view to preparing 
a program for submission to Congress when it meets in Jan- 
uary. 

The discussion in the conference related entirely to the 
problems faced by the railroads, no other agency of transpor- 
tation having submitted proposals for consideration, as did the 
railroads. It was stated, however, that other phases of the 
transportation problem might be taken up later. 

At its first session, September 14, the conference selected 
George H. Davis, president of the Chamber, as chairman. 

The sessions, it was announced, would be “executive,’’ and 
authorized spokesmen would meet with newspaper men after 
each session to discuss the deliberations of the conference and 
to answer questions. 

At the close of the first session at noon September 14 a 
committee composed of Samuel T. Bledsoe, president of the 
Atchison, Topeka and Santa Fe Railway, and chairman of the 
Chamber’s transportation committee; Arthur M. Hill, president 
of the Atlantic Greyhound Corporation, and Sydney Ander- 
son, vice-president and secretary of General Mills, Inc., met 
with newspaper men, Mr. Bledsoe acting as spokesman. 

After announcing the selection of Mr. Davis as chairman, 
Mr. Bledsoe said the Chamber’s transportation committee, 
which had recommended the calling of the conference, had 
received fifty-nine suggestions relating to all phases of the 
transportation problem, most of them coming from persons not 
attending the conference. 

Most of the suggestions, said the transportation committee 
in a memorandum, related directly to the railroad situation. 
The committee said that, in considering which of these sugges- 
tions appeared to call for first consideration of the conference 
the committee had had in mind the importance of taking up 
major noncontroversial topics on which it was hoped that 
agreement could promptly be reached. Under this heading, 
said Mr. Bledsoe, the following were suggested: 


1. Revision of the rate-making rule. 2. Power of the states as to 
rates. 3. Consolidations. 4, Loans to railroads. 5, Repeal of land-grant 
statutes. 6, Grade crossings and railroad bridges. 7, Railroad boards 
of adjustment. 8, Government competition. 9, Reparation. 


Mr. Bledsoe said there had been a partial discussion at 
the morning session of points 1 and 2. As to federal and state 
regulation of rates, said he, there was a borderline and the 
desire was for clarification with respect to these powers. He 
did not go into details of the interstate-intrastate rate com- 
plexities, when one of the newspaper men sought enlighten- 
ment. He also said “equality of labor” was discussed but in 
response to inquiries said he would not go into the matter 
further at the time. It was understood that the reference to 
labor had to do with problems involved in the adjustment- 
board setup under the railway labor act. The present railway 
wage dispute was not taken up, according to Mr. Bledsoe. 


Johnson’s Suggestions 


Emory R. Johnson, professor of transportation of the Uni- 
versity of Pennsylvania, said Mr. Bledsoe, submitted a ‘““memo” 
of points to include in proposed railroad legislation as follows: 


1. Introductory paragraph. Purpose and policy of the statute. 
“‘The maintenance upon a sound financial basis and the further de- 
velopment of an adequate and efficient system of transportation by 
railroads under private ownership and operation.”’ 

2. As regards railroad consolidation. (a) Repeal the requirement 
that the I. C. Commission shall prescribe and prearrange general plan 
of grouping. (b) Give the Commission power to authorize a company 
to exercise the right of eminent domain in acquiring a property that 
has been included in a proposed consolidation that has been approved 
by the Commission—the Commission to fix the value of the property 
thus acquired. 

3. Reorganization of insolvent railroads. Establish a special court 
of three judges to handle all consolidations. Probably some amend- 
ments to section 77 may be helpful in shortening procedure. 

Consideration may well be given to providing for greater coopera- 
tion of the Commission with solvent carriers in working out plans of 
capital reorganization. The statute to state principles and policies to 
be carried out by the Commission. 

Statute to require provision for amortization of new bond issues. 

4. New rule of rate making. The Commission to fix rates that (so 
far as possible, will give carriers a reasonable rate of return upon 
the property used in performing the services rendered. The statute 
should declare rates to be legal that yield only a fair rate of return 
upon the property devoted to the performance of services for which 
the rates are charged. 
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5. Adjustment of intrastate rates, by the Commission in harmony 
with interstate rates when prescribed. The state authorities to seek 
action in the courts if they object to the Commission’s orders. 

6. Provide by statute that rates may be so adjusted (and shall 


be so fixed) that carriers may accumulate a surplus in times of busi- 
ness prosperity. 


7. Exempt the railroads from the tax on undistributed profits— 
“to promote stability of service and employment.’’ 


8. Repeal of reduction of rates for government transportation serv- 
ices by the land grant railroads. 


9. Require railroad carriers to obtain Commission’s approval pur- 
chase of stock of other railroads and of nonrailroad companies. Com- 
mission regulation, but not prohibition, of railroad holding companies. 

10. Such amendments to railroad labor legislation as will place car- 
riers and labor organizations on an equal footing as regards negotiations 
and responsibility for observance of agreements and contracts. 


Rail Statistics 


R. V. Fletcher, vice-president and general counsel of the 
Association of American Railroads, said Mr. Bledsoe, sub- 
mitted a statement summarizing railway operations and traffic 
as of September, 1938. The statistics dealt with revenues and 
expenses, rate of return on property investment, revenue car- 
loadings, traffic in 1938, mileage operating “in the red’; net 
deficits in 1938; railway mileage in bankruptcy; revenue a ton- 
mile and passenger-mile; ratio of railway payroll to operating 
revenues and operating expenses, and operating ratio. 

For the first seven months of 1938 the statement showed 
operating revenues of $1,936,050,000; net railway operating 
income of $109,335,000, and deficit in net income (after fixed 
charges) of $183,470,000. The rate of return on property in- 
vestment for the period was 0.84 per cent as against 2.26 in the 
whole of 1937, 2.57 in 1936, 1.93 in 1935, 1.78 in 1934, 1.82 in 
1933, 1.24 in 1932, 1.99 in 1931, 3.28 in 1930, and 4.81 in 1929. 

Carloadings, it was shown, stood at 19,543,279 for the first 
35 weeks of 1938, as against 25,934,207 for the corresponding 
period of 1937, the 1938 figure being comparable with the load- 
ing of 19,047,609 cars for the corresponding period of 1933. 
Loading for the 1938 period was 24.6 per cent under 1937, 16.2 
under 1936, 4.6 under 1935, and 44.8 under 1929. 

In pointing to the net deficit in 1938, it was stated that in 
February Class I carriers as a whole failed to earn even their 
operating expenses and taxes, with less than nothing available 
for interest and fixed charges. The statement said such a situa- 
tion had not before been reported for nearly 20 years. 

As of July 1, 1938, a total of 30.6 per cent of the railway 
mileage of the United States was in the hands of receivers or 
trustees, according to the statement, this being the largest 
percentage on record. The number of companies was 96, 
made up of 11 Class I companies in receivership, 27 Class I 
companies in trusteeship and 58 companies of other classes in 
receivership or trusteeship. 

For the second quarter of 1938 revenue a ton-mile averaged 
1.017 cents as against 0.939 cents for the first quarter, 0.935 
for 1937, 0.974 for 1936, 0.988 for 1935, 0.999 for 1933, 1.076 
for 1929, 1.097 for 1925 and 1.275 for 1921, a decrease, 1921-1938, 
of 20.2 per cent. Revenue a passenger-mile averaged 1.849 
cents for the second quarter of 1938 as against 1.889 for the 
first quarter, 1.794 for 1937, and 3.086 for 1921, a decrease, 1921- 
1938, of 40.1 per cent. 

The statement said that the second quarter of 1938 reflected 
the freight rate increases made effective March 28, 1938, as a 
result of Ex Parte 123. It said the passenger-mile average was 
lower in 1937 than in any previous year in railway history. 

The ratio of railway payroll to operating revnues was 
shown as 52 per cent for the first six months of 1938, 44.8 for 
1937, 42.9 for 1936, 45 for 1935, 43.2 for 1933, 46 for 1932 and 
42.6 for 1929. The ratio of railway payroll to operating ex- 
penses was shown as 63.9 for the first six months of 1938, 59.8 
for 1937, 59.3 for 1936, 59.9 for 1935, 59.4 for 1933, 59.8 for 
1932 and 59.3 for 1929. 

The operating ratio was shown as follows: 1938 (seven 
months) 80.3; 1937, 74.9; 1936, 72.3; 1935, 75.1; 1933, 72.7; 1932, 
76.9, and 1929, 71.8. 


R. R. Rate-Making Suggestion 


Mr. Bledsoe said the Association of American Railroads 
made the following suggestion on revision of the rate-making 
rule: 


It is of the first importance, as recent experience has demonstrated, 
that the railroads should have greater latitude in pricing their product 
in accordance with economic principles sanctioned by the experience 
of business generally. Railroads should have greater latitude than 
the present law permits in classifying their traffic and fixing a price 
which will yield greater revenue without injury to the public service 
and without diverting traffic to other and competing forms of trans- 
portation. Congress should lay a mandate upon the Interstate Com- 
merce Commission to fix rates with due regard to the right of rail- 
road owners to earn a return upon the value of property devoted to 
public service. The law should not permit the members of any 
regulating body to determine questions that are essentially managerial 
and which do not affect the public interest. 
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The transportation act of 1920, in section 15a, paragraph (2), im- 
posed the duty upon the Commission to establish or adjust rates so 
that the carriers ‘‘will, under honest, efficient and economical manage- 
ment and reasonable expenditures for maintenance of way, structures 
and equipment, earn an aggregate annual net railway operating income 
equal, as nearly as may be, to a fair return upon the aggregate value 
of the railway property of such carriers held for and used in the 
service of transportation.’’ The emphasis, it will be observed, was 
upon the right of the carriers to a fair return. 

The rate-making clause adopted in 1933 omitted all references 
to a fair return and required the Commission to give consideration, 
‘‘among other factors, to the effect of rates on the movement of traffic; 
to the need, in the public interest, of adequate and efficient railway 
transportation service at the lowest cost consistent with the furnishing 
of such service; and to the need of revenues sufficient to enable the 
carriers, under honest, economical and efficient management, to provide 
such service.’’ In administering these standards and particularly the 
one which requires the Commission to consider the effect of rates on 
the movement of traffic, there has been an increasing disposition on 
the part of the regulating body to substitute its judgment for that 
of railroad management as to the level of rates which would prove 
te be most profitable. 

The law should reflect the principle which the Interstate Com- 
merce Commission has itself announced in its latest annual report, 
where it says: 

‘“‘Public regulation is necessarily an interference with management, 
but it is not management and it is no part of our duty to interfere 
with management in the fixing of rates when the question is only one 
of what is wise or unwise in the exercise of sound business judgment.”’ 

We suggest, therefore, that the rate-making rule be revised so 
as to embody the principle of a fair return, and in such a way as 
to recognize the right of management to fix rates that will accomplish 
this purpose. 


Asked whether any representatives of the government were 
in the conference Mr. Bledsoe said there were not—that the 
conference was “purely a business meeting.” 


Members of Conference 


The following list of “members of transportation confer- 
ence in attendance” was made public: 


C. J. Abbott, president, Bank of Hyannis, Hyannis, Neb. 

V. P. Ahearn, executive secretary, National Sand and Gravel Assn., 
Inc., Washington, D. C. 

Sydney Anderson, vice president and secretary, General Mills, Inc., 
Minneapolis, Minn. 

James S. Arnold, Kuhn, Loeb and Co., New York, N. Y. 

T. B. Baker, E. I. dePont de Nemours and Co., Inc., Wilmington, 
Del. 

L. W. Baldwin, chief executive officer, Missouri Pacific Railroad 
Co., St. Louis, Mo. 

Julius H. Barnes, president, Erie and St. Lawrence Corp., New 
York, N. Y. 

John H. Barrm, vice president, The S. A. Gerrard Company, Cin- 
cinnati, Ohio. 

George A. Blair, general traffic manager, Wilson and Co., Chicago, 
tl. 

Samuel T. Bledsoe, president, Atchison, Topeka and Santa Fe Rail- 
way, Chicago, Ill. 

Philip A. Benson, president, The Dime Savings Bank of Brooklyn, 
Brooklyn, N. Y. 

Ivan Bowen, general counsel, Greyhound Corporation, Chicago, Il. 

Charles W. Braden, general traffic manager, National Distillers 
Products Corp., New York, N. Y. 

John J. Burns, general counsel, American Merchant Marine Insti- 
tute, Inc., New York, N. Y. 

Colonel E. George Butler, vice president, John G. Butler Co., Sa- 
vannah, Ga. 

Charles W. Chase, president, Indianapolis Railways, Inc., Indianap- 
olis, Ind. 

Edward Clemens, vice president, Mississippi Valley Barge Line Co., 
St. Louis, Mo. 

Donald D. Conn, executive vice president, Transportation Associa- 
tion of America, Chicago, Ill. 

Carl R. Cunningham, traffic manager, 
turers Assn., Atlanta, Ga. 

Leslie Craven, Miller, Owen, Otis and Bailey, New York, N. Y. 

W. H. Day, chairman, executive committee, National Industrial 
Traffic League, Boston, Mass. 

Fairman R. Dick, Dick & Mere-Smith, New York, N. Y. 


William C. Dickerman, president, American Locomotive Co., New 
York, N. Y. 


American Cotton Manufac- 


Charles Donley, president, National Assn. of Advisory Boards, 
Pittsburgh, Pa. 
Charles Donnelly, president, Northern Pacific Railway Co., St. 


Paul, Minn. 

D. C. Fenner, vice president, 
Corp., Long Island City, N. Y. 

R. V. Fletcher, general counsel, Association of American Railroads, 
Washington, D. C. 

M. Forgash, president, Freight Consolidators and Forwarders In- 
stitute, New York, N. Y. 

J. A. Gordon, president, 
Chicago, Ill. 

Chester H. Gray, 
Washington, D. C. 

E. J. Grimes, vice president, Cargill, Inc., Minneapolis, Minn. 

Hugh Hall, American Farm Bureau Federation, Washington, D. C. 


Mack-International Motor Truck 


Transportation Association of America, 


director, National Highway Users Conference, 
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C. Garland for Bob Handschin, Farm Research, Inc., Washington, 
a. Gr 


Arthur M. Hill, president, Atlantic Greyhound Corporation, Charles- 
ton, W. Va. 

C. E. Hochstedler for William D. Dean, Sprague, Warner & Co., 
Chicago, Ill. 

J. M. Hood, president, American Short Line Railroad Association, 
Washington, D. C. 

F. C. Horner, General Motors Corporation, New York, N. Y. 

H. D. Horton, president, Horton Motor Lines, Inc., Charlotte, N. C. 

George Houston, Baldwin Locomotive Works, Philadelphia, Pa. 

David H. Howie, vice president, Fiduciary Trust Co., Boston, Mass. 

Cc. F. Jackson for Ted V. Rodgers, president, American Trucking 
Associations, Inc., Washington, D. C. 

Emory R. Johnson, Wharton School 
Philadelphia, Pa. 

John B. Keeler, 
Pittsburgh, Pa. 

Fred I. Kent, director, Bankers Trust Co., New York, N. Y. 

Edward H. Leslie, Wood, Struthers Co., New York, N. Y. 

James Lee Loomis, president, Connecticut Mutual Life Insurance 
Co., Hartford, Conn. 

S. S. McCloskey, The National Grange, Washington, D. C. 

D. S. Morrison for R. D. Lapham, chairman of the board, Ameri- 
can-Hawaiian Steamship Co., San Francisco, Calif. 

H. S. Noble, president, Great Lakes Transit Corp, Buffalo, N. Y. 


E. E. Norris, president, Southern Railway System, Washington, 
BG 


John Oldham, Washington, D. C. 

F. N. Oliver, counsel, National 
Banks, New York, N. Y. 

Alfred S. Osbourne, vice president, Union Barge Line Corporation, 
Pittsburgh, Pa. 

E. F. Paxton for Edgar S. Gorrell, 
sociation of America, Chicago, Ill. 

John J. Pelley, president, Association of American Railroads, Wash- 
ington, D. C. 

William L. Petrikin, chairman of board, Great Western Sugar Co., 
Denver, Colo. 

F. A. Poor, president, Poor and Co., Chicago, Ill. 

Carlton Putnam, president, Chicago and Southern Air Lines, St. 
Louis, Mo. 

L. C. Sabin, vice president, Lake Carriers’ Association, Cleveland, O. 

L. C. Sorrell, Chicago, Il. 

John W. Stedman, vice president, The Prudential Insurance Co. 
of America, Newark, N. J. 

Henry E. Stringer, vice president, 
Washington, D. C. 

Frank J. Taylor, 
Inc., New York, N. Y. 

E. W. Wakelee, vice president and general counsel, Public Service 
Coordinated Transport, Newark, N. J. 

F. W. Walker, vice president, The Northwestern Mutual Life In- 
surance Co., Milwaukee, Wis. 

Edwin F. Wendt, American Institute of Consulting Engineers, 
Washington, D. C. 

Harry A. Wheeler, 
cago, Ill. 

W. J. Williamson, general traffic manager, Sears, Roebuck and Co., 
Chicago, Ill. 

R. W. Elton, secretary, National Paint, Varnish & Lacquer Asso- 
ciation, Washington, D. C. 

Thomas Henry, President, American Automobile Association, Wash- 
ington, D. C. 

R. A. Cooke, manager, traffic department, 
Publishers’ Association, New York, N. Y. 

Charles S. Embrey, Association of General Contractors of America, 
Washington, D. C. 


- Robert V. Fleming, president, Riggs National Bank, Washington, 
es 


W. J. H. McEntee, vice president, Acme Fast Freight, Inc., New 
York, N. Y. 


James L. Madden, vice president, Metropolitan Life Insurance Co., 
New York, N. Y. 

Ted V. Rodgers, president, American Trucking Associations, Inc., 
Washington, D. C. 

E. Marshall Rust, secretary, 
America, Washington, D. C. 

I. N. Tate, Weyerhaeuser Sales Co., St. Paul, Minn. 


C. E. Widell, Southern States Industrial Council, Inc., Nashville, 
Tenn. 


of Finance and Commerce, 


assistant general traffic manager, Koppers Co., 


Association of Mutual Savings 


president, Air Transport As- 


Hydraulic-Press Brick Co., 


president, American Merchant Marine Institute, 


president, Railway Business Association, Chi- 


American Newspaper 


Consulting Contractors’ Council of 


Additional Railroad Proposals 


After the afternoon session September 14, Mr. Bledsoe said 
the nine points proposed by the committee had been discussed 
“quite in detail” but no action had yet been taken. Additional 
proposals of the Association of American Railroads, submitted 
to the conference, were made public as follows: 


Power of the States as to Rates 


Under our dual system of government, difficulties have arisen where 
state regulating authorities are reluctant to follow the lead of the In- 
terstate Commerce Commission in fixing reasonable and non-discrimina- 
tory rates. In many cases where rate adjustments have been authorized 
by the national body, state commissions have refused to conform and 
there have been long delays, resulting in loss of needed revenue. In 
other cases, state commissions have taken the initiative in reducing 
rates, thereby bringing about a discrimination against interstate com- 
merce. While the present law affords the Interstate Commerce Com- 
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mission a certain measure of control over state rates, this control can 
be exercised only after extended hearings, resulting in serious loss of 
revenue. 

We recommend that the interstate commerce act be amended so as: 

(a) To enable the Interstate Commerce Commission, in any pro- 
ceeding of a general character, whether involving all rates or rates on 
a particular commodity, to make findings as to what should be the 
basis of intrastate rates so as to avoid discrimination against interstate 
commerce and so that the intrastate rates may go into effect contem- 
poraneously with the charges in interstate rates; and 

(b) To enable the Commission to suspend a reduction in intrastate 
rates where there is a prima facie showing that a reduction in intra- 
state rates would unlawfully discriminate against interstate commerce. 


Consolidations 


The railroads recognize the importance of adopting a sound policy 
on the subject of consolidations which will lead to a fewer number of 
systems, thereby making it possible to effect economies, while at the 
same time maintaining the principle of competition, ‘particularly be- 
tween the important areas of traffic and as applied to the main services 
of the railroads. The present law is defective, however, in that it re- 
quires the Interstate Commerce Commission to prescribe, in advance, 
a plan for the consolidation of railroads, according to standards found 
in the act, which have proven to be unworkable. 

The law should be amended so as to relieve the Commission of this 
obligation and to permit carriers to propose to the Commission consoli- 
dations, with no standard stated in the act except that such consolida- 
tions must be found by the Commission to be in the public interest. A 
simple statute of this kind will permit consolidations to be worked out 
by the railroads in accordance with the needs of the country and with 
due regard to maintaining the competitive principle. 


Loans to Railroads 


At the recent session of Congress, serious consideration was given 
to amending the Reconstruction’ Finance Corporation Act so as to 
liberalize loans to railroads. It was there suggested that the law be 
revised so as to permit the lending of money without pledge of col- 
lateral, where the prospect of future earnings made such a loan rea- 
sonably safe. It was also suggested that there be omitted, for a lim- 
ited time at least, the requirement that the Interstate Commerce Com- 
mission must find, before approving a loan, that the road is not in 
need of reorganization. This proposed measure also provided for loans 
upon a low rate of interest to certain railroads willing to expend funds 
for new equipment and for the re-employment of men to improve 
maintenance conditions. 

The railroads appreciate the help which they have obtained from 
the government, acting through the Reconstruction Finance Corpora- 
tion, in the way of loans which could not have been secured from the 
ordinary sources. In view of the importance of the railroads as public 
servants, it would seem to be sound statesmanship for the government 
to adopt a policy of making loans as liberal as is consistent with rea- 
sonable assurance of repayment. 


Repeal of Land Grant Statutes 


Under existing law, the railroads each year contribute more than 
$7,000,000 to the government in the way of reduced rates on govern- 
ment traffic. The law requires railroads which many years ago re- 
ceived land grants to provide preferential rates and other railroads, 
for competitive reasons, have met the reduction. At the present time, 
69 independent agencies and departments of the government receive 
the benefit of those reduced rates. As a matter of fact, only 17,627 
miles of railroad were constructed by the aid of federal land grants. 
Whatever sums were received by certain railroads as grants have long 
since been repaid in the way of reduced rates. Congress, by appro- 
priate legislation, should surrender its right to have traffic transported 
at reduced rates. Such a law would be of particular benefit to western 
and southern roads now in great need of: revenue. 

At the recent session of Congress, there was introduced and favor- 
ably reported to Congress by the House committee on interstate and 
foreign commerce what is known as the Lea bill. Our recommendation 
is that a bill of this kind be enacted with two amendments, one to 
make sure that it applies to the transportation of mail and the other 
to dispense with the necessity of a pre-audit of railroad freight bills 
by the General Accounting office. . . 


Railroad Grade Crossings 


There has been a tendency recently for Congress and the courts to 
recognize that the problem of separating railroad grade crossings is a 
public problem of much greater interest to travelers on the highways 
than to the railroads. It is obviously unfair that the railroads should 
be required to meet these heavy expenditures which are made more 
today for increasing capacity and expediting highway traffic than for 
considerations of safety. It is, therefore, suggested that legislation be 
adopted to the end that government shall bear the expense of eliminat- 
ing grade crossings, and that there should be more liberal appropria- 
tions for this purpose than have heretofore prevailed. 


Construction or Reconstruction of Bridges 


In connection with the improvement of navigable waters and the 
carrying out of flood control programs, it often is necessary to rebuild 
and maintain railroad bridges and the approaches thereto. This expense 
is not occasioned by the railroads and results in no benefits to them. 
Existing congressional legislation should be amended so as to provide 
that such contingent costs will be made at public expense and not 
paid for by the railroads. 


Railway Labor Act 


While many thoughtful students of the question believe that the 
railway labor act should be so amended as to create a federal tribunal 
with power to fix wages and working conditions, yet at this time we 
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are suggesting no more in the matter of labor legislation than amend- 
ments to section 3 of the act, dealing with boards of adjustment. The 
present law provides for adjustment boards vested with authority to 
consider and determine controversies which arise over the meaning and 
application of rules, working conditions and labor contracts. 

These boards are composed of an equal number of representatives 
of labor and management. When the board divides equally, as fre- 
quently happens, there is a provision for the appointment of a referee. 
These referees are employed on a per diem basis and there may be a 
separate referee for each particular case. The referee unfortunately 
does not hear the testimony, but is called in and required to decide the 
case without confronting the witnesses or having the benefit of a written 
record. We advocate an amendment to the law which will provide for 
permanent referees, who shall participate from the beginning in the 
consideration of particular cases, and for the making of a written 
record. 

Another weakness in the law is that there is no provision for court 
review at the instance of the railroad. This defect has prevented the 
railroads, as a practical matter, from securing a court review of de- 
cisions of the adjustment boards. It is recommended, therefore, that 
the law be amended so as to permit railroads dissatisfied with decisions 
of the adjustment boards to secure a review of the decisions by an 
appropriate federal court. 

Experience indicates also that there should be a limitation placed 
upon the time within which claims can be presented. In practically all 
similar laws, there are appropriate statutes of limitation. 

It should be made clear also that these adjustment boards should 
not deal with ordinary questions of discipline; which have nothing to 
do with the proper interpretation of rules or contracts. 


Federal Barge Line 

The government should withdraw from competition with privately- 
owned and privately-operated transportation agencies. At the present 
time, one of the most conspicuous instances of such unwarranted com- 
petition is the operation of the Federal Barge Line on the Mississippi 
and other rivers. The railroads believe that Congress, by appropriate 
legislation, should discontinue the operation of the Federal Barge Line 
and provide for the sale or disposal of its properties, in accordance with 
the clear intent of Congress at the time the barge line act was passed. 


Reparation 


For many years, the Interstate Commerce Commission has recog- 
nized that there should be a revision of the law dealing with repara- 
tion. It is doubtful if legislation can be secured which will obviate all 
objectionable features, but, in accordance with the Commission’s recom- 
mendation, it is here suggested to: 

(a) Amend section 8 of the interstate commerce act so that repara- 
tion may be obtained only in cases in which the person claiming dam- 
ages proves that he actually has suffered a direct pecuniary loss which 


he has not passed on to someone else in the course of commercial 
transactions. 


(b) Amend section 8 and section 16 (2) so as to eliminate the pro- 


vision for the recovery of an attorney’s fee in a successful suit in court 
to enforce a reparation award. 


(c) Amend section 8 so as to provide that, where a reparation 
award is made on account of the unlawfulness of a joint rate, no car- 
rier participating in the transportation shall be required to pay a 
greater proportion of the entire damage than that which its revenue 


from the transportation performed bears to the total revenue from 
such transportation. 


(d) Amend section 16 so as to shorten to six months the time within 
which complaints for recovery of overcharges or suits for undercharges 
or overcharges may be brought (with provision for additional 90 days 
if notice of an alleged overcharge shall be filed with the carrier in 
writing) and to shorten to 90 days from the time the cause of action 
accrues the period within which complaints against carriers for the 


recovery of damages not based on overcharges shall be filed with the 
Commission. 


Mr. Bledsoe said the reaction to the proposal with respect 
to government loans to railroads was favorable. Generally 
speaking, said he, there was no criticism of the proposals sub- 
mitted by the railroads. There were some inquiries and some 
members of the conference wanted to withhold their comment 
until the following day, said he. The comment in the confer- 
ence was generally favorable to the railroads’ rate-making 
proposal, said he. When it was suggested that the conference 
had been simply “feeling its way” at the sessions September 
14, Mr. Bledsoe agreed that that described the situation. 

Professor Johnson’s suggestions were not discussed fully, 
but the few who commented on them spoke favorably of them, 
said Mr. Bledsoe. When a question was asked as to point 10, of 
the Johnson memorandum, relating to labor, Mr. Bledsoe said he 
would not have stated the proposition as had Professor Johnson. 
Railway labor generally had lived up to its agreements, said he, 
when asked specifically as to that. He added a remark to the 
effect that there had been no cause for strikes. 


Mr. Hill was asked if the bus operators had any opposition 
to the railroad proposals. He said there was no opposition as 
to the nine points, as they were noncontroversial so far .as com- 
petitive forms of transportation were concerned. He said the 
bus operators had no program for submission to the conference 
but that they might comment on proposals made. He under- 
stood the truck operators were in a similar position. es 

One newspaper man inquired whether the purpose of the 
conference was not to formulate recommendations for a gen- 
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eral transportation policy, affecting all forms of transportation. 
Mr. Bledsoe said he did not know that such an assumption was 
correct. Recommendations, he indicated, would probably be 
limited to subjects on which agreement could be reached. 

There was no disposition in the conference on the part of 
shipper representatives to complain about high rates, said Mr. 
Bledsoe, but a disposition to consider the problems faced by 
the railroads. 

Mr. Bledsoe indicated approval of a suggestion of an in- 
quirer that the conference was primarily one dealing with the 
problenis of the railroads. Up to the time he was speaking, 
said he, the conference had considered only such problems. Any 
member of the conference, however, he said, could bring up any 
phase of the transportation question for consideration. He said 
in answer to another question that he hoped to see a legislative 
program recommended that would be backed by all groups. 
He did not know at the time whether conclusions would be 
reached by the close of the second day of the conference, which 
was called for September 14 and 15. He said it might be that 
committees would be appointed to consider proposals further 
after the conclusion of the conference. 

After the conclusion of the general conference September 
14 meetings were held by various groups of members of the 
conference in preparation for discussion of proposals the fol- 
lowing day. 


Another Meeting to be Held 


Mr. Hill, speaking for the committee designated to talk 
to the newspaper men, said after the morning session of Sep- 
tember 15 that it had been decided to appoint a steering com- 
mittee to bring in recommendations as to procedure, one of the 
questions being whether the conference should be continued and 
another meeting held in the next 30 or 60 days. This com- 
mittee also was to recommend procedure on carrying into effect 
conclusions reached by the conference. The members of the 
steering committee were: 

Harry A. Wheeler, president of the Railway Business Asso- 
ciation, chairman; Mr. Bledsoe of the Santa Fe; W. H. Day, 
chairman of the executive committee of the National Industrial 
Traffic League; Fred N. Oliver, counsel of the National Associa- 
tion of Mutual Savings Banks; Chester H. Gray, director of the 
National Highway Users Conference; Carlton Putnam, presi- 
dent, Chicago and Southern Air Lines; Charles W. Chase, presi- 
dent, Indianapolis Railways, Inc., and Sydney Anderson, vice- 
president and Secretary of General Mills, Inc., and a vice- 
president of the Transportation Association of America. 

Mr. Hill said that the conference, after having “felt” its 
way the preceding day, had got down to the business of con- 
sidering ways and means of proceeding. He believed that 
another meeting of the conference would be held some time in 
the future at which final conclusions might be reached. 

With reference to the railroads’ rate-making proposal, Mr. 
Hill said shippers in the conference asked for a specific recom- 
mendation as to the rule of rate-making that would be pro- 
posed and spokesmen for the railroads said a specific recom- 
mendation would be prepared in the near future. 

Railroad problems only had been considered thus far in 
the conference, said Mr. Hill, adding that the immediate and 
pressing problem was that of the railroads. 


Representatives of railroad labor, it was learned, were not 
invited to attend the conference. Such representatives partici- 
pated in the transportation conferences held under the auspices 
of the Chamber in 1919 and 1924. 


At the afternoon session, September 15, the conference 
made plans looking to the holding of another conference later 
and adjourned. 


The steering committee unanimously recommended that the 
chairman of the conference be authorized to appoint a committee 
of not less than nine or more than seventeen, all of whom shall 
have been in attendance at the conference, September 14 and 
15, to consider and formulate plans for a continuing conference. 

“This committee,” said the resolution of this steering com- 
mittee, “shall have power to add to its number and to invite 
interests not here represented to attend the next conference. 
The committee shall as soon as practicable fix the date of the 
next conference which shall be held in Chamber of Commerce 
building, Washington, D. C. 

“The committee shall prepare an agenda for the considera- 
tion of the next conference.” 

It was announced that the conference had unanimously 
accepted the recommendations of the steering committee, and 
appointment of members of the continuing committee, trans- 
portation conference, 1938, was announced as follows: 


Arthur M. Hill, chairman, president, Atlantic Greyhound Corpora- 
tion, Charleston, W. Va. 

C. J. Abbott, director, American Live Stock Association, Hyannis, 
Neb. 
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Sidney Anderson, vice president and secretary, General Mills, Inc., 
Minneapolis, Minn. 

Julius H. Barnes, president, Erie & St. Lawrence Corporation, New 
York, N. Y. 

Samuel T. Bledsoe, president, Atchison, Topeka & Santa Fe Rail- 
way, Chicago, Ill. 

Leslie Craven, Miller, Owen, Otis & Bailly, New York, N. Y. 

W. H. Day, chairman, executive committee, National Industrial 
Traffic League, Boston, Mass. 

Charles Donley, president, National Association of Advisory Boards, 
Pittsburgh, Pa. 

D. C. Fenner, vice president, Mack-International Motor Truck Cor- 
poration, Long Island City, N. Y. 

J. A. Gordon, president, Transportation Association of America, 
Chicago, Ill. 

J. M. Hood, president, American Short Line Railroad Association, 
Washington, D. C. 

George H. Houston, Baldwin Locomotive Works, Philadelphia, Pa. 

F. N. Oliver, counsel, National Association of Mutual Savings Banks, 
New York, N. Y. 

Carlton Putman, president, Chicago & Southern Air Lines, St. 
Louis, Mo. 

Ted V. Rodgers, president, American Trucking Associations, Inc., 
Washington, D. C. 

Frank J. Taylor, president, American Merchant Marine Institute, 
Inc., New York, N. Y. 

Harry A. Wheeler, president, Railway Business Association, Chi- 
cago, Ill. 


Chairman Wheeler, of the steering committee, said he re- 
garded the conference as an exceedingly constructive one and 
commended it for not having tried to do what he said would 
have been the impossible in the circumstances—adopt a trans- 
portation program. He pointed out the difficulty of getting 
diverse interests together and said it would take considerable 
time to do that. The decision to make the beginning of a 
continuing movement was commended by him and he predicted, 
in effect, it would lead to formulation of an intelligent pro- 
gram for submission to Congress next January. He character- 
ized the conference as the most constructive as any in which 
he had participated. 

The continuing committee will meet in Washington Sep- 
tember 30 to formulate a program for the next meeting of the 
conference. 

Mr. Bledsoe said that no interest other than the railroads 
had sought action by the conference at the meetings September 
14 and 15. He also commended the decision to arrange for 
another meeting. 

When asked if the continuing committee would invite 
labor representatives to the next conference, Mr. Hill said 
that labor was not specified. He indicated that “other inter- 
ests” might include large shippers and users of transportation 
who had not participated thus far in the conference. It was 
indicated further that the continuing committee would arrange 
a program in the light of discussion at the conference. A 
a program in the light of discussion at the conference. 


Rail Labor Attacks Conference 


In a statement issued for publication September 16, George 
M.Harrison, chairman of the Railway Labor Executives’ As- 
sociation, said: 


The Railway Labor Executives’ Association considers it stupidly 
presumptuous for the Association of American Railroads to seek legis- 
lation sponsored by it, without granting representation to either the 
million or more employes or the public. Such procedure however, is 
evidenced according to press reports of a conference held in Washing- 
ton, D. C., under the auspices of the Chamber of Commerce of the 
United States. 

It is apparent that the so-called conference was called for the pur- 
pose of propaganda. That it was convened during the negotiations 
over the carriers’ 15 per cent wage reduction is both significant and 
suspicious. Its theme song was that money is more important than 
men. 

Spokesmen for the gathering insisted that the wage controversy had 
no place in the deliberations, but that statement should be taken with 
a grain of salt. It is belied by the emphasis placed on the proposal 
to emasculate the Railway Labor Act, which has kept peace in the 
industry. 

It goes without saying that railroad labor will vigorously resist 
every effort to destroy this enlightened legislation. 

Practically every proposal made by the conference had previously 
been submitted to the Standard Railroad Labor Organizations and 
flatly rejected by their spokesmen. Our position remains unchanged, 
We regard the suggested changes as indefensible and know from ex- 
perience that they would increase the railroads’ problems. 

That these proposals have been made is not surprising, in view of 
the fact that nobody was represented at the conference except the 
financial interests which have brought the carriers to their present 
sorry plight. 

It will be well for the public to carefully consider the effect of 
the demand that the carriers be given a free hand in rate-making and 
in effecting consolidations. 

The merger scheme, of course, threatens the jobs of tens of thou- 
sands of railroad workers. But, equally important, it strikes at the 
prosperity of scores of communities which would be deprived of rail- 





September 17, 1938 


road service if management is permitted to work its will without re- 
straint. 

The railroad labor organizations on many occasions have offered to 
cooperate with the carriers in working out a reasonable solution of 
admitted problems. We regret that these offers were not accepted. 

We are still ready and anxious to assist the carriers along legiti- 
mate lines, but we will fight to the limit of our ability any scheme that 
threatens jobs without adequate provision for the men who will be dis- 
placed, or which places the public at the mercy of financial interests 
which, as I observed at the beginning, regard money as more important 
than the welfare of human beings. 


Transportation Association of America 


The executive committee of the directors of the trans- 
portation Association of America, at a meeting in Washington, 
September 16, considered what the association should do in 
view of the transportation conference meeting. Donald Conn, 
executive vice-president, said the committee “considered the 
future program and policy of the association and decided to 
proceed vigorously with the activities of the association directed 
toward the adoption by Congress of a national transportation 
program, and to cooperate with all agencies interested in the 
adoption of such a program.” 





CHICAGO, NORTH SHORE STRIKE 


Representatives of the Amalgamated Association of Street 
Electric Railway and Motor Coach Employes and the manage- 
ment of the Chicago, North Shore and Milwaukee Railroad 
were scheduled to meet in conference September 16 in an 
effort to settle the strike on that railroad, now a month old 
(see Traffic World, September 10, p. 484). Heretofore, A. A. 
Sprague, receiver for the railroad, had not been receptive to 
proposals for conferences on the ground that there was doubt 
as to which was the proper organization to represent the em- 
ployes in such negotiations. The dispute among the organiza- 
tions on that point had been taken before the National Labor 
Relations Board, and hearing had been held in Chicago. The 
board announced, September 14, that it would delay its deci- 
sion until the Commission had decided whether or not the rail- 
road was amenable to the provisions of the railroad labor act. 
That question is now before the Commission in electric railway 
docket No. 2, and briefs were recently filed (see Traffic World, 
September 10, p. 483). 

Mr. Sprague held a conference with Federal Judge J. H. 
Wilkerson, just returned to Chicago from a vacation, Septem- 
ber 15, and announced immediately afterwards that there 
would be a meeting between the management and the Amalga- 
mated the following day. Mediators representing the Depart- 
ment of Labor and the state department of labor have sug- 
gested that, in lieu of the 15 per cent wage cut put in by the 
railroad, which precipitated the strike, an arrangement be 
made to pay 85 per cent of the wages in cash and the remainder 
in scrip to be paid if and when the road’s revenues made that 
possible. The Amalgamated has indicated that it would con- 
sider such a settlement. It was considered possible, also that 
the management might acceed to it, because its original wage 
cut notice provided for a restoration of original levels in blocks 
of 1% per cent as revenues might rise. 


RAIL WAGE REDUCTION 


Developments in the dispute between the railroads and 
their organized employes over a proposed reduction of 15 per 
cent in wages moved toward the final step under the law— 
inquiry into the facts by a board to be appointed by the Presi- 
dent this week. Both sides seemed to take it for granted that 
that move was coming. G. M. Harrison, president of the Rail- 
way Labor Executives’ Association, with which 18 railroad labor 
unions are affiliated, announced that the general chairmen of 
those unions would reassemble at the Morrison Hotel Septem- 
ber 25 to consider the results of strike votes now under way. 
Reports from locals where the vote has been completed leave 
no doubt as to the vote being affirmative. A. F. Whitney, presi- 
dent, Brotherhood of Railroad Trainmen, said his chairmen 
would meet the same week-end for the same purpose. At 
Washington it was reported that headquarters of the Railway 
Labor Executives’ Association was at work preparing data to 
submit to the emergency board when it is appointed. 

Appointment of the board will follow on certification to 
the President by the National Mediation Board that an inter- 
ruption of traffic threatens, and such a notification will be 
made as soon as it is discovered that the strike vote is affirma- 
tive and a date for the strike has been set (see Traffic World, 
Sept. 3, p. 439). 

Meanwhile, members of the carriers’ joint conference com- 
mittee, under its chairman, H. A. Enochs, continued holding 
meetings in Chicago, also for the purpose of gathering data to 
submit to the fact finding board. In keeping with the position 
he had taken earlier, Mr. Enochs and his committee issued a 
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statement pointing out that the wage reduction notice of May 
12 was still in force, having merely been suspended by the 
intervening proceedings under the law, and that the 15 per cent 
wage reduction would go in effect October 1, when the “status 
quo” period of 30 days following on the breakdown of media- 
tion would come to an end. 

On September 15, class I railroads issued a reminder to 
their employes of that fact. It repeated what the joint confer- 
ence committee’s statement had said, that the wage reductions 
which had been “postponed from time to time by the operation 
of the Railway Labor Act” would go in effect at 12:01 a. m. 
October 1. It reminded the employes, also, that the railroads 
had agreed to arbitrate the question but that “national railway 
labor organizations refused to arbitrate.” 

Members of the committee of lawyers handling the dispute 
for the railroads met at the offices of the Association of Amer- 
ican Railroads in Washington on September 12. J. Carter Fort, 
a member of the committee, said the purpose of the meeting was 
— the railroads’ case for submission to the emergency 

oard. 


RAIL EMPLOYMENT 

Employees of Class I steam railways, excluding switching 
and terminal companies, at the middle of August, 1938, totaled 
939,268, a decrease of 19.22 per cent compared with August, 
1937, and an increase of 1.05 per cent compared with July, 
1938, according to a compilation made by the Commission’s 
Bureau of Statistics. 

Executives, officials, and staff assistants numbered 11,840, 
a decrease of 4.32 per cent compared with August, 1937, and 
a decrease of .30 per cent compared with July, 1938. Profes- 
sional, clerical, and general employes totaled 160,628, a de- 
crease of 10.36 per cent compared with August, 1937, and a 
decrease of .11 per cent compared with July, 1938. Mainte- 


-nance of way and structures employes totaled 203,256, a de- 


crease of 24.36 per cent compared with August, 1937, and an 
increase of 2.31 per cent compared with July, 1938. Mainte- 
nance of equipment and stores employes totaled 232,817, a 
decrease of 26.55 per cent compared with August, 1937, and 
an increase of 1.91 per cent compared with July, 1938. Trans- 
portation employes (other than train, engine and yard) num- 
bered 122,120, a decrease of 10.26 per cent compared with 
August, 1937, and an increase of .46 per cent compared with 
July, 1938. Transportation employes (yardmasters, switch- 
tenders and hostlers) numbered 11,840, a decrease of 13.29 
per cent compared with August, 1937, and an increase of .24 
per cent compared with July, 1938. Transportation (train and 
engine service) totaled 196,767, a decrease of 16.55 per cent 
compared with August, 1937, and an increase of .24 per cent 
compared with July, 1938. 


N. Y. S. & W. REORGANIZATION 


The Commission, by division 4, in Finance No. 11681, New 
York, Susquehanna & Western reorganization, has directed its 
Bureau of Valuation to file a report, which it has prepared, on 
its investigation concerning the property of the debtor, that 
of its subsidiary companies, the Hackensack .& Lodi, the Lodi 
Branch, the Passaic & New York, and the Susquehanna Con- 
necting, and that of the Erie Terminals Railroad Co. The re- 
port relates to original cost exclusive of lands and rights, cost 
of reproduction new, cost of reproduction less depreciation, 
hg 4 lands and rights, and working capital, as of December 
31, 1936. 





GRAIN DOOR HEARING POSTPONED 


At the request of defendant carriers, hearing in Docket 
28045, Board of Trade of the City of Chicago vs. Alton et al., 
set before Examiner Disque at Chicago September 12, was 
postponed to a date to be later set by the Commission. The 
railroads said they were not ready to proceed. The case in- 
volves charges for grain doors and grain door material in the 
Chicago area. An I. and S. case before the Illinois commis- 
sion, involving the same issue and set for hearing simul- 
— with the interstate case, was postponed to November 
14. 


NEW HAVEN REORGANIZATION 

Arguments are to be made before the Commission, divi- 
sion 4, October 21, in Finance No. 10992, New York, New 
Haven & Hartford reorganization, on plans that have been 
submitted for the reorganization of that railroad and its sub- 
sidiaries. 

Plans were submitted by the debtor, by an independent 
bondholders group, and an insurance group. In addition, plans 
for reorganization were submitted with respect to the Old 
Colony, the Hartford, Connecticut & Western and the Provi- 
dence, Warren & Bristol. 
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RAILROAD EARNINGS 


The Commission’s monthly compilation of operating rev- 
enues and operating expenses of Class I railroads for July, 
1938, and the seven months ended with July, in comparison 


with like periods of 1937, follows: 


July 
1938 
Miles of road operated at close of month.. 234,486 
Revenues: 

PE cccstuceetbssashounconeuc te $ 238,145,695 

ES en ee Ee 38,035,611 

DPPC. nih nicken ecb eeskwee exis 7,456,937 

EE ET eT ee ee 2,311,736 

All other operating revenues ......... 13,691,071 

Railway operating revenues....... $ 299,641,050 
Expenses: 

Maintenance of way and structures.... 36,960,600 

Maintenance of equipment............ 53,006,541 

DE; Gch Wckbhsbeend whoo bsu5 6s baw saes 8,575,420 

Transportation—Rail line............. 109,969,063 

Transportation—Water line........... 365,133 

Miscellaneous operations ............. 3,206,473 

i i eek cei ick hem 6 alka 10,434,267 

Transportation for investment—Cr. ... 293,265 

Railway operating expenses....... $ 222,224,232 
Net revenue from railway operations...... 77,416,818 
Se Ue INE, on wis swe an ecitens sans 28,060,809 

Railway operating income.........$ 49,356,009 
Equipment rents—Dr. balance............ 8,177,235 
Joint facility rent—Dr. balance............ 2,791,565 

Net railway operating income..... $ 38,387,209 
Ratio of expenses to revenues (per cent) . 74.2 
Depreciation included in operating ex- 

EE Wwe bGGNsek ensues edennecesacecesss 16,907,205 
SE RON nnd bwha Geese skurgieenceue es 7,960,629 
ID ke sikb sds hoes ceed eieanesdas 20,100,180 

Seven Months 
1938 
Miles of road operated at close of month*. 234,638 
Revenues: 

Seca sie epheke een hea bee ob heee $1,533,965,894 

cect asibececeseke ewentee hee’ 235,541,578 

ale a SS aE Al ea ne vere ieee Conc 54,047,363 

ee er ee ee et re 25,067,565 

All other operating revenues ......... 87,427,145 

Railway operating revenues...... $1,936,049,545 
Expenses: 

Maintenance of way and structures.... 232,576,846 

Maintenance of equipment............ 384,755,928 

Re eee ee 60,234,844 

Transportation—Rail line ............ 778,515,163 

Transportation—Water line .......... 2,772,010 

Miscellaneous operations ............-. 21,858,152 

is re Sos oes seen nanee eis 75,206,664 

Transportation for investment—Cr. ... 1,733,047 

Railway operating expenses....... $1,554, 186,560 
Net revenue from railway operations...... 381,862,985 
ee ee ee eee 197,064,346 
Railway operating income........ $ 184,798,639 
Equipment rents—Dr. balance............ 54,866,106 
Joint facility rent—Dr. balance........... 20,597,251 


Net railway operating income..... $ 109,335,282 


Ratio of expenses to revenues (per cent).. 80.3 
Depreciation included in operating ex- 

EE ph akceeekhs cb entthoeteevnseennees 117,820,833 
NE <ccuvaechesbeewssonavesanen 55,607,868 
RL cbs bkonastustsene evaesueeeon 141,456,478 


1937 
235,388 


$ 293,066,925 
42,059,309 
7,808,626 
4,213,999 
17,936,841 


$ 365,085,700 


47,644,140 
70,657,923 
9,047,061 
124,804,127 
432,263 
3,706,066 
10,837,188 
543,118 


$ 266,585,650 
98,500,050 
26,390,670 


$ 72,109,380 
8,255,478 
2,868,626 


60,985,276 
73.0 


<A 


16,359,413 
2,305,480 
24,085,190 


1937 
235,654 


$1,997,884,080 
253,748,897 
55,663,215 
34,944,737 
109,717,854 


$2,451,958,783 


289,759,377 
491,347,023 
61,211,788 
869,000,016 
3,310,929 
23,472,996 
89,723,943 
2,670,649 


$1,825,155,423 
626,803,360 
190,387,944 


$ 436,415,416 
54,846,420 
21,117,417 


$ 360,451,579 
74.4 
113,866,384 


32,768,176 
157,619,768 


*Represents an average of the mileage reported at the close of each 


month within the period. 


REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics of Class I steam railways, ex- 
clusive of switching and terminal companies, compiled from 
the reports of carriers by the Commission’s Bureau of Statistics 
for June, 1938, compared with those for June, 1937, and for 
the six months ended with June, 1938, and 1937, follow: 


June 
AGGREGATES 1938 

1. Miles of road operated at close of 

month, freight service .............. 233,408 
2. Miles of road operated at close of 

month, passenger service ........... 174,312 
3. Number of revenue tons carried ..... 107,556,637 
4. Number of revenue tons carried one 

OD 0:4 cttccecnassonee 21,812,231 
5. Freight revenue (whole dollars) ...... $222,419,736 
6. Number of revenue passengers carried: 

6-01. Commutation passengers ..... 18,154,741 


1937 
234,325 


175,337 
158,419,176 


29,149,402 
$281,432,087 


20,700,112 
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6-02. All other passengers .......... 18,664,899 
EE Geis sbuews sane ss ken exes 36,819,640 
7. Number of revenue passengers carried 
one mile: 
7-01. Commutation passengers ...... 317,097,391 
7-02. All other passengers .......... 1,571,556,603 
NEE S55 s ch bbb ar senesee bacon oie 1,888,653,994 
8. Passenger revenue (whole dollars) : 
8-01. Commutation fares ............ $3,178,242 
8-02. All other fares ................ $31,817,473 
EME sown 55.45.055 oes 0534S oka $34,995,715 
9. Passenger service train revenue (whole 
SED MEAG Gt Ress voc aGe son Son's $48,325,095 
10. Passenger train-miles ............c0.0. 32,525,217 
Bh IN SPINS a. vnc vnc viwweccvess 134,654,967 
AVERAGES 
FREIGHT TRAFFIC: 
12. Miles per revenue ton per road ... 202.8 
13. Revenue per ton-mile (cents) ...... 1.020c 
14. Revenue per ton per road (dollars) . $2.07 
COMMUTATION PASSENGER TRAFFIC: 
15-01. Miles per passenger per road ...... 17.5 
16-01. Revenue per passenger-mile (cents) 1.00c 
17-01. Revenue per passenger per road 
a ere $0.18 
ALL OTHER PASSENGER TRAFFIC: 
15-02. Miles per passenger per road ..... 84.2 
16-02. Revenue per passenger-mile (cents) 2.02c 
17-02. Revenue per passenger per road $1.70 
END <suekaveus vances osvene 
TOTAL PASSENGER TRAFFIC: 
15-03. Miles per passenger per road ..... 51.3 
16-03. Revenue per passenger-mile (cents) 1.85¢ 
17-03. Revenue per passenger per road 
PED buhesnabseeshwusdaneonnes $0.95 
18. Revenue passenger-miles per train- 
MED. snevekéuscsabbee Sh oneubs evade 58.1 
19. Revenue passenger-miles per car- 
BED nchemiwedhsecerscincueweneses 14.0 
Six Months 
AGGREGATES 1938 
1. Miles of road operated at close of 
month, freight service* ............+.+.. 233,602 
2. Miles of road operated at close of 
month, passenger service* ............ 174,074 
3. Number of revenue tons carried ...... 624,933,321 
4. Number of revenue tons carried one 
mille (thousands)  ...cccccscccescccce 132,477,215 
5. Freight revenue (whole dollars) ...... $1,293,941,695 
6. Number of revenue passengers carried: 
6-01. Commutation passengers ...... 119,515,054 
6-02. All other passengers ........... 108,604,444 
BAR, SORE: ack ene cbnasestesececcceees 228,119,498 
7. Number of revenue passengers carried 
one mile: 
7-01. Commutation passengers ....... 1,998,951,270 
7-02. All other passengers ........... 8,563,323,241 
SEE eS cas ee ewcwhaneehe ees behane 10,562,274,511 
8. Passenger revenue (whole dollars) : 
8-01. Commutation fares ............. $20,273,002 
eS reer rr $177,117,998 
EE ead Seba ehEheKe ees acev ane ee $197,391,000 
9. Passenger service train revenue (whole 
ED ca rnaien Swans pe xbanbecne ee $277,076,117 
BD, PUREE CHORE TITIES on. occ cccccsccvces 198,507,400 
ee ee eer 817,444,801 
AVERAGES 
FREIGHT TRAFFIC: 
12. Miles per revenue ton per road..... 212.0 
13. Revenue per ton-mile (cents)...... 0.977¢ 
14. Revenue per ton per road (dollars) $2.07 
COMMUTATION PASSENGER TRAFFIC: 
15-01. Miles per passenger per road...... 16.7 
16-01. Revenue per passenger-mile (cents) 1.01c 
17-01. Revenue per passenger per road 
SED ca cebu anes 6c554nceeK64.00 $0.17 
ALL OTHER PASSENGER TRAFFIC: 
15-02. Miles per passenger per road...... 78.8 
16-02. Revenue per passenger-mile (cents) 2.07¢ 
17-02. Revenue per passenger per road 
EE te roe roi as cise wie ns e'sun hs $1.63 
TOTAL PASSENGER TRAFFIC: 
15-03. Miles per passenger per road...... 46.3 
16-03. Revenue per passenger-mile (cents) 1.87¢ 
17-03. Revenue per passenger per road 
SEMNINED 55k 0kss ck ebS665ss0n 005 $0.87 
18. Revenue passenger-miles per train- 
DE at aGh heccrerdeesenouney ie 53.2 
19. Revenue passenger-miles per car- 
ee er ee 12.9 
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21,128,531 
41,828,643 


357,344,973 
1,806,420,861 
2,163,765,834 


$3,556,044 
$34,954,066 
$38,510,110 


$55,120,325 
34,342,126 
143,245,297 


184.0 
0.965c 
$1.78 


17.3 
1.00¢ 


51.7 
1.78¢ 


$0.92 
63.0 
15.1 


1937 
234,471 


175,522 
905,198,545 


181,914,829 
$1,702,324, 365 


126,709,932 
120,263,082 
246,973,014 


2,076,253,177 
9,594, 228,843 
11,670,482,020 


$21,127,960 
$190,430,799 
$211,558, 759 


$301,573,105 
207,323,130 
862,070,237 


13.5 


*Represents an average of the mileage reported at the close of each 


month within the period. 
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AIR TRAFFIC 


American-operated air carriers flew 2,213,634 more miles 
and carried 113,511 more passengers in the first six months of 
1938 than in the corresponding period of 1937, according to 
reports received by the Civil Aeronautics Authority from opera- 
tors of domestic lines and extensions to foreign countries. The 
total amount of express carried, however, showed a decrease of 
318,045 pounds. In this period the lines carrier 666,825 passen- 
gers, 3,943,353 pounds of express, and flew a total of 38,734,654 
miles. Passenger-miles flown totaled 289,554,564, or an increase 
of 47,876,120 miles over the January-June, 1937, period. 

The lines had 362 airplanes in operation at the end of the 
period, which consumed 21,606,485 gallons of gasoline and 395,- 
076 gallons of oil. Employment was furnished to 12,546 persons, 
classified as follows: 795 pilots, 623 co-pilots, 3,393 mechanics 
and riggers, 2,721 other hangar and field personnel, 4,567 office 
personnel, 321 stewardesses and 126 stewards. 

On the domestic lines only, miles flown totaled 33,142,289; 
passengers carried were 576,319; passenger-miles flown, 251,- 
138,579; express carried, 2,991,657 pounds. 

The domestic lines had 51,888 trips scheduled, of which 48,628 
were started. In addition, 1,246 extra sections were flown. Of 
all trips, both scheduled and extra sections, 93.86 per cent were 
started, and 88.44 per cent were completed. A total of 46,994 or 
94.23 per cent of the trips started was completed. 

The average speed for all the domestic lines was 152 miles 
an hour, ranging from an average of 107 m.p.h. reported by 
one line to 176 m.p.h. reported by another. The average length 
of each passenger’s trip was 436 miles. Passenger load factor 
(percentage of available seats used) was 56.73 per cent. 

Operation totals for the first six months of 1937 and the 
corresponding period for 1938 are given in the following table: 


January- January- 
June 1937 June 1938 
Domestic 
ee RN oi ovié ans Sav ede RRA wees 31,147,776 33,142,289 
PRSSONMOTS COTTION .... iciiecvccesivscees 464,068 576,319 
Passenger miles flown ..............ee0- 204,516,204 251,138,579 
Available passenger seat miles flown ... 367,826,377 442,716,419 
Express carried (pounds) ............... 3,416,666 2,991,657 
Express pound miles flown ............. 2,044,565, 967 1,862,792,904 
Mall carried (pounds)* ..... 2... cccccscses 9,834,493 + 
Mail pound miles flown* ................ 6,415,816,653 7,156,705,087 
es errr $6, 256,068.56 $7,187,473.69 
Foreign 

i IN i ine te as ak a tata i erty 5,373,244 5,592,365 
I I ag sain ican sale ee <a aS 89,246 90,506 
Passenger miles flown .........-cseseee. 37,162,240 38,415,985 
Available passenger seat miles flown ... 7 7 
Express carried (pounds) .............. 844,732 951,696 
Express pound miles flown ............. T tT 
Mail carried (pounds) .................. 361,615 373,589 
Mail pound miles flown ................. 7 


7 
Mail payments $4, 313,794.83 





+Not available. 
*Hawaiian operations are included in these figures. 


NATIONAL AIRPORTS SURVEY 


A detailed survey of the airports of the country has been 
started by the Civil Aeronautics Authority, according to an 
announcement by Clinton M. Hester, the Administrator, under 
whose supervision the study is being made. The survey is to 
serve as the basis for the Authority’s report to Congress on the 
advisability of federal participation in the development and 
operation of a national airport system. Under the law the re- 
port is to be made to Congress February 1, 1939. 

The survey is being conducted in the planning and develop- 
ment division of the Authority by two special staffs under the 
direction of Richard C. Gazley, chief. One group has been 
assiged to the collection of information from the field and the 
second group will assimilate and analyze this material as it is 
received. 

A. B. McMullen, chief of the airport section of this division, 
is in charge of the field survey group. The data to be collected 
by his staff will be concerned with the physical and functional 
capacity of existing airports and facilities, original cost, main- 
tenance and operation cost and revenue. Mr. McMullen has 
been head of the airport section since 1937, and during that 
time has been closely allied with airport development through- 
out the United States. One of his principal duties in that 
capacity is concerned with the technical supervision of airport 
projects carried out under the Works Progress Administration. 

An analytical staff under the direction of Douglas L. Culli- 
son will digest and analyze this material as it is received from 
the field. It also will prepare conclusions and recommendations 
to assist the Authority in drafting the final report. Mr. Cullison 
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has been engaged in technical research and analytical work for 
a number of years, and at one time was special assistant to the 
Federal Coordinator of Transportation. He was also formerly 
head research technician for the National Resources Committee. 
Recently he has maintained an office as business research con- 
sultant in New York City. 

Economic data as to the volume of trade, resources of vari- 
ous communities and other material having a bearing upon the 
need for and ability to support air transportation will form an 
important part of the information gathered. Where it is pos- 
sible to do so, the reporting facilities of existing agencies will 
be utilized in gathering this material. 

The Authority pointed out, according to the announcement, 
that a considerable background of information which has been 
obtained by the Airport Section in the course of its studies of 
airports, is available and will be used in the present survey. 
Questionnaires have been received from approximately 1,100 
airports during these studies and these are now being re-exam- 
ined in the light of the new assignment. 

The Authority also plans to make use of reports which 
have been prepared by various state and regional planning 
committees, where they are available. The military services 
will be consulted as to national defense needs, and efforts will 
be made to coordinate these needs with those of civil aviation. 

It is expected that a general advisory committee will in- 
clude representatives of the scheduled air transport operators, 
airport managers’ association, council of mayors, private avia- 
tion devotees, and other organizations concerned with the de- 
velopment and practice of aviation. 


AIR MAIL COMPENSATION 


In a report in air mail docket No. 35, Boston-Maine Air- 
ways, Inc., base rate mileage, the Commission, by division 3, 
has determined and published fair and reasonable rates on air 
mail route No. 27 as extended. 

The route originally extended from Boston to Bangor, 
Me., and from Boston to Burlington, Vt., a total distance of 
about 400 miles. In publishing the rate for this route, ac- 
cording to the report, the Commission fixed 33% cents as rea- 
sonable to apply to a base of 24,000 airplane miles, which was 
substantially the monthly equivalent of one daily round trip 
over the entire route. Since that decision the route has been 
extended from Bangor to Caribou, with intermediate stops at 
Millinocket, Houlton and Presque Isle, all in Maine, a distance 
of 168 miles, and from Burlington to Montreal, Canada, an addi- 
tional 74 miles. Thus the route has been increased in length 
from slightly over 400 miles to a maximum of approximately 
650 miles, according to the report, and the monthly equivalent 
of one daily round trip of approximately 24,000 airplane miles 
to from 38,500 to 40,000, depending on the method and time 
of computation. One daily round trip monthly over the entire 
route, therefore, had become more than 160 per cent of the 
base milage named by the Commission, according to the report. 

The Commission found that its order of March 11, 1935, 
in Air Mail Compensation, 206 I. C. C. 675, did not establish 
a - the carriage of air mail over the extensions of route 

0. 27. 

The report said the findings were without prejudice to any 
rates which might be fixed by the Civil Aeronautics Authority 
under the provisions of the Civil aeronautics act which differed 
materially from those of the air mail act of 1934. 


POSTAL TRAVEL ON AIR LINES 

The Civil Aeronautics Authority has prescribed regulations 
governing free travel on air lines by Post Office Department 
employes, as authorized by the civil aeronautics act, which 
provides for free transportation for Post Office Department 
employes when traveling on official business when relating to 
the transportation of mail by aircraft. The regulations pro- 
vide that they shall be applicable also to designated general 


officers of the Post Office Department, including the Postmaster 
General. 


NATIONAL AIR TRAVEL WEEK 


Twenty-one air lines in the United States will participate 
in the observance of national air travel week, October 1 to 9, 
according to T. Park Hay, managing director of the observance. 
A feature will be special 100-mile sightseeing flights at more 
than 200 cities. These will be conducted in regular transport 
planes with the same crews and under the same procedure as 
that used for regular scheduled flights. More than 50,000 “first 
riders” are expected to get their first experience in air travel 
on these flights. In addition to the special sightseeing air 
trips, Mr. Hay points out, at the present rate of air travel 
approximately 30,000 passengers will be carried on scheduled 
air trips in the week. 
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@ Here’s a complete refinery on wheels—rolling to its permanent 
home via Erie. Tons of equipment 8 stories tall—and so bulky 


that many railroads could not handle it. 


These extra big loads can be moved safely, speedily, because of 

Erie’s higher, wider clearances. Special equipment all along 

the line also assures faster handling of unusual freight. That’s 

why shippers call Erie “The Heavy Duty Railroad.” Why they 
trust Erie with their biggest loads. | 


But Erie’s more than a heavy duty road. It’s a railroad that 
offers faster, safer, more economical delivery—whatever or 
wherever you ship. Get the proof! Call the local Erie agent 


on your next shipment. 
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The Civil Aeronautics Authority has adopted a resolution 
commending the air lines on their plans to observe the tenth 
anniversary of scheduled flying in this country by designating 
October 1 to 9 as National Air Travel Week. The Authority 
said it officially commended the spirit and purposes of the 
celebration and extended its best wishes to the groups sponsor- 
ing it. 


AIR CARRIER ACCIDENTS 

American-operated air carriers flew 1,844,507 miles meas- 
ured by the accident and 13,161,571 passenger miles by the 
passenger fatality in the first six months of 1938, according 
to the Civil Aeronautics Authority. 

There were 5 fatal accidents in the period, in which 22 
passengers, 5 pilots, 5 copilots, and 8 other crew members lost 
their lives. In addition there were 16 accidents in which no 
fatalities occurred. 

These statistics cover operations of all air carriers operated 
by companies in the United States, including the domestic 
lines and extensions to foreign countries. The domestic lines 
had 15 accidents, flying 2,209,486 miles per accident, and the 
foreign-extension lines had 6 accidents, flying 932,061 miles 
per accident. 

Persons involved in the 21 accidents occurring on the 
domestic and foreign-extension lines numbered 226, including 
passengers, pilots, copilots, and other crew members. Of these, 
186 suffered no injuries, and 40 were fatally injured. 

Causes of accidents were attributed as follows: Personnel 
errors, 23.82 per cent; airplane failures, 19.05 per cent; weather, 
19.05 per cent; airport and terrain, 9.52 per cent; other causes, 
9.52 per cent; and undetermined and doubtful, 4.76 per cent. 

The nature of the accidents occurring in the period in- 
cluded: Collisions in full flight with objects other than aircraft, 
2 ne accident, 5; take-off accidents, 3; and taxying acci- 

ents, 2. 





PRIVATE FLYING DEFINED 


The Civil Aeronautics Authority has made a definition of 
private flying, the encouragement and control of which will 
come under the new unit recently established under Grove 
Webster. Private flying, according to this definition, includes 
gliding, soaring, inter-collegiate, pleasure, course of business, 
sport, seaplane, instruction, charter and fixed base, and sales 
and repair activities. 

Indicating the importance of the private flying field, Ed- 
ward J. Noble, chairman of the Authority, called attention to 
the fact that private flyers with 10,000 planes last year flew 
103,000,000 miles with 1,500,000 passengers as against the 300 
planes in air line service which, in 1937, flew only 66,000,000 
miles with 1,102,707 passengers. 


AIR MAIL RATES HEARING 


Hearing was held in Washington September 12 on the peti- 
tion of Wyoming Air Service, Inc., for fair and reasonable 
rates on air mail route No. 28, from Great Falls, Mont., to 
Cheyenne, Wyo., before Examiner Lucian Jordan. Marvin W. 
Landis, E. B. Brown, and William I. Denning, counsel, ap- 
peared for Wyoming Air Service, Inc., now the Inland Air 
Lines. William C. O’Brien, counsel, appeared for the Post 
Office Department. 

The petitioner averred that the rate of compensation for 
the transportation of air mail and the services connected there- 
with, as fixed in the Commission’s order of March 11, 1935, 
for route No. 28, at 29 cents an airplane mile for a monthly 
base mileage of 25,000 miles, was not fair and reasonable. 

Mr. Landis said that route No. 28 was operated over moun- 
tainous country paralleling the Rocky Mountain range, and 
through a thinly populated territory. Every effort, he said, 
had been made to build up the passenger and express revenues 
and notwithstanding that the air transport operations had 
keen conducted in the most efficient and economical manner 
possible, large losses had been sustained. He said that since 
the hearings in air mail docket No. 1, costs of commodities, 
labor and services had materially increased; that the costs 
of operation had been necessarily increased by these increases 
in prices, as well as by the increased cost of operating twin- 
engine aircraft over the cost of operating single-engine aircraft. 

Mr. Brown submitted exhibits showing operating losses for 
the fiscal year ended June 30, 1938. 





AIR MAIL CASES DISMISSED 


The Commission, by division 3, has dismissed a number 
of air mail proceedings not involving rates of air mail carriers 
as the result of passage of the civil aeronautics act. That act 
provides that only proceedings pending on the enactment date 
before the Commission for the determination of rates for the 
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transportation of air mail by aircraft shall be continued, orders 
therein issued, and appeals therefrom taken, as if the act had 
not been enacted. The proceedings which have been dismissed, 
it is explained, did not involve determination of rates. The 
dismissed cases are: Air mail docket No. 8, North American 
Aviation, Inc., rate review 1935-1936; air mail docket No. 15, 
North American Aviation, Inc., vs. American Airlines, Inc.; 
air mail docket No. 30, Transcontinental & Western Air, Inc., 
rate review 1935-1936; air mail docket No. 40, Varney Air 
Transport, Inc.-Varney Speed Lines, Inc., rate review 1934- 
1937; air mail docket No. 42, Northwest Airlines, Inc., rate 
review 1936-1937; air mail docket No. 43, in re rates for North- 
west Airlines, Inc.; air mail docket No. 44, American Airlines, 
Inc., rate review 1936; and air mail docket No. 45, United Air 


‘Lines Transport Corporation rate review 1934-1936. 


ARMY FIRING STOPS FLYING 


The Civil Aeronautics Authority has notified airmen that 
the flight of aircraft is forbidden between September 14 and 
October 2, except with special permission, in an area about 
25 miles long and 20 miles wide in the vicinity of Fort Bragg, 
N. C. The prohibition is on account of joint army air corps 
and anti-aircraft firing practice near Fort Bragg. 


AIR TRAVEL REGULATIONS 


President Roosevelt has notified heads of the executive 
departments, establishments and agencies of the federal gov- 
ernment to hold to a minimum the cost of air travel by govern- 
ment officials and employes in instances where such cost ex- 
ceeds the cost of the usual railroad or steamer transportation, 
taking into consideration savings in salary and subsistence 
allowances achieved by travel by air. 


In a communication sent to the heads of the departments, 
the President pointed out that the standardized government 
travel regulations permitted travel by air lines when the cost 
thereof, less the amount of salary and subsistence allowance 
that would be saved by this more expeditious method of travel, 


did not exceed the cost of the usual railroad or steamer trans- 
portation. 


The civil aeronautics act, the President pointed out, per- 
mitted travel by commercial aircraft, when authorized by 
competent authority, without regard to the cost of such trans- 
portation as compared with the cost of other modes of 
transportation. 


“In order to hold to a minimum the cost of air travel that 
would be in excess of such cost under the existing standardized 
government travel regulations, it is my desire that all requests 
for travel authority of this character be given the closest 
scrutiny and that such travel be permitted anly upon the writ- 
ten authorization of the head of the department, establishment, 


or agency for which the travel is to be performed,” said the 
President. 





GRANDFATHER CLAUSE CASE 


The government and the Commission have taken an appeal 
to the Supreme Court of the United States from a three-judge 
federal court decision in Oregon in Dan E. Maher, doing busi- 
ness as Interstate Busses vs. United States and Interstate Com- 
merce Commission (see Traffic World, July 16, p. 118). The 
three-judge court enjoined enforcement of the Commission’s 
decision denying a certificate to Maher permitting him to con- 
tinue operating busses between Seattle, Wash., and Portland, 
Ore. The denial was based on the Commission’s conclusion 
that Maher, in May, 1936, had changed the character of his 
operation and had thereby lost his right, under the grand- 
father clause, to a certificate. The change was from “any where 
for hire” to scheduled service between Seattle and Portland. 

Attack is made by the government and the Commission 
in their appeal on the holding of the district court that discon- 
tinuance of the “any where for hire” operation in May, 1936, 
did not deprive Maher of grandfather rights. 


Nelson Thomas, attorney for the Commission, in the lower 
court, argued that such a change in service as Maher had 
made deprived him of grandfather rights, his contention being 
that it was the aim of Congress, in passing the motor carrier 
act, to preserve the business of a carrier in which he was 
engaged on the grandfather date from encroachment by per- 
sons not engaged in the service that was so being rendered on 
that date. As to Maher, the Commission’s decision, in sub- 
stance was, as set forth in the arguments, that he was engaged 
in “any where for hire” operation on the grandfather date and 
that when, after he quit that sort of service, after the grand- 
father date, he could have no grandfather date right for the 
service he had substituted for it. A like contention is to be 
made before the Supreme Court. 
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Selling Highway Freight Transportation 


First of a Series of Eight Articles, by Charles E. Parks, Dealing with the Sales and 
Merchandising Phases of Truck Transportation 


try’s large industries. It has had two periods of growth 
—the period prior to the passage of the motor carrier 
act and the period since the passage of that act. 

The former was the period of “rugged individualism” in 
the trucking industry. Its outstanding characteristics were the 
promotion and establishment of trucking companies, cut-throat 
competition and chaos—chaos in service, rates, and operation. 
It was an era when anyone with some spare time and the 
ability to make a down payment on a second-hand truck could 
engage in the trucking business and operate when and where 
he pleased. And thousands did. They made their own rates 
and gave whatever kind of service they chose to give and “get 
by.” And strange to say, many truckers did get by, satisfied 
their customers, and made money. Out of these conditions 
arose Many prosperous concerns. 


In this period the trucking industry established itself and 
succeeded in wresting the greater part of the short haul less 
carload traffic and much carload traffic from the railroads, 
which theretofore had exercised a monopoly in the business of 
transportation. For example, in 1916 all shipments of milk to 
the fourteen principal markets in the United States were made 
by rail. In 1934, only 18.1 per cent moved by rail and the per- 
centage now is even less. Trucks are now the most important 
agency in the transportation of live stock from farm to market, 
about 55 per cent being hauled over the highways. They are 
also the chief haulers of fruits, vegetables, and other farm 
products. Other important commodities hauled in volume in- 
clude cotton, iron and steel articles, building material, paper and 
paper products, petroleum products, tires, automobiles, furniture 
and household goods. Trucks have even outmoded the mails as 
a distributor of news, as many metropolitan newspaper pub- 
lishers distribute their papers by motor truck to nearby cities 
at a saving in time and money. 

There exists no better example of the effects—both good 
and bad—of individual initiative, resourcefulness and energy 
in American business than this era in the history of the trucking 
industry. It can be “pointed to with pride” or as a “horrible 
example,” depending on the economic philosophy of the pointer. 

The Second Period 

The second period was ushered in with the passage of the 
motor carrier act in 1935. It is just beginning to reveal its 
characteristics. These indicate that it is to be a period of further 
expansion, of experimentation, growing regulation, increasing 
costs, operating difficulties, due largely to labor troubles, and 
financial uncertainties. 

The industry is still expanding. Of the total of 91,540 
motor carrier applications filed with the Interstate Commerce 
Commission since interstate truck operations were placed under 
federal control, 86,166 were “grandfather” applications, while 
5,374 were for new operations and extensions. 

The enactment of the law did not terminate overnight the 
chaotic conditions of the preceding period. The industry is still 
unstabilized, though it is gradually finding itself. For example, 
truck operators do not yet know their logical field of operation 
—whether 250, 500, or 1,000 miles—or under what arrangements 
they can engage in longer hauls. But they are anxious to find 
out and do not hesitate to experiment. These experiments, 
which are governed by new highway construction, developments 
in truck design, changes in economic conditions, legal restric- 
tions, and costs, result in constantly changing views. One 
month an operator will limit his operations to a point 400 
miles away. The following month he will extend operations to 
a terminal 200 miles further. The next month he will revert 
to his original route. At present, the theory seems to be that 
250 miles is the limit of the most profitable field of operation, 
though many operators haul profitably several times this dis- 
tance. 

Indicative of the transitory nature of this period is the 
growing theory that the two major transportation agencies, the 
trucks and the railroads, should be coordinated. This means 
that the sphere of operations of each should be defined and the 
service of each would supplement the other in furnishing the 
nation with a unified freight transportation system. Recent 
experiments in joint rail-truck rates point to this trend. Also, 
the abandonment by many railroads of free pick-up and delivery 
service would indicate that they are unable to compete with 
truck lines in handling local and short-haul less-carload traffic, 


Hissin transport is one of the youngest of the coun- 





and what little of this business is left to them will soon be taken 
over by the trucks. This theory was originally publicized by 
Joseph B. Eastman as Federal Coordinator of Railroads. 


Status of Regulation 


Perhaps the outstanding characteristic of the present era 
is the growth of government regulation of the industry. While 
many operators originally opposed the surrender of free enter- 
prise to government control and favor unrestricted competition, 
the large majority now accept federal regulation as necessary 
and even beneficial both to themselves and the public. They 
realize that the requirement of public interest is a dominating 
factor in their business. 

However, state and local regulation is not accepted so com- 
placently. This type of control is proving burdensome. Many 
state laws are so stringent as practically to prohibit motor 
truck operation on an economically sound basis. The operators 
have to break through state tariff walls, contend with port-of- 
entry rules, comply with state laws fixing uneconomical load 
limits and restricting the size of trucks, pay numerous tolls, 
license, registration, and permit fees, in addition to direct 
taxes assessed on a ton-mile basis, gas, and property. They 
also have to comply with numerous local ordinances. 

Illustrative of the restrictions imposed by state regulation 
is the spread in permissible gross weight of 18,000 pounds 
authorized in Kentucky and Tennessee to the 120,000 pounds 
approved by Maryland and Rhode Island. A Texas law limits 
net loads to 7,000 pounds. To make the situation more com- 
plicated, these weight limits are determined by different for- 
mulae. Also, the states differ greatly as to their requirements 
on foreign motor trucks. Some states are liberal, collect no 
ton-mile taxes, and require no license from private carriers 
outside the state. Other states require all out-of-state trucks 
to register and pay license fees or higher ton-mile taxes than 
local trucks. 

Port-of-entry regulations are especially burdensome to 
interstate carriers. Some states in the west have established 
checking stations where main highways enter. Here all incom- 
ing and, in some cases, outgoing vehicles are stopped for in- 
spection to see that state laws have been complied with and 
taxes paid and that the proper insurance has been taken out. 
Clearances are given only after filling out elaborate applications 
describing the truck, its load, and proposed route. 

There is also a great mass of state regulation dealing with 
the truck and its equipment. Lights, mufflers, fenders, steering 
gear, windshield wipers, defrosters, tool kits, fire extinguishers, 
locks and keys, bumpers, windshields, and fuel tanks have 
been the object of extremely detailed, highly divergent, and 
sometimes obscure legislation. To comply with the laws of 
some states, it is necessary that a carrier infringe those of an 
ajoining state. This is especially true with respect to the laws 
governing clearance lights. 

State regulations are eased somewhat by reciprocity agree- 
ments between the states, but when these break down and 
“border wars” result, interstate traffic is often tied up, result- 
ing in serious loss to the operators. Also, the Interstate Com- 
merce Commission has now issued regulations setting up uni- 
form safety and equipment standards for interstate carriers 
that will tend to eliminate some annoyances caused by state 
regulations. However, regulation of the size and weight of 
trucks has not yet come under the control of the Commission. 

The railroads complain of restrictive regulation but their 
problems from this cause are few in comparison with those 
faced by the trucking industry, particularly in connection with 
direct operations. As Dr. George R. Taylor, senior agricultural 
economist of the U. S. Department of Agricultural, has said, 
there is perhaps no invention of recent times that has been 
more productive of laws and regulation than the motor vehicle. 


Effect of Regulation on Merchandising Effort 


Regulation has been both helpful and detrimental to the 
merchandising activities of the trucking industry. In the main, 
federal regulation has proved beneficial, but the restrictions 
imposed by: states have tended to discourage merchandising 
efforts and limit truck operations. Obviously, an out-of-state 
trucker will not care to handle an occasional shipment to points 
in another state or attempt to build up his business within the 
— if he is penalized by large fees and taxes while attempting 
to do so. 
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The trucker is not the only one harmed by these restric- 
tions. Recently potato growers in a western state offered to pay 
the taxes and fees of out-of-state truckers if they would come 
into the state and move their crops. In another case peach 
growers in a southern state succeeded in getting the state’s 
license requirements relaxed on foreign trucks so they could 
move their crops to markets in other states. One of the factors 
that prevent long distance hauling from being profitable is 
limitations of the size and weight of trucks. 

Even federal regulations is detrimental to the merchandis- 
ing activities of truck operation, in some respects. For instance, 
it is no longer a simple commercial transaction for one opera- 
tor to expand or purchase the business of another. He must 
apply to the Interstate Commerce Commission and state au- 
thorities for permission. The making of applications is in itself 
an involved process and they are granted only under certain 
conditions. In many cases the rules of the Commission discour- 
age or prohibit entirely the transfer of motor carriers’ operating 
rights. 

Perhaps the most serious effect of regulation, from a sales 
point of view, is its time and energy consuming requirements. 
Prior to the passage of the motor carrier act, the brains and 
energies of the industry were devoted to getting business—to 
selling or some commercial activity that would result in more 
traffic volume and revenue. Now much of the time and energy 
of the operators and certain classes of their employes is taken 
up in seeing that the laws are complied with and administration 
requirements of regulatory bodies met. Just as in the railroad 
business, there is growing up in the trucking business a group 
of specialists whose business is rate adjustments, labor negotia- 
tions, combating restrictive regulations, and other non-produc- 
tive activities. Managements also are devoting more and more 
of their time to these activities to the detriment of their service 
and selling functions. If the trend continues it will not be long 
before the larger trucking companies will have, as their chief 
executives, lawyers and accountants instead of salesmen and 
businessmen. 


Effect of Rate Regulation on Selling Efforts 


The rate structure of the trucking industry is far from 
stable. The tariffs contain numerous discrepancies and incon- 
sistencies, due to conflicting rates and rules. Rate-cutting is a 
common practice and rate wars, up to now, have been common. 
These wars have created a situation where the gross revenues 
of many carriers are considerably less than their operating 
expenses. The continuance of this condition threatened to 
demoralize the industry and impair the service and resulted 
in the Interstate Commerce Commission declaring that an 
emergency last August existed in the New England and Central 
territories and fixing minimum rates in these areas. Previ- 
ously, it had issued a minimum rate order effective in the mid- 
dle Atlantic states. 

It is expected that the establishment of rates below which 
the carriers may not lawfully go will improve their financial 
condition, stabilize their rates and practices, and eliminate 
unfair and destructive competition, at the same time providing a 
more dependable and adequate service to the public. 

But even the establishment of minimum rates has brought 
new problems. For instance, it is believed that such rates will 
divert traffic from the common carriers to the contract carriers, 
forwarders, and, perhaps, to the railroads. No doubt influenced 
by this belief, the Commission recently ordered an investiga- 
tion into the rates of contract carriers in certain territories, 
though it expressed the view that it was necessary to establish 
a uniform basis for common carrier rates before it was possible 
to attack the similar problem of contract carriers. 

Also, it is admitted that it will be difficult to keep all motor 
carriers in line. The Commission has not the personnel to 
police the application of minimum rates and must be assisted 
by the industry. Only by such cooperation can law-abiding 
carriers hope to reap the benefits of this regulation and prevent 
rate cutting. 

The establishment of minimum rates and the gradual 
stabilizing of the rate structure will have a marked effect on 
the type of salesmanship displayed by the individual truck 
lines. Traffic can no longer be obtained merely by quoting a 
lower rate than that of a competitor. The service of each line 
must be adequate, it must meet the requirements of the ship- 
pers, and it must be sold properly. Those operators giving the 
best service and who display the most effective type of sales- 
manship in selling their service will get the bulk of the business. 

But rate regulation also has its disadvantages in a sales 
sense. It is gradually building up an involved and rigid rate 
structure, just as it did in connection with railroad rates. 
Tariffs are becoming complex and difficult to interpret. Rules 
and exceptions are being multiplied and becoming burdensome 
to shipper and operator alike. In the past, the simple tariffs 
and charges used by highway truck operators were important 
factors in attracting a considerable volume of merchandise 
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traffic, particularly from the small shippers, whose business 
did not justify the maintenance of traffic departments. These 
advantages are being lost as tariffs become more complex, due 
to regulatory requirements. 

Progressive individual carriers are meeting this problem 
by furnishing their shippers with simplified rate sheets that 
enable them to determine quickly the rates sought. At least 
one state commission, that of Nebraska, has attempted to sim- 
plify truck tariffs and has issued its official truck rates, classi- 
fication, rules, and regulations in an easily understood 66-page 
tariff. 

Effect of Competition on Sales Policies 


Competition in the trucking field is among common car- 
riers, contract carriers, owner-operators, and the railroads. 
The highway carriers do not take seriously railroad competi- 
tion for short-haul traffic. They do not fear this type of com- 
petition even at higher rate levels. In fact, the average trucker 
considers the railroads as out of the picture in this particular 
field—that is, for hauls of certain commodities and less carload 
freight within a radius of 250 miles. Incidentally, many rail- 
road traffic officers hold the same view, though they limit the 
proper sphere of operations of trucks to a lesser distance. 

While the railroads complain that the trucks take the 
“cream” of the traffic—that is, the higher-rated merchandise 
—the truck operators point to the fact that they serve exclu- 
sively over 50 per cent of the communities of the nation. For 
instance, in Pennsylvania there are 3,950 communities, or 42 
per cent, without railroad service. These must depend ex- 
clusively on the motor truck to supply their transportation. 

The decrease in traffic volume hauled by trucks since 
March of this year, compared with the same month in 1937, is as 
follows: July, 16.34%; June 8.72%; May, 19.66%; April, 14.22%; 
March, 30.39%. None of this loss is ascribed to railroad com- 
petition. On the contrary, the trucks continue to take traffic 
away from the railroads, which accounts for the comparative 
greater loss of railroad tonnage in this period. 

The competition that the individual truck line must face is 
competition within the industry itself. This is accentuated by 
the large number of motor carriers and depressed business con- 
ditions which have reduced the amount of traffic available and 
lead to rate cutting. Rate cutting is the principal selling point 
of what the industry terms the “chiseler,’” and represents the 
legitimate operator’s idea of unfair competition. The chiseler 
is an operator who accepts shipments at rates below the cost 
of hauling or in violation of published tariffs. 

To overcome this type of competition the law-abiding 
operators advocate minimum rates, effective enforcement of 
the motor carrier act, and united action by the industry to 
eliminate the “chiseler.” Illustrative of the efforts being made 
to wipe out unlawful competition, the household goods carrier 
in a certain district have adopted rules designed to prevent 
carriers from violating their published tariffs by underestimat- 
ing shipments. Under these rules a bureau has been estab- 
lished, comprised of the movers. When a bureau member is 
offered a job, he is required to telephone the bureau his esti- 
mate of the cubic feet, mileage, accessorial charges, and esti- 
mated total charge, quoted from the tariff. If another member 
is asked to quote on the same job, he is advised as to the esti- 
mate of the first carrier and is free to try for the haul but is 
prohibited from quoting a lower or higher figure unless he is 
able to convince the bureau that the other carrier has erred. 
By such action the industry hopes eventually to eliminate unfair 
competition among its own operators. 


MICHIGAN HIGHWAY LEAGUE 


The Michigan Highway Users’ and Employes’ League, re- 
cently incorporated in Michigan, has opened offices in Lansing 
with Roy H. Purkiser in charge as general manager. Mr. 
Purkhiser was formerly secretary of the Michigan commis- 
sion and later operated the Michigan Highway Transport Serv- 
ice Bureau. A. F. Mathews, president and general manager, 
Consolidated Freight Company, Saginaw, is president of the 
new organization, and C. R. Webber, Grand Rapids, secretary. 
Immediate plans of the organization include efforts to stop the 
diversion of highway tax funds in Michigan to other uses, and 
the protection of the reciprocal license agreements now in 
force between Michigan, on the one hand, and several other 
states, on the other. 

The objects of the league, as stated in its articles of in- 
corporation, are as follows: 

To promote and protect transportation service on the highway 
for the public good; to promote efficiency of operaton whereby the 
public and the industry may benefit from minimum costs; to pro- 
mote and protect the welfare of all persons engaged in any capacity 
in the industry; to promote and protect the welfare of the industry 
in relations appertaining to legislative and regulatory action in intra- 
state service and in reciprocal interstate and international service; 
to initiate and promulgate voluntary educational facilities and standards 


of practice designed to reduce accidents, improve safety and working 
conditions. 
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JOINT RAIL-TRUCK RATES 


Announcement that the Baltimore and Ohio-Alton and the 
Keeshin truck lines expected soon to file a tariff naming joint 
rates from and to all points on both the rail and truck lines 
(see Traffic World, September 3, p. 443) has created consider- 
able interest among both railroad men and truck operators. 
It is generally conceded that the filing of the tariff will be the 
prelude to similar publications by other rail-truck combinations. 
It became known this week that several truck operators planned 
to lay the question before the board of directors of the Central 
States Motor Freight Bureau, which is scheduled to meet at 
Chicago October 7. These operators believe that the B. & O.- 
Keeshin tariff forecasts a development with which other truck 
operators would do well, in their own interests, to become 
identified as soon as possible. Just what they expect the 
Central States board to do about it is not clear, though it was 
suggested that the logical first step would be for the bureau 
to appoint a committee to study the situation and to make 
recommendations as to whether or not the bureau, as a coopera- 
tive truck rate-making body, ought to try to set up machinery 
to develop joint rate adjustments between its member lines, on 
the one hand, and the railroads, on the other. 

Another question that arose in the minds of interested 
observers was as to how much chance there was of friendly 
cooperation between the railroads and the trucks—especially 
truck rate publishing bureaus—in the matter. It was pointed 
out that, at least so far as the Central States Bureau was con- 
cerned, the only major attempt at such cooperation failed when 
the bureau refused to accept the recommendations of its com- 
mittee that had worked with a railroad committee toward the 
elimination of low-spot rail and truck rates in C. F. A. territory. 
On the other hand, it was known that unofficial representatives 
of some eastern railroads had already sought to sound out the 
sentiments of groups of truck operators, but the process had 
apparently not as yet gone far enough to result in anything 
definite. Such contacts were being made with great caution. 

The subject has also been discussed among the western 
railroads. In that group it was pointed out that the effect of 
the B. & O.-Keeshin arrangement, through the National Freight 
Lines, which operate in Iowa, will be to tap present sources of 
traffic of the Iowa railroads. It was not expected that the west- 
ern railroads would permit such traffic to drain away over the 
rail-truck joint rate routes without making an attempt to shift 
eastern rail traffic by making similar arrangements between 
western railroads and truck lines operating east of the Missis- 
sippi River. 

It was pointed out, however, that the Association of Amer- 
ican Railroads would have something to say about the matter, 
perhaps even before the B. & O.-Keeshin tariffs were filed. 
Attention was called to a resolution adopted at a meeting of 
the A. A. R. in Chicago in November, 1935, which, however, did 
not become public until April, 1936 (see Traffic World, April 11, 
1936, p. 695), in which the president of the A. A. R. was 
directed to “issue an order forbidding the establishment of 
joint rates as between member roads, on the one hand, and 
common carrier truck or bus companies, on the other, except 
in cases where . . . the territory involved is not served by rail- 
road and such arrangement, therefore, would not constitute an 
invasion of another railroad’s territory.” President Pelley 
issued such an order in compliance with the resolution. 

Under the terms of that order, the question arises as to 
whether the B. & O. can make its arrangement with the Keeshin 
interests effective without resigning as a member of the A. A. R. 


ACME ORDER POSTPONED 


The Commission, on application of Acme Fast Freight, Inc., 
and National Carload Corporation, has postponed the effective 
date of its order of July 12 to October 31 in MC 2200, Acme 
Fast Freight, Inc., et al., common carrier application. They 
asked that the effective date, September 15, be postponed 
until further orders of the Commission. 

In its decision of July 12 in this case the Commission found 
the applicant and the National Carloading Corporation neither 
common carriers by motor vehicle nor brokers. It held in 
effect, according to a summary in the petition of the National 
Carloading Corporation, that motor common carriers could 
not lawfully maintain joint rates and divisional arrangements 
with common carriers which were not subject to the interstate 
commerce act, and that motor contract carriers could not 
lawfully make contracts with common carriers not subject to 
that act. 

The two companies pointed out that in its decision the 
Commission deferred consideration and decision on the ques- 
tion whether the applicants were express companies, as that 
term was used in the interstate commerce act, for decision 
in No. 27635, Freight Forwarding Investigation, now pending. 
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In addition the two companies called attention to the fact that 
I. and S. M-247 was now pending and that it involved the 
question of whether proportional rates might lawfully be main- 
tained by motor common carriers in connection with business 
handled to and from certain key distributing points by freight 
forwarders. The decision of the Commission in that proceeding 
when made, said the National Carloading Corporation, would 
have a very important effect on the business of the applicant 
and of the National, as well as on other freight forwarders. 

The National pointed out that the Commission, in its 
decision, indicated that it intended to recommend legislation 
to Congress for the regulation of freight forwarders. It said 
that unless a postponement was made great confusion would 
result which would be injurious to it and to thousands of motor 
carriers which now had joint rates and contractual arrange- 
ments with Acme and the National. 

Acme said that should the Commission sustain Examiner 
Later’s proposed report in I. and S. M-247, the continuance of 
arrangements which had existed for many years between it 
and motor carriers would be lawful through the publication 
and filing of similar proportional rates. It therefore repre- 
sented that it would be unjust and inequitable for it to be 
deprived of the business and for shippers and communities to 
be deprived of its service, until the final and authoritative 
determination of the legality of joint rates or proportional 
rates. Otherwise, it said, it might be deprived of its business 
unlawfully in an interim and unreasonably and unnecessarily 
put to the expense of reestablishing the service in the event 
that subsequently either method was held to be lawful. It 
submitted that the reasonable and just discretion reposed in 
the Commission required that the order be postponed to await 
final decision in the Freight Forwarding Investigation, in 
I. and S. M-247, and the action of Congress with respect to 
bringing forwarding companies within the purview of the inter- 
state commerce act. 


MOTOR ACT PROSECUTIONS 


Judge John Paul in the federal court for the western dis- 
trict of Virginia has fined King D. Williams, operator of one 
truck, $150 on three counts of an information alleging opera- 
tion without a certificate, without having filed tariffs, and with- 
out carrying insurance, according to a statement issued by 
Secretary Bartel of the Commission. Williams pleaded guilty 
to three counts in an information of nine counts. Williams, 
according to the statement, has been transporting principally 
household goods, tobacco, flour, and canned goods from points 
in Virginia to points in North Carolina. His place of business 
is at Schoolfield, near Danville, Va. Imposition of sentence 
on the other six counts, according to the statement, was sus- 
pended for three years conditioned on Williams’ compliance 
with the provisions of the motor carrier act. 

Judge Walter C. Lindley in the federal court for the east- 
ern district of Illinois has issued a decree enjoining William E. 
Kotter and Warren Kotter, doing business as Kotter Truck 
Service, from further violations of the motor carrier act, says 
a statement by Secretary Bartel, of the Commission. Accord- 
ing to the secretary’s statement, the defendants were charged 
with operating by motor vehicle in the transportation of prop- 
erty interstate without a certificate or permit, and without 
a tariff or schedule or copies of contracts on file, and without 
having filed with the Commission the required security for the 
protection of the public. The operations of defendants found 
to have been unlawful were between points in Illinois, Mis- 
souri, and Kentucky. 

The Commission has also been advised that a decree was 
entered permanently enjoining Fred O. Dennis, doing business 
as Dennis Bus Service, from further violations of the motor 
carrier act. The court, according to the secretary’s statement, 
found that Dennis had operated as a common carrier of pas- 
sengers without a certificate authorizing such operations in- 
terstate and without having a tariff of rates on file with the 
Commission. It said that Dennis’ operations were between 
points in Illinois, Missouri and Indiana. The decrees in both 
the Kotter and Dennis cases were entered without contest on 
the part of the. defendants, said the statement. 


CENTRAL STATES MOTOR RATES 


The Blue Ridge Glass Corporation, Kingsport, Tenn., and 
Franklin Glass Corporation, Butler, Pa., replying to the petition 
of the Central States Motor Freight Bureau, dated August 31, 
for amendment of the order in Ex Parte MC 21, motor carrier 
rates in central territory, ask that the petition be denied so 
far as it relates to changes in rates on glass, rough rolled, wired 
or not wired, polished, wired or plate, or laminated, not bent. 

The Motor Carriers Central Freight Association in Ex Parte 
MC 21, asks denial of the petition of the Central States Motor 
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Freight Bureau for relief from the Commission’s order in this 
case to permit the addition of Item 2625 in Agent Meyers’ MF 
I. C. C. No. B-162 for the purpose of establishing a rate of 50 
cents a 100 pounds, minimum 5,000 pounds from Detroit, Mich., 
to Peoria, Ill., on machinery and machines, namely, tractor 
arts. 
$ The Triangle Express Co., of Canton, O., has asked the 
Commission to amend the minimum rate order in Ex Parte 
MC 21 to include sweepers, hand, namely, carpet and vacuum 
cleaners combined, from North Canton, O., to Chicago, IIl., 
at a rate of 44 cents a 100 pounds with a minimum of 16,000 
ounds. 

‘ The Central States Motor Freight Bureau, Inc., has asked 
the Commission to amend its first petition for amendment of 
the rates prescribed by the Commission in Ex Parte MC 21, 
motor carriers’ rates in central territory. It asks that para- 
graph V of its first petition be amended by adding material, 
shown in twenty-one exhibits, which, if adopted, would result 
in increases and reductions. It also shows amendments desired 
by the independent action of carriers parties to tariffs filed by 
C. M. Myers, D. T. Waring, R. L. Weck, F. P. Willette, W. G. 
Clayton, T. G. Hannon, W. L. Meyers, Everett H. Russell and 
Harry M. Slater. . 

In another petition the bureau asks the Commission to 
modify finding No. 5 of its report in this case so as to provide 
in lieu of the provision which reads: “Agent C. F. Jackson’s 
MF-I. C. C. Nos. 5 and 6,” language as follows: “Agent C. F. 
Jackson’s MF-I. C. C. No. 5, supplements thereto and successive 
issues thereof and MF-I. C. C. No. 6,” or other provisions of 
like force and effect. The petition says that the modification 
desired is necessary to eliminate the burden on the Commis- 
sion’s and publishing agencies’ staffs for filing, considering, and 
disposing of applications for each individual reduction in the 
classification, the extent of this burden being indicated by the 
number of reductions published in National Motor Freight 
Classification No. 3, to meet rail competition. Unless modifica- 
tion is granted, says the petition, motor carriers will be at an 
unfair competitive disadvantage and will increasingly encounter 
unwarranted losses in tonnage. 

G. H. Dilla, agent of the Motor Carriers Tariff Bureau, has 
asked the Commission, in Ex Parte MC 21, motor carrier rates 
in central territory, to include rates on paper and paper articles 
from Kalamazoo, Niles, Parchment, Plainwell, Three Rivers 
and Watervliet, Mich., to Akron, and other points in Ohio, 
which are not now carried in the Central States Motor Freight 
Bureau tariffs but have been published by the Interstate Motor 
Freight System in its tariff, MF I. C. C. No. 97. The rates are 
proposed to enable the shippers in the Michigan district to com- 
pete in the markets of Ohio with paper manufacturers of the 
so-called Miami Valley district in Ohio. 

Mr. Dilla has also asked the Commission to continue rat- 
ings and commodity descriptions in exceptions MF I. C. C. 
No. 16, issued by him and supplements thereto, in the minimum 
rate order issued in this case. 


MOTOR ORDERS EFFECTIVE 


The following recommended orders have become effective 
as shown: 

MC F-274, Motor Distributing Corporation, purchase, Ellis 
Smoker, as of Sept. 9; MC F-275, Motor Distributing Cor- 
poration, purchase, Roy E. and W. Eugene Wickett, as of 
Sept. 9; I. & S. M-300, paper articles, ratings, Illinois Freight 
Association territory to southwest, as of Sept. 3; I. & S. M-318, 
electrical supplies, etc., via Shulman & Sons Express, as of 
Sept. 1; MC 159, Sub. No. 3, Jack Wehby, Nashville-Bristol, 
Va., extension, as of Sept. 2; MC 305, Sub. No. 3, Rexford Truck- 
ing Corporation, extension of operations to Ohio, as of Sept. 
1; MC 1954, H. T. Luther, common carrier application, as of 
Sept. 3; MC 7155, Sub. No. 1, Roy Williams, extension of opera- 
tions, Sublimity, Ore., as of Sept. 3; MC 12048, Chester A. Bell, 
broker application, as of Aug. 19; MC 15818, I. H. Goldstein, 
common carrier application, as of Sept. 3; MC 15817, I. H. Gold- 
stein, contract carrier application, as of Sept. 3; MC 43371 and 
MC 73767, Film Pick-up Service, contract carrier applications, 
as of Sept. 1; MC 50993, Sub. No. 1, James Frank Murray, 
Camilla-Edison extension, as of Sept. 3; MC 65519, E. H. Miller 
Transportation Co., Inc., contract carrier application, as of 
Sept. 1; MC 65520, E. H. Miller Transportation Co., Inc., com- 
mon carrier application, as of Sept. 1; MC 68295, Sub. No. 1, 
Wisconsin Northern Transportation Co., Inc., extension of op- 
erations, Ashland, as of Sept. 2; MC 86601, Harry M. Levin, 
common carrier application, as of Sept. 1; MC 86784, War 
Eagle Oil Co., common carrier application, as of Sept. 3; MC 
86820, O. H. Kemp, common carrier application, as of Sept. 3; 
MC 86932, Laurits Lauritsen, contract carrier application, as 
of Sept. 2; MC 88425, G. Stallings, common carrier application, 
as of Sept. 1; MC 88560, Horace C. Duffin, contract carrier 
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application, as of Sept. 1; MC 88774, Soft Crab Express, Inc., 
common carrier application, as of Sept. 2; MC 88876, Express 
Terminal, Inc., common carrier application, as of Sept. 1; MC 
94242, Nathan Shapiro, contract carrier application, as of 
Aug. 3; MC 2127, Albert J. Demelle, common carrier application, 
as of Aug. 19; MC 2445, Sub. No. 1, Bessie and Rubin Schuster, 
extension of operations, as of Aug. 26; MC 15792, Sub. No. 2, 
Donat Gaudette, extension of operations, as of Aug. 22; MC 
19056, William Euart Hibbitt, broker application, as of Aug. 26; 
MC 51012, Sub. No. 2, Jimmie Thomas Bryant, extension, ivory 
nuts, as of Aug. 31; MC 64879, Sub. No. 1, Dwight J. Jaszkowiak, 
extension of operations, Ogalala, as of Aug. 31; MC 83857, Sub. 
No. 1, Homer A. Jones, extension of operations, Chicago, as of 
Aug. 19; MC 84735, Sub. No. 1, Short Way Lines, Inc., extension 
of operations (Jamestown Horse Cave), as of Aug. 31; MC 
86989, George Isaac Shipmen, common carrier application, as of 
Aug. 26; MC 88074, Max A. Vener, contract carrier applica- 
tion, as of Aug. 26; MC 88233, Harry -E. Honken, common 
carrier application, as of Aug. 31; MC 88315, Ed. R. Gonzales, 
common carrier application, as of Aug. 26; MC 98054, Ray Kit- 
common carrier application, as of Aug. 26; MC 98054, Ray 
Kittilstved, common carrier application, a sof Aug. 31; MC 
F-177, Triangle Express and Transfer Company, purchase, 
Alfred J. Noble, as of Sept. 12; MC F-266, G. R. Wood Trans- 
portation Co., Inc., consolidation, Doretta Rader, Vincent 
Mariani, Frank Mariani, as of Sept. 12; MC F-273, East. Texas 
Motor Freight Lines, merger, Southern Transportation: Co., as 
of Sept. 12; MC F-392, A. E. and C. O. Fiveash, purchase, Wil- 
liam McK. Thomas, as of Sept. 12; MC F-503, Z. T. King et al., 
purchase, S. W. Ford, as of Sept. 12; MC F-542, Mundy Motor 
Lines, purchase, R. L. and C. L. Royster, as of Sept. 12; MC 


ee de Mundy Motor Lines, purchase, R. W. Johnson and C. B. 
iller. 





NEW ENGLAND MOTOR RATES 


American Trucking Co., Consolidated Motor Lines, Inc., 
M & R Transportation Co., Superior Motor Freight Lines, 
and Wooster Express, Inc., have asked the Commission to 
modify its order in Ex Parte MC 22, motor carrier rates in 
New England, so far as the order prescribes as minimum rates 
on paper and paper articles from various named points in the 
so-called Holyoke-Springfield district to New York and points 
in the New York-New Jersey industrial area, the rates as pub- 
lished in Items 1890 and 1885 of Sectional Tariff No. 2, Agent 
Earle C. Doebener’s MF I. C. C. No. 2, the points of origin and 
of destination in the areas referred to being named specifically 
in those items. : 

The petitioners asked that in lieu of those rates the Com- 
mission prescribe as minima, rates shown in an exhibit under 
a description of “rates proposed by sub-committee August 30, 
1938, in place of rates published in Item 1890 of Sectional 
Tariffs No. 2, “and the rates as shown in an exhibit opposite 
the description “rates proposed by sub-committee August 30, 
1938, in place of rates published in Item 1885 of Sectional 
Tariff No. 2.” 

James F. Burke, of Vernon, N. Y., in behalf of himself and 
other carriers, has asked the Commission, in Ex Parte MC 22, 
to modify its minimum rate order of August 3 so as to exclude 
fresh milk and cream in tank trucks, in bulk in cans, and in 
bottles in cases. 

T. D. Pratt, in behalf of parties to his MF I. C. C. No. 46 
and supplements thereto, up to and including supplement No. 
8, asks the Commission to modify its order in this case in such 
manner that either the rates and other provisions of that tariff 
will be the rates for those commodities handled under special 
conditions or that those commodities will be exempted from 
the order. 


MOTOR ORDERS STAYED 
The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier case: 
MC 86937, Olen D. Jenkins, common carrier application; 
MC 70275, Sub. No. 3 (formerly MC 88933), Arlie White 


Truck Line, common carrier application; MC 88317, John F. 


Bradford, Jr., contract carrier application. 


SAFETY GLASS IN MOTOR CARS 

Asserting that the order of the Commission, division 5, in 
Ex Parte MC 4, qualification of employes and safety of opera- 
tion and equipment of common carriers and contract carriers by 
motor vehicles, is altogether justified, the Safety Glass Asso- 
ciation, Inc., has asked the Commission not to grant the petition 
of the Chrysler Corporation for rehearing in this proceeding 
(see Traffic World, Sept. 3, p. 444). The association asserts 


the findings of fact fully and amply sustain the Commission’s 
conclusions. 
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EASTERN NEBRASKA MOTOR RATES 


Asserting manifest unfairness on the part of the Commis- 
sion in the handling of Ex Parte MC 23, Iowa-Illinois-eastern 
Kansas-Missouri, eastern Nebrask Motor carrier rates, the 
Illinois erritory Industrial Traffic League has asked the Com- 
mission to reopen that proceeding and to assign it for further 
hearing on not less than 45 days’ notice but not earlier than 
November 21 (see Traffic World, Sept. 10, p. 491). 

A requirement that the petitioner proceed with its part 
of the case at the close of respondents’ case, the petition says, 
“was manifestly unfair and the opportunity for full hearing was 
inadequate.” 

The petition asks that the further hearing be for the pur- 
pose of permitting the petitioner and other interested parties 
to prepare and present such evidence as they may deem neces- 
sary and proper in the light of the testimony presented by the 
carriers’ witnesses at the hearing in Kansas City, Mo., be- 
ginning August 15; to analyze the voluminous exhibits and rate 
proposals presented at that hearing, and present such rebuttal 
testimony as may be necessary and desirable; to analyze exhibit 
No. 1, presented by the Commission purporting to show operat- 
ing revenues and expenses and such supplemental statistics as 
may be presented by the Commission to complete the record 
as to operating statistics of all Class I motor common carriers. 
The petitioner also asks opportunity to present such rebuttal 
evidence as may be necessary and desirable to determine the 
extent to which such information may or may not be used as 
indicating the financial condition of the carriers listed therein, 
and to what extent such statistics may be used to determine the 
cost of transportation; to cross examine competent witnesses 
repesenting carriers named in exhibit No. 1, and those who 
may be named in any supplemental exhibits yet to be filed, 
for the purpose of ascertaining the accuracy of the classification 
of expenses and the weight to be accorded to the items of ex- 
pense as shown by the exhibit for the period involved. 

In addition to pointing out the complexity and alleged in- 
consistencies of proposals presented at Kansas City, the League 
said that while the order instituting the investigation was dated 
July 2 no copy was received by it until July 15. The League 
also asserted that no notice of the conferences to be held by 
motor carriers regarding the proposed rates to be presented at 
the Kansas City hearing, was sent to it. Another point was 
that the propsals were submitted almost entirely by presenting 
copies of motor common carrier tariffs containing thousands of 
rates, without explanation. 

Obviously, said the petition, it was impossible for ship- 
pers to proceed at the close of the carriers’ case to present 
rebuttal evidence or in any way to attempt to answer the 
proposals of the carriers, nor to cross examine respondent 
witnesses. 

Among the allegations made by the petition to show the 
lack of opportunity afforded shippers to present their case, was 
one to the effect that supplemental statistics as to operating 
revenue and expense to be submitted by the Commission itself 
were not received before the close of the hearing and have 
not yet been received. 

The petition also points out that statistical data showing the 
Keeshin Motor Express Co., Inc., lost a total of $583,587.35 
from its entire operation were put into the records in both 
Ex Parte MC 21 and Ex Parte MC 23. It was improper, said 
the petition, to use such statistics to determine the financial 
condition of motor common carriers or to determine the basis 
for the rate structure in Ex Parte MC 21 and then use the 
same statistics for the same purpose in Ex Parte MC 23. The 
petition said that the Keeshin company did not lose that 
amount in each of the territories involved. 


STATUS OF CUSTOMS BROKERS 


Testimony from which the Commission is expected to reach 
a conclusion as to the status of customs brokers under the 
motor carrier act will be taken by Examiner L. W. Cunning- 
ham, in New York, at the Hotel New Yorker, October 3. There 
are about 65 applications in which customs brokers are seeking 
authority to act as brokers under the motor carrier act, al- 
though most, if not all, the applicants take the position that 
they are not subject to the motor carrier act. One of the appli- 
cations is MC 25703, Thomas Cook & Sons, Wagon Lits, Inc., 
broker’s license. The customs brokers, according to statements 
about the matter, filed the applications out of an abundance of 
caution to protect grandfather rights in the event it was found 
that they were brokers under the motor carrier act. 

In MC 40801, Alfred H. Marzolf, broker application, 7 
M. C. C. 163, decided May 9, the Commission denied the appli- 
cation for a license to operate as a broker for the purposing 
of arranging transportation by motor vehicle of general com- 
modities, for want of jurisdiction. The applicant, according to 
the report, was a customs broker, deriving his revenue on a fee 
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basis in expediting the clearance of goods through customs for 
various importers who were his clients. He then forwarded 
these goods by rail, water or motor carriers, according to the 
report, at the instruction of his principles. In no case, said 
the report, did he receive any commission or brokerage from 
any carrier for procuring shipments, nor did he in any way 
sell or offer for sale any transportation subject to the inter- 
state commerce act or negotiate for or hold himself out by 
solicitation, advertising, or otherwise, as one who provided, sold, 
or arranged for such transportation. 


DANGEROUS ARTICLES BY TRUCK 

Suggested regulations governing the transportation of 
explosives and other dangerous articles by motor vehicle as 
nearly like those prescribed by the Commission for transporta- 
tion by railroad as differences in the vehicles will permit have 
been prepared by the Bureau of Motor Carriers for considera- 
tion by those interested. The suggested regulations are em- 
bodied in a draft which is being circulated. They are embraced 
in Ex Parte MC 13, a proceeding instituted by the Commis- 
sion’s order of June 14, 1937. 

That proceeding covers the matter of the modification of 
regulations prescribed November 6, 1934, under the transporta- 
tion of the explosives act, so far as such regulations pertain 
to qualifications and maximum hours of service of employes 
and safety of employes and equipment by common carriers; the 
matter of establishment of regulations for contract carriers; 
and the need for the establishment of requirements governing 
the transportation of explosives and other dangerous articles 
by private carriers. 

The regulations prescribed in 1934 covered carriers other 
than private carriers. Hearings on the proposed regulations 
will be held at Los Angeles, Calif., October 10, at ten a. m. at 
the rooms of the California commission, before Examiner W. P. 
Croft; at Tulsa, Okla., October 17, ten a. m., Mayo Hotel, 


_ before Examiner Clarence Simmons; and Washington, D. C., 


October 26, ten a. m., at the offices of the Commission before 
Commissioner John L. Rogers. 

The proposed revised regulations provide specifications for 
tank trucks for the carriage of compressed gasses, in addition 
to the regulations for the transportation of other dangerous 
articles. There is provision in the regulations pertaining to the 
railroads and water carriers for transportation of compressed 
gasses but none for such transportation by tank trucks. 

An announcement by Secretary Bartel says the draft, which 
is being circulated, has been revised in accordance with many 
suggestions received at conferences and at private interviews. 
The hearings will make a formal record of the recommendations 
and conclusions reached as a result of the conferences hereto- 
fore held. 


MOTOR CARRIER HOURS OF SERVICE 


The American Trucking Associations, Inc., and various 
motor carriers have asked the Commission to postpone the 
effective date, October 1, of its report and order in Ex Parte 
MC 2, maximum hours of service of motor carrier employes, 
and for further hearing. They ask that the Commission’s 
report of July 12 be treated as a proposed report and order 
so that testimony may be taken looking toward the establish- 
ment of “more practical and reasonable relationships and 
regulations” with respect to driving and rest periods; special- 
ized, seasonal and sporadic service, and the applicable maximum 
working hours; distinction between “driving,” “on duty,” and 
“off duty”; and simplification of the “driver’s log,” and regula- 
tions applicable thereto. 





BUS DRIVERS’ LOG WRITING RULE 


The National Association of Motor Bus Operators, in Ex 
Parte MC 2, part V of the motor carrier safety regulations, 
maximum hours of service of motor carrier employes, has asked 
the Commission so to interpret and amend the rules prescribed 
July 15 as to exempt drivers of regularly scheduled over-the- 
road busses from a requirement that they write logs showing 
termini of routes, hours on duty, rest periods, etc. Data of 
that sort, the petition asserts, are shown in drivers’ records 
of intercity or over-the-road bus carriers operating on fre- 
quent or regular schedules required to be kept for operating 
purposes. Such records, says the petition, are required by the 
rules of the Commission to be kept by the carriers for six years. 

A daily log kept by a driver, as required by the rules and 
regulations promulgated in July, says the petition, would show 
a repetition, day by day, for periods of months and possibly 
years and add no information not already contained in the driv- 
er’s report required by the carrier and required by the Com- 
mission to be preserved in its records. The requirement that a 
driver shall carry his report for one month, the association says, 
is obviously to make possible a check up on drivers while on 
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duty. It points out that state and federal agents may stop a 
driver, at any convenient point, to ask for an explanation of 
any entry on his log. It says that occurrences of that sort 
may cause considerable delay and may result in passengers 
becoming dissatisfied with motor carrier service and that in 
the competition with rail carriers the business of motor car- 
riers may become seriously affected through the frequency 
of such occurrences. 


CHICAGO TRAFFIC COUNCIL 


The industrial traffic council of the Chicago Association 
of Commerce, September 13, decided to join with the Illinois 
Territory Industrial Traffic League in action in a number of 
the Commission’s general truck rate proceedings. The Illinois 
league met the afternoon of the day before and voted to file 
a petition of intervention in Ex Parte MC-21, the Central 
Territory minimum truck rate case, and to petition for a re- 
opening and a reargument before the entire Commission. The 
traffic council, already a party to the case, voted to join in the 
petition for reopening and reargument. In Ex Parte MC-23, the 
western minimum truck rate case, the council voted to join the 
league in a petition for further hearing to permit the intro- 
ae of shipper testimony (see Traffic World, September 10, 
p. 491). 

In Ex Parte MC-27, the contract carrier minimum rate 
petition of the Central States Motor Freight Bureau, hearing 
in which has been set for October 4 at Chicago, both the league 
and the council decided to defer action pending a joint meeting 
of both organizations at which active participation in the case 
will be considered. The date for the meeting was not set. 

The council also discussed a proposal for a joint agency 
for the collection of motor freight charges and decided, after 
several members had expressed the opinion that such an 
agency, separate from but following the plan of the railroad 
joint agency, should be established, to take no action on the 
grounds that it was a matter for the truck operators themselves 
to decide. Attention was called to the fact that rules in some 
motor carrier tariffs limited the time for inspection of goods 
on which concealed damage claims were filed to 48 hours, as 
compared with the standard rail inspection maximum of 15 days. 
The matter was referred to the council’s freight claim commit- 
tee for further study. Opinions were expressed that carrier lia- 
bility for damage was a matter of law and that limitations 
of inspection time by tariff could not modify that liability. 

The council voted to oppose the proposal of Official Terri- 
tory railroads to increase charges for stopping in transit to 
partially unload or to complete loading from $6.93 to $10 for 
each stop. A proposal before the Southwestern Freight Bureau 
to put in a line of ocean-rail class rates from the Atlantic 
seaboard to the southwest was discussed. Such rates, accord- 
ing to opinions expressed, were likely to give eastern producers 
and shippers an unfair advantage over those in the middle 
west, and to disrupt the southwestern class rate structure gen- 
erally. The traffic director was empowered, at his discretion, 
to oppose the proposals before the Southwestern Bureau. 

C. E. Hochstedler, traffic director of the Association of 
Commerce, reported on the part taken by the council in the 
Commission’s hearings in Ex Parte 126, the express rate case 
(see Traffic World, September 3, p. 438). 


N. Y. SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


In a set of principles governing its views on the proposed 
minimum rate scale for the operation of trucks in the seven 
middie Atlantic states, a proceeding now the subject of hear- 
ings by the Commission in New York, the Shippers’ Conference 
of Greater New York, at its first meeting since the summer 
recess, September 14, placed itself on record to the effect that 
it does not “subscribe to the theory that such truck rates 
should be made on the rail basis, but should be made, to reflect 
ral 5 aa cost of performing the service, plus a reasonable 
profit.” 

This declaration was part of the Conference stand on the 
motor truck rate application by the Middle Atlantic States 
Motor Carrier Committee pending before Examiner Johnston. 
The attitude of the Conference was specified in the declara- 
tions, offered by W. L. Thornton, Jr., chairman of the commit- 
tee on motor carrier freight matters. The declarations were 
unanimously adopted after discussion in which some changes 
were made from the original form. 

Mr. Thornton was instructed to present them to the Com- 
mission at the time that the shippers have their hearings. The 
Conference has already entered an appearance. 

The other points made by the Conference in the declara- 
tions were: 
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That if minimum rates are prescribed that such rates be limited to 
a definite stated period in order to meet the existing emergency con- 
fronting the motor truck industry and that a more leisurely and de- 
tailed study be made looking toward the prescription of maximum rea- 
sonable rates. 

That there should be no inflation of the rates to and from New 
York over the basis generally applicable in the surrounding territory. 

That the entire metropolitan area should be treated as a unit for 
rate making purposes. 

That no extra charges such as the proposed minimum charge rule 
from piers or appraisors’ stores and loading charges should be added 
to the base rate unless similar minimum charges and assessorial charges 
which might be in effect at other points are likewise added to the base 
rates from other points. 

That the Interstate Commerce Commission in cooperation with the 
carriers and local interests give consideration to the establishment of 
union truck terminals in the metropolitan district for the purpose of 
effecting more efficient operation in the receipt and delivery of less-than- 
truckload traffic. 


Some members of the Conference indicated that opposition 
would probably be made to the proposal of the trunk line 
railroads to impose an increase in the charge of $6.93 to $10 
for the stop-off for partial loading and unloading of freight. 
They announced that they would attend the conference to be 
held by the joint trunk lines at the Hotel Statler, Buffalo, 
September 20. 

Chairman Robert A. Cooke, traffic manager of the Pub- 
lishers’ Association of New York, in welcoming the members 
back, said they would be asked to study the proposals of the 
Railway Express Agency for an increase in its rates on ship- 
ments of 100 pounds and more and a reduction of rates in the 
lower bracket of packages of from 1 to 55 pounds. At the next 
meeting, Mr. Cooke said, a full report would be presented on 
the subject and the Conference would be asked to take a 
definite stand. 


CENTRAL STATES BUREAU MEETING POSTPONED 


The meeting of the board of directors of the Central States 
Motor Freight Bureau, originally set for September 20 (see 
Traffic World, September 10, p. 491), has been postponed to 
October 7. It will be held at the Stevens Hotel, Chicago. The 
meeting of members of the bureau, not members Central Motor 
Freight Association, to elect members of the bureau board, will 
take place as scheduled on September 19. 


COMMISSION MOTOR REPORT 

In MC F-663, United States Trucking Corporation—issu- 
ance of notes, the Commission, by division 5, has authorized 
issuance by United States Trucking Corporation of eight un- 
secured promissory notes in aggregate principal amount of 
$75,000, maturing serially monthly with final maturity eight 
months from date of issuance, the net proceeds to be applied 
to retirement of outstanding bonded debt. 


EXCEPTIONS TO MOTOR REPORTS 


MC-F 242, Watson Brothers Transportation Co., Inc., pur- 
chase, Harold F. Packer; MC-F 262, Same, purchase, Paul N. 
and Lloyd F. Wolfe; MC-F 265, Same, purchase, Raymond D. 
Brown. Time for filing exceptions to recommended order ex- 
tended to September 23. 


BUS ASSOCIATION MEETING PROGRAM 


The program for the annual meeting of the National Asso- 
ciation of Motor Bus Operators, which will be held at the 
Congress Hotel, Chicago, September 21, 23 and 24, lists dis- 
cussions of highway safety; bus fares; the handling of U. S. 
mail in busses; the use of diesel engines in metropolitan bus 
operation; air-conditioning in busses, and inter-American bus 
travel. Arthur M. Hill, Charleston, W. Va., president of the 
association, will preside. Among the speakers will ke the 
following: 


Dr. James S. Thomas, president, Chrysler Engineering Corpora- 
tion, Detroit, Mich.; Ivan Bowen, general counsel, Greyhound Corpora- 
tion; Martin Schrieber, Public Service Coordinated Transportation 
System of New Jersey, and L. G. Markel, chairman, National Bus 
Traffic Association. 


PAPER AND PRODUCTS 


The Sharp Paper & Specialty Co., Inc., of New York City, 
has filed a complaint, No. 498, with the Maritime Commission 
against Dollar Steamship Lines, Inc., Ltd., et al., members of 
the Atlantic & Gulf Hawaiian Conference. The complaint al- 
leges that defendants are charging higher rates than agreed to 
on paper and paper products from Atlantic and Gulf ports to 
Hawaiian Isles, thereby violating the shipping act, 1916. Com- 
plainant asks a cease and desist order, and enforcement of 
rates as quoted in the agreement. 
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ACTUAL WATER RATE TARIFFS 


Carriers by water in the domestic trades of the United 
States required to file tariffs containing actual instead of maxi- 
mum rates with the Maritime Commission have begun filing 
such tariffs, effective September 21. 

The filing of actual rates by such carriers is required by 
the legislation enacted at the last session of Congress extend- 
ing the provisions of the intercoastal shipping act to every com- 
mon carrier by water in interstate commerce as defined in 
section 1 of the shipping act, 1916, as amended (see Traffic 
World, July 16, p. 114, and September 3, p. 447). 

The commission has announced that the actual rates, fares 
and charges may be filed on not less than ten days’ notice, 
if advances, and on immediate notice if not advances. 

The actual rates of the carriers are generally lower than 
the maximum rates which have been on file with the commis- 
sion and tariffs carrying rates lower than the maximum rates 
and not higher than those now being assessed are not expected 
to be disturbed by the commission. However, where increases 
in actual rates are carried in the actual-rate tariffs, the com- 
mission, it is understood, may consider suspending such rates. 

If actual-rate tariffs are suspended, it is pointed out, it is 
not clear what rates the carriers may charge pending disposi- 
tion of the suspension proceedings. One view is that rates 
carried in old maximum-rate tariffs on file with the commission 
would be the legal rates; another is that the old actual rate 
would have to be charged, while a third view is that the 
carriers must charge reasonable rates. There is no prohibition 
against the commission suspending the new actual-rate tariffs, 
according to commission officials. 

Protests against actual-rate tariffs applicable to and from 
Puerto Rico have been received by the commission. The Asso- 
ciated Millers of Kansas Wheat, of Kansas City, has asked 
suspension of a proposed increased rate of 40 cents a hundred 
pounds and each and every new rule, regulation and practice 
on flour from Gulf ports to Puerto Rican ports, effective Sep- 
tember 21. 


M. C. JURISDICTIONAL CASE 


Arguments have been made before the Maritime Commis- 
sion in No. 421, B. M. Arthur Lumber Co., Inc., vs. American- 
Hawaiian Steamship Co., by M. G. de Quevedo for the steam- 
ship company, and by A. Lane Cricher on behalf of the Amer- 
ican Warehousemen’s Association, merchandise division. The 
association intervened in the case as a friend of the commis- 
sion to argue a question of its jurisdiction in respect of storage 
charges on shingles originating at Vancouver, B. C., and 
~ aia by the defendant from Seattle, Wash., to Philadelphia, 

a. 

In a proposed report Examiner Robert M. Furniss recom- 
mended that the commission find unreasonable storage charges 
collected at Philadelphia. In connection with that transporta- 
tion a question was raised whether the American-Hawaiian 
Steamship Co., in carrying the traffic from Seattle to Phila- 
delphia, was acting as a common carrier by water in interstate 
commerce and whether storage charges exacted at Philadelphia 
constituted practices as set forth in sections 17 and 18 of the 
shipping act of 1916 (see Traffic World, Sept. 10, p. 493). 

Mr. Crichér submitted that the storage charges were 
practices as set forth in sections 17 and 18. Furthermore, he 
said, the parties had submitted to the commission’s jurisdic- 
tion. 

Mr. Cricher contended the commission should find that 
the penalty storage charge involved in this case was assessed 
for involuntary storage performed by the common carrier steam- 
ship company and that therefore it was in connection with the 
receiving, handling, transporting, storage or delivery of property. 

Mr. de Quevedo said that the shipment moved in the 
import trade of the United States under an agreement provid- 
ing for through routes, joint rates, and the issuance of through 
bills of lading from points in Canada to points in the United 
States. He said it was true the cargo was transshipped at 
Seattle, but that that was a mere incident of transportation. 
He said that also it was true that transshipment from a foreign 
vessel to an American vessel, and that the American vessel was 
generally engaged in intercoastal commerce. Mr. de Quevedo 
said that the essential character of the commerce determined 
the nature of the shipment. Thus, he said, it should be beyond 
doubt that the transshipment at Seattle, that two lines partici- 
paed in the transportation, that one of such lines was an 
American line engaged in intercoastal commerce were mere 
accidents or incidents of transportation which in no manner 
whatsoever could destroy the foreign character of the commerce 
here involved. And as the shipment moved in foreign commerce, 
said Mr. de Quevedo, for the purpose of this case, the de- 
fendant was a “common carrier by water in foreign commerce” 
as used in section 1 of the shipping act, 1916. For that reason, 
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he said he submitted the examiner erred in finding that de- 
fendant was subject to the provisions of section 18 of the ship- 
ping act in this particular case for that section only applied to 
interstate carriers engaged in domestic commerce. 

In behalf of the steamship company, Mr. de Quevedo said 
the complaint should be dismissed for in this case the defendant 
was either acting in its capacity as a common carrier by water 
in foreign commerce, or in the capacity of a warehouseman in 
the storage of foreign cargo. In either event, said he, the com- 
mission had not the power to condemn the reasonableness of 
the charge involved, or to establish a reasonable storage charge 
for the future. 


INTERCOASTAL JOINT RATES 


In a report in No. 485, intercoastal joint rates via on- 
carriers, the Maritime Commission has found not justified 
schedules proposing changes in application of through routes 
and joint rates for intercoastal transportation of freight from 
Atlantic to Pacific coast ports. 

The commission adopted the findings recommended by 
Examiner C. O. Arthur, the effect of which was that the sched- 
ules be found not justified without prejudice to the filing of 
new schedules containing a rule with respect to joint through 
rates which the examiner set forth in his proposed report (see 
Traffic World, Aug. 20, p. 357). 

The commission proposed the following rule which varied in 
phraseology from that recommended by the examiner: 


Through joint rates named in this tariff are applicable except when 
service of the participating on-carrier has, due to strike, vessel accident 
or breakdown, or other similar emergency situation, been interrupted. 
In the event of such interruption the consignee, or the person to whom 
notice of arrival would be issued in the event the goods were delivered 
at the billed destination, will be mailed arrival notice in which specific 
reference will be made to the existence of the on-carrier emergency 
situation and to this rule, and upon expiration of the free-time period 
applicable to cargo billed to the transhipment port as final destination 
the goods will be held at the transhipment port for disposition by the 
consignee, consignor, or owner thereof, as the case may be. Rates, 
charges, rules and regulations applicable to such goods will be those 
applicable under this tariff to cargo billed to the transhipment port as 
final destination. 


OCEAN RATES FROM STOCKTON 


A recommendation that the Maritime Commission find 
unduly preferential and prejudicial and unjustly discriminatory 
rates to United Kingdom and Continental European ports from 
Stockton, Calif., higher than those contemporaneously main- 
tained on like traffic to such ports from ports on San Francisco 
Bay and other ports in the United States and Canada has been 
made by Examiner F. J. Horan in a proposed report in No. 
460, Sun-Maid Raisin Growers’ Association and Sunland Sales 
Cooperative Association vs. Blue Star Line, Ltd., et al., em- 
bracing also No. 461, Stockton Port District vs. Same; and 
No. 464, Stockton Traffic Bureau et al. vs. Same. 


Defendants’ agreement, filed under section 15 of the ship- 
ping act, resulting in such violations, should be found unjustly 
discriminatory and unfair and to operate to the détriment of 
the commerce of the United States, said the examiner. De- 
fendants, said he, should be required to cease and desist from 
such violations and that compliance with such an order would 
make any action with respect to the agreement unnecessary. 
He said further that failure or refusal to call at Stockton was 
not unlawful or cause for disapproval, modification, or cancella- 
tion of defendants’ agreement. He said reparation should be 
denied. 

The examiner found no .violation of section 205 of the 
merchant marine act of 1936, making it unlawful for any com- 
mon carrier by water either directly or indirectly, through the 
medium of an agreement, conference, association, understand- 
ing, or otherwise, to prevent or attempt to prevent any other 
such carrier from serving any port designed for the accommoda- 
tion of ocean-going vessels located on any improvement project 
authorized by the Congress or through it by any other agency 
of the federal government, lying within the continental limits 
of the United States, at the same rates which it charges at 
the nearest port already regularly served by it. 

The examiner said that defendants, except Isthmian Steam- 
ship Co., were parties to the Pacific Coast European Confer- 
ence agreement, approved under section 15, and that Isthmian 
had agreed to maintain rates, rules, and regulations of the 
conference. Under the agreement certain ports, not including 
Stockton, are named as terminal loading ports. From each 
of these ports defendants have agreed to apply the same rates 
as from the others. Thus, said the examiner, on canned goods 
to port in the United Kingdom and Continental Europe, there 
was a uniform rate from all of these terminal loading ports 
of 70 cents, on dried fruit 75 cents, on cotton 95 cents standard 
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density and 85 cents high density, and on pencil slats 100 
cents contract and 110 cents noncontract. As to shipments 
loaded at other Pacific coast ports, said he, defendants had 
agreed that they would be subject to rates not lower than those 
in effect from terminal ports and to mutual arrangement be- 
tween the individual carriers and shippers. On or about 
August 16, 1936, and thereafter, said the examiner, com- 
plainant Sun-Maid Raisin Growers’ Association shipped from 
Stockton to ports in the United Kingdom and Continental 
Europe over the line of defendants Blue Star Line, Ltd., 
Isthmian, and Compagnie Generale Transatlantique raisins and 
packing material, on which was assessed a rate of 8 cents 
higher than the rate contemporaneously applicable on like 
traffic to such ports of discharge from each of defendants’ ter- 
minal loading ports. Compagnie Generale Transatlantique and 
Blue Star stopped calling at Stockton December 31, 1937, and 
January 4, 1938, respectively, said the examiner, leaving 
Isthmian as the only defendant serving that port at the time 
of hearing. This carrier, he said, had established rates from 
Stockton to the United Kingdom and Continental Europe con- 
fined to canned goods, dried fruit, and pencil slats, which were 
7 cents, 8 cents, and 8.5 cents higher, respectively, than those 
contemporaneously in effect on like traffic from defendants’ ter- 
mina! loading ports. 

The examiner said that the port of Stockton was on tide- 
water 75.7 nautical miles east of San Francisco, and _ that, 
exclusive of expenses for maintenance, the development of the 
port had cost $9,175,238.98, of which $3,643,319.21 had been 
expended by the federal government, the remainder coming 
from state, port, city, and private funds. 

The report said that Stockton had been established as a 
regular port of call at terminal rates for vessels of Luckenbach 
Steamship Co., Quaker Line, and McCormick Steamship Co., 
in the Pacific-Atlantic intercoastal trade; vessels in the Pacific 
coastwise trade had called there irregularly, but at what rate 
did not appear; vessels of carriers in the Pacific-Gulf of Mexico 
trade had called there at terminal rates to the extent of ap- 
proximately every third vessel serving San Francisco Bay ports 
and, as above disclosed, three of the defendants had called 
there on occasion at higher rates than applied from their 
terminal ports. 

The examiner said that from 309,546 net tons of traffic mov- 
ing in various trades by water, rail, and truck, from and to 
Stockton, in 1933, the volume increased to 614,030 net tons in 
1937. In the European trade, the increase was from 7,193 net 
tons to 49,430 net tons. 

Complainants, said the examiner, conservatively estimated 
that there would be immediately available for movement from 
Stockton to Europe, if terminal rates and adequate service 
were established from Stockton, 28,350 net tons of canned 
goods, 57,750 net tons of dried fruit, 2,040 net tons of cotton, 
2,903 net tons of pencil slats, and 94,240 net tons of barley. 


“While the immediately available and potential tonnage 
figures represent a considerably greater volume than actual 
movements from Stockton to Europe in the past, there is 
justification for the conclusion that with terminal rates and 
adequate service the volume of traffic moving through the port 
would substantially increase,” said the examiner. 


The Isthmian Steamship Co. contended there was a funda- 
mental difference between seaports and river ports such as 
Stockton, that the function of an ocean carrier was to skirt 
along the coast and pick up cargo gathered there from the 
interior, and that if, instead of the cargo being brought to the 
carrier at the seaport, the carrier proceeded to a river port 
for the cargo, it was entitled to additional compensation for 
that service. Continuing, the examiner said: 


The correctness of this contentién depends upon whether the serv- 
ice accorded Stockton is substantially dissimilar from that rendered 
competing ports, and, while it is true that the record discloses no 
substantial competition between Stockton and ports other than San 
Francisco, Oakland, and Alameda, the fact that defendants serve such 
other ports at terminal rates cannot be overlooked in determining the 
weight to which the contention urged is entitled. 

As hereinbefore indicated, the terminal loading ports are eighteen 
in number. They are located on bodies of water of various descriptions, 
ocean, bay, sound, and river, from San Diego, on the south, to Van- 
couver, B. C., on the north. Excepting San Diego, Los Angeles, San 
Francisco, Oakland, and Alameda, all of them are farther from Europe 
than Stockton, the difference in distance ranging from 469 nautical 
miles to 758 nautical miles. Compared to Stockton’s distance of 75.7 
nautical miles from San Francisco, that of Astoria is 544 nautical miles, 
Grays Harbor 587, Longview, 611, St. John’s Terminal 618, Portland 
624, Victoria 717, Bellingham 769, Seattle 776, Everett 777, New West- 
minster and Vancouver 787, Tacoma 796, and Olympia 833. Obviously, 
then, where the cargo offered on a particular voyage-warrants a call, 
distance and Stockton’s location on a river are not controlling factors, 
and defendants concede that the size of the port is not determinative. 
In the latter connection, the record discloses that Stockton can ac- 
commodate eight ocean-going steamers at one time, but, without over- 
lapping, this figure would be reduced to five of the type operated by 
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defendants, which is the same number as can be accommodated at 
Encinal Terminal, Alameda, and one more than at the Howard Ter- 
minal, Oakland. 

Defendants stress the fact that, if Stockton should be made a ter- 
minal loading port, the increase in traffic that admittedly would move 
through the port would not be new tonnage but cargo such as defend- 
ants now lift at San Francisco Bay ports. But here, again, defendants’ 
own activities argue against them. While, supported by intervening 
terminal operators at San Francisco Bay ports, they oppose the di- 
version to Stockton of traffic moving through the terminal ports on the 
bay, some of them, as shown above, have called and lifted cargo there, 
voluntarily. Since the hearing in this proceeding, Blue Star has again 
established rates from Stockton to the United Kingdom on canned goods, 
dried fruit, and pencil slats. These rates, like those of Isthmian, are 
7 cents and 8 cents higher on canned goods and dried fruit, respectively, 
from Stockton than from the terminal loading ports; on pencil slats 
they are 10 cents higher. Presumably, they were established to move 
traffic, not to prohibit its movement. Indeed, Isthmian states that it 
is ‘‘not only willing, but also desires, to accord Stockton and its ship- 
pers fair and equitable treatment in the matter of rates and charges.”’ 
Diversion of cargo cannot be urged as a defense when defendants them- 
selves are instrumental in causing it. 

Defendants also call particular attention to the width and depth of 
the Stockton channel. As stated above, the channel is maintained at a 
minimum width of 150 feet. Some vessels have gone aground there, 
but the testimony is that such mishaps as have occurred were no more 
serious than happen elsewhere. The channel, however, is too narrow 
to permit defendants’ vessels to turn around, and the fact is stressed 
that if one of them should sink in the middle of it, others could not 
pass. With the widening of the channel to 225 feet, as authorized by 
Congress, the cause of defendants’ fear of a blocked waterway will be 
removed. The depth of the channel presents another question. Isth- 
mian states that it ‘‘feels the waterway is reasonably safe or it would 
not -send its vessels to Stockton.’’ On the other hand, where it or 
any other defendant fails to call at Stockton, it cannot be presumed 
that the channel is safe under the circumstances obtaining at the time. 
The record discloses that the depth of the channel would be sufficient 
for defendants’ vessels if, after entering San Francisco Bay, they pro- 
ceeded to Stockton first. If, however, they loaded there last, the ad- 
mission of complainants’ witness is that the channel might not be deep 
enough. There is no showing that such condition exists at any of de- 
fendants’ terminal loading ports. Moreover, the order in which calls 
are made at the various ports is a matter of managerial discretion, 
and, in seeking the removal of discrimination in services, it should be 
shown that the depth of Stockton’s waterway can accommodate the 
vessels concerned whether they call there first or last. This has not 
been done. 

As the alleged violation of section 205 of the 1936 act, it does not 
appear that any defendant is preventing or attempting to prevent any 
other carrier from serving Stockton at the same rates as it charges at 
the nearest port already regularly served by it. The record clearly in- 
dicates that none of defendants is desirous or willing to serve Stockton 
at such rates. 

It is concluded that a violation of section 205 has not been shown; 
that failure or refusal of any of the defendants’ to call at Stockton is 
not unlawful or a cause for disapproval, modification, or cancellation 
of their agreement, but that the exaction by them of rates on cargo 
voluntarily lifted there higher than those contemporaneously in effect 
on like traffic from their terminal loading ports is unduly and unrea- 
sonably preferential and prejudicial and unjustly discriminatory, in 
violation of sections 16 and 17 of the Shipping Act, 1916, as amended, 
and that their agreement, which results in such violations, is unjustly 


discriminatory and unfair and operates to the detriment of the com- 
merce of the United States. 


WATER SERVICE TO BELLINGHAM 


Examiner C. O. Arthur, of the Maritime Commission, in 
a report in No. 490, Bellingham, Wash., terminal facilities, 
has recommended that the commission find justified schedules 
eliminating at Bellingham, Wash., terminals designated as 
Bellingham Warehouse Co. Pier B, Bellingham Canning Co. 
Dock, Astoria & Puget Sound Canning Co. Dock, Quackenbush 
Dock, and Citizens Dock. 


Examiner Arthur said the purpose of the suspended sched- 
ules was that in the future transportation by respondents of 
general cargo between Atlantic coast ports and Bellingham 
at terminal rates, whether by direct call at Bellingham or by 
transhipment at Seattle or other Pacific coast ports, should 
be restricted to Municipal Dock. 


The examiner said that where, because of shallow water 
such as prevailed at Citizens Dock and other of the wharves 
sought to be eliminated, or because of lesser expense of 
transhipment, canal respondents did not call their vessels 
thereat, intercoastal cargo originating at or destined to Belling- 
ham was transhipped by them, usually at Seattle in conjunc- 
tion with the Puget Sound Freight Lines. 


The evidence indicated, said the examiner, that Municipal 
Dock, on deep water, was adequate to accommodate current 
intercoastal requirements of the port and warranted the con- 
clusion that efficiency and economy in the public interest would 
be served by respondents’ restriction of their direct and 
transhipment trasportation of intercoastal general cargo at 
terminal rates to that terminal as proposed by their suspended 
schedules. 
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(Circuit Court of Appeals, Second Circuit.) Where notice 
of arrival of shipment of coffee was sufficient to start running 
of free time, which expired prior to fire damaging shipment 
before its removal from wharf by shipper, steamship company’s 
liability became that of a warehouseman and recovery could 
not be had against it, by shipper for damages. (Standard 
Brands vs. Eastern S. S. Lines, 97 Fed. Rep. (2d) 918.) 

In shipper’s suit against steamship company to recover 
for damage to shipment while on wharf subsequent to shipper’s 
receipt of notice of arrival of shipment bearing stamped nota- 
tion, “freight on hand India Wharf,” evidence that company 
understood that notation covered freight at any one of three 
wharves was not inadmissible on ground that its purpose was 
to vary a written instrument, where it merely disclosed mean- 
ing both parties attributed to notation.—Ibid. 

Where tariff under which shipment of coffee was made 
allowed free time computed from morning after discharge of 
freight, and required notice of arrival to be given within 24 
hours, notice given within that time, even if sent before actual 
discharge of coffee, was not premature, but was sufficient to 
start free time running.—Ibid. 

That notice of arrival of shipment of coffee erroneously 
stated date of expiration of free time did not render notice in- 
sufficient to start.free time running so as to preclude steam- 
ship company from being charged with liability of a common 
carrier for damage to coffee while on wharf, where damage 
occurred subsequent to actual expiration of free time, and 
there was nothing to indicate that shipment would have been 
removed prior thereto if expiration date had been correctly 
stated.—Ibid. 


BARGE-RAIL SUGAR RATES 


The Inland Waterways Corporation, operating the gov- 
ernment’s barge line, and the Mississippi Valley Barge Line 
Co., in I. and S. 4096, sugar from Gulf port groups to northern 
points, et al., have filed a brief for the purpose, as they say, of 
pointing out that under the circumstances as they have devel- 
oped in these cases there is now no reason for the Commission 
to make a finding in its report as to whether or not it would 
be lawful for the carriers which participate in joint barge-rail 
rates to apply differential rates to sugar moving via such 
routes and stored in transit. 

According to the brief, the differential barge-rail rates 
from New Orleans to central territory are in issue in these 
proceedings only in I. and S. 4096. It said they were brought 
in issue in that proceeding because when the rail carriers 
published the revision of rates on sugar from New Orleans to 
central territory which induced the Commission to institute 
the investigation and suspension proceeding, the barge-rail 
rates on sugar were contemporaneously revised on the normal 
20 per cent differential basis and were suspended along with 
the controlling all-rail rate structure. 

The brief points out that the differentials, which had been 
from 7 to 10 cents a hundred pounds, are now on the basis of 
a special agreed differential of 34% cents a hundred pounds. It 
further appeared, said the brief, that via water and rail and 
Canadian routes from eastern refineries to central territory 
differential rates were in effect and were applied on transit 
sugar. 

In the light of this change in circumstances, according to 
the brief, the witness who originally raised the question as to 
the application of barge-rail rate to sugar stored in transit and 
who alone alleged undue prejudice as the result of such rates, 
stated that he would no longer press the contention heretofore 
made as to prejudice and preference and that he would not 
now ask the Commission to reaffirm a finding in the original 
report, 220 I. C. C. 623. 

In that original report the Commission said, “we conclude 
that the establishment of barge-rail rates with transit on any 
basis less than that prescribed for all-rail traffic from and to 
the same points will result in unjust disadvantage to the eastern 
refiners; accordingly, the rail carriers will not be required 
to participate in any joint barge-rail rates in connection with 
which transit is permitted on any basis lower than the all-rail 
rates from and to the same points.” 

So far as treatment of this issue in the report on rehearing 
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was concerned, the brief suggested that the Commission needed 
to no more than to point to the withdrawal by the National 
Sugar Refining Co. of contentions heretofore advanced, and then 
state that in view of that circumstance it would in this case 
make no finding, either approving or disapproving the applica- 
tion of barge-rail differential rates to sugar stored in transit, 
but would leave that issue to be decided in docket No. 26712, 
Rail and Barge Joint Rates, now pending. 


SUGAR RATES PROTESTED 


The Port of New York Authority has filed a protest with 
the Maritime Commission against proposed reduced rates on 
sugar from California to New Orleans, La., effective September 
20, as carried in item 1290 of Agent Williams’ Gulf Intercoastal 
Eastbound Freight Tariff No. 1-B, eleventh amended page 
71-A. It is alleged that the proposed prefers New Orleans 
and prejudices New York. A suggested minimum of 500 tons 
on sugar, carried in the item, said the protestant, was unusual 
and unconscionable. It would give a tremendous advantage to 
large shippers, it said. 

The American Sugar Refining Co. and the National Sugar 
Refining Co., of New Jersey, also asked for suspension. 

Railroads in official, southern and southwestern territories, 
joined by the government barge line and the Mississippi Valley 
Barge Line Co., have asked the Maritime Commission to 
suspend the Gulf Intercoastal tariff proposing a rate on sugar 
from California to New Orleans of 22% cents a hundred pounds, 
subject to a minimum weight of 500 tons. 

The rail and water lines said the new rate would not cancel 
a higher rate of 35 cents, minimum 50 tons, published to be- 
come effective October 1, the corresponding rate now being 
30 cents. However, said they, if the new rate of 22% cents 
became effective, it was a certainty that most, if not all, of 
the water-borne sugar from the Pacific coast to the Gulf ports 
would move in sufficient quantities to obtain application of the 
rate. 

The proposed rate, they continued, would reduce the 
through charges by water from the Pacific coast refineries to 
Chicago and other midwest points, and could not do else but 
precipitate a general downward revision in the rates via other 
carriers from the Pacific coast to Chicago and in the rates -of 
the carriers by rail and by water from other refineries to 
Chicago. 

“It is the effect upon the general rate adjustment on sugar 
that establishment of the proposed rate will have which causes 
your protestants the gravest concern,” said the rail and water 
protestants. 


“Sugar traffic is moving freely under the rate adjustment 
presently in effect. There is no need for a reduction in the 
existing level of rates on sugar. Neither the proponents of 
this low rate from the Pacific coast to Gulf ports nor these 
protestants can afford to sacrifice the revenue on this traffic 
which must surely be lost to them if the proposed rate is per- 
mitted to become effective. These protestants are advised that 
the refiners and shippers of sugar, with the possible exception 
of the refiners located on the Pacific coast which might hope to 
benefit temporarily if the proposed rate becomes effective, are 
definitely opposed to the establishment of the 22% cent rate 
from the Pacific coast to the Gulf ports.” 


These protestants say that the proposed rate is unlawful 
because it is unreasonably low and further that it was pub- 
lished in retaliation for the refusal of carriers connecting with 
the proponents of the rate to accord the latter increases in 
their revenue for the carriage of sugar from the Pacific coast 
to Gulf ports. A review of the tariffs of the Gulf Intercoastal 
Conference publishing eastbound rates from the Pacific coast 
to Gulf ports on various commodities discloses not a single 
rate on any other commodity as low as 22% cents a hundred 
pounds, according to the protestants. Argument is made that 
the commission has power to condemn unreasonably low rates 
and to suspend such rates. 

The present rates on sugar, carloads, in cents a hundred 
pounds, to Chicago, from the indicated origins, are stated in 
the protestants’ petition for suspension as follows: All-rail from 
New Orleans, minimum 60,000 pounds, 51 cents, minimum 
80,000 pounds, 46 cents; barge-rail from New Orleans, mini- 
mum 60,000 pounds, 47.5 cents, minimum 80,000 pounds, 42.5 
cents; all-water from New Orleans, minimum 60,000 pounds, 
46 cents, minimum 80,000 pounds, 41 cents; all-rail from New 
York, minimum 60,000 pounds, 54 cents, minimum 80,000 
pounds, 49 cents; all-rail from Greeley, Colo., minimum 60,000 
pounds, 53 cents, minimum 80,000 pounds, 48 cents; all-rail from 
California, minimum 60,000 pounds, 80 cents, minimum 80,000 
pounds, 76 cents; all-water via New Orleans, minimum weight, 
ocean, 100,000 pounds, barge, 80,000 pounds, 71 cents. As to 
the last rate named, the explanation was made that the rate 
was not published as a single factor through rate but that the 
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figure shown was the sum of the separate factors of the Gulf 
intercoastal lines from California ports to New Orleans and 
of the Federal Barge Lines from New Orleans to Chicago. On 
the 500-ton minimum this rate would be reduced to 63.5 cents. 

Protestants said that, on learning of the intention of the 
Gulf intercoastal lines to establish a rate of 22% cents, certain 
of the transcontinental lines filed with the Trans-Continental 
Freight Bureau an application contemplating a reduction in 
the all-rail rate on sugar from the Pacific coast to Chicago from 
76 to 72 cents, minimum 80,000 pounds, and a reduction in the 
all-rail rate to St. Louis from 74 to 68% cents, minimum 80,000 
pounds. 


On behalf of the Gulf Intercoastal Conference in justifica- 
tion of the proposal, J. P. Williams, agent, wrote the commis- 
sion, in part, as follows: 


The establishment of this rate on sugar was compelled because 
for years the members of the Gulf Intercoastal Conference have sought 
to adjust the rates on sugar with the Mississippi Valley Lines in an 
effort to increase the revenue of the ocean carriers. The efforts of 
the Gulf Intercoastal Lines in this respect have been entirely unsuc- 
cessful. The representatives of the Mississippi Valley carriers have 
adjusted their rates without regard to the possible effect on the 
steamer lines operating through the Panama Canal to the Gulf ports 
and in such a way as to preclude the Gulf Intercoastal Lines from 
gaining adequate revenue. The transcontinental lines are the principal 
competitors of the gulf lines for this sugar traffic from the Pacific 
coast; however, due to the activity of the Mississippi Valley carriers, 
the efforts of the gulf lines to obtain increased revenues have been 
frustrated nothwithstanding the fact that the competitive transcon- 
tinental rates have been substantially increased. The net result of 
this attitude on the part of the Mississippi valley lines and particularly 
the Federal Barge line and the Mississippi Valley Barge line, is that 
the Gulf steamer lines are compelled to suffer and to lose the oppor- 
tunity of obtaining much needed revenue. Even though the repre- 
sentatives of the Gulf intercoastal lines have participated in the meet- 
ings with the representatives of the rail and also the barge, lake and 
canal carriers in the so-called ‘‘sugar committee’’ meetings for the 
purpose of discussing the adjustment of the sugar rates affecting the 
entire country, nevertheless, the Gulf intercoastal lines have failed to 
gain recognition of the problem which peculiarly affects the revenues 
of the Gulf intercoastal lines. 

It is interesting to observe in the concluding paragraph of the 
protest a suggestion looking toward the establishment of joint through 
rates. This doubtless is the answer to the entire problem, but the 
Gulf lines have been unable to obtain any cooperation from the Mis- 
sissippi valley carriers toward this end. In the meantime the problem 
bears comparison with a situation which developed about three years 
ago, in which competitive measures involving revenue losses were about 
to be made effective with respect to the rates covering the movement 
of whiskey from the Mississippi valley and Ohio valley areas to the 
Pacific coast. As a result of a joint conference between the repre- 
sentatives of the interested carriers and the representatives of the 
Interstate Commerce Commission and the Shipping Board Bureau, the 
rates were adjusted between the lines without the necessity for any 
loss of revenue. The present issue definitely justifies similar considera- 
tion. 


The Gulf Intercoastal sugar rate proposal has also been 
protested by the American Hawaiian Steamship Co.; Calmar 
Steamship Corporation; Dollar Steamship Lines, Inc., Ltd.; 
Isthmian Steamship Co.; McCormick Steamship Co.; Pacific 
Atlantic Steamship Co. (Quaker Line); States Steamship Co.; 
California Eastern Line, Inc. (California-Eastern Line); Sudden 
& Christenson (Arrow Line); Weyerhaeuser Steamship Co. 
(Pacific Coast Direct Line, Inc.); Baltimore Mail Steamship Co. 
(Panama Pacific Line); and United States Lines Co. manag- 
ing agents. 

Because the sugar which the proposed reduced rate intends 
to reach is the subject of carrier competition, say the protesting 
steamship lines, and because of fourth section relief granted the 
transcontinental carriers in Sugar from California to Ch‘cago, 
211 I. C. C. 239, they fear stress of such competition between 
carriers will bring about either a reduction in their own rate 
of 35 cents, which is already low, or will eliminate them from 
participating in the traffic involved. They assert that the pro- 
posed rate is too low to be justified in the eyes of the law and 
ask for its suspension. 


ARTIFICIAL LEATHER 


_ Examiner C. W. Robinson, of the Maritime Commission, 
in a proposed report in No. 469, Leather Supply Co., Inc., and 
Max Schechter, doing business as Supreme Stool Co. vs. Luck- 
enbach Steamship Co., Inc., has recommended dismissal of 
the complaint on a finding that assessment of a higher rate on 
artificial or imitation leather made of pyroxylin coated cotton 
cloth than on pyroxylin coated cotton cloth generally, was not 
shown to be unlawful. Complainant sought reparation on ship- 
ments of coated cotton fabrics moving from Philadelphia, Pa., 
to Los Angeles Harbor and San Fracisco, Calif., between 
December 9, 1935, and September 21, 1936. A rate of $1.90 
applicable on artificial or imitation leather instead of a rate of 
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90 cents applicable on pyroxylin coated cloth was charged. 
The examiner said that the commission should find that the 
rate applicable on artificial or imitation leather was the proper 
one in this case. 


STORAGE OF COFFEE 


The Boston Port Authority, the Joint Executive Transpor- 
tation Committee of Philadelphia Commercial Organizations, 
the Norfolk Port-Traffic Commission, and the altimore Asso- 
ciation of Commerce, in exceptions to the report proposed by 
Examiner F. J. Horan in No. 482, in the matter of storage 
charges under agreements 6205 and 6215, have asked the 
Maritime Commission to reject the examiner’s finding that 
the practice and charges in question on coffee are not unlawful. 

They further ask the commission to find that the commer- 
cial practice of importers of coffee in using respondents’ piers 
for warehouse purposes while sales are being consummated, 
is not a valid justification for concessions in storage charges 
to such importers to save them private warehouse expense; 
that the charges in question have not been justified on that 
ground; that the alleged competition of New Orleans is sub- 
stantially non-existent and, to the negligible extent that it 
does: exist, does not justify the charges in question as an excep- 
tion to respondents’ standard scale of storage charges; and 
that, to the limited extent that New Orleans competition does 
exist, respondents, the port of New York and importers of 
coffee for resale, could effectively compete with that port at 
respondents’ standard scale of storage charges at New York. 

The exceptions and the argument in support of them say 
that responsive to the commission’s decision in No. 221, Stor- 
age of Import Property, U. S. M. C. 676, the respondents in 
this proceeding, and other respondents in that proceeding es- 
tablished the prescribed 10-day limit of free time at their 
New York piers, applicable to all import commodities. They 
also established, said the port organizations, the standard scale 
of storage or penalty charges on all traffic or commodities 
except coffee from South American, Central American and 
Caribbean origins involved in the investigation. On that coffee, 
the brief alleges, they established charges materially lower 
than the standard scale of charges on other traffic, and that 
on protests of the port interests joined in this brief, they were 
suspended for investigation. 

The port organizations allege that the charges on coffee 
are sO nominal as to violate the spirit of the commission’s 
order. 


LOANS FOR SHIPS 


The first application filed with the Maritime Commission 
for insurance of a loan to aid in the construction of ships as 
provided by the merchant marine act passed at the last session 
of Congress asked for insurance of a loan of $9,000 to construct 
a new hull for a fishing boat owned by Alphonse Mineo of 
Gloucester, Mass. The application was filed by the Gloucester 
Safe Deposit and Trust Co., of Gloucester. 

The commission said Mr. Mineo proposed to construct a 
new hull at an estimated cost of $9,000 and transfer to it pro- 
pulsion machinery and equipment from another ship owned 
by him. The application stated that the hull and machinery, 
which would be used as collateral for the loan, would have an 
estimated value of $29,000 on completion. 


TRAINING SHIP CONTRACT 


The Maritime Commission has awarded the contract for 
conversion of the S. S. Edgemoor into a training ship for the 
United States Maritime Service to the Bethlehem Shipbuilding 
Corporation for $1,098,000. The Edgemoor, which is now in 
New Orleans, will be completely outfitted as a first class train- 
ing ship for 210 trainees and a crew of 55. 


M. C. COMPLAINT DISMISSED 

On petition of complainant to withdraw its complaint, the 
Maritime Commission, in No. 491, The Lewis Print, Inc., vs. 
Aktiebolaget Svenska Amerika Linien (Swedish American Line) 
et al., has announced dismissal and discontinuance of the pro- 
ceeding, without prejudice to any subsequent regulatory pro- 
ceeding on complaint or otherwise involving the same or re- 
lated issues. 


LABOR AND SHIPPING 


Ralph Emerson, legislative representative of the joint 
maritime legislative committee of the maritime unions affi- 
liated with the CIO, has asked Secretary Roper, of the De- 
partment of Commerce, to compile and make available sta- 
tistics showing the number of foreign steamships chartered by 
American flag lines and operated in the American trade. He 
also has asked for information on the proportion of commerce 
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carried in American bottoms from this country as compared 
with that carried by foreign bottoms operated out of American 
ports. He said the committee was shocked to find that the 
Commerce Department had no complete records available on 
data sought. He charged that one American company operating 
cargo vessels out of the Gulf ports was continually chartering 
more foreign ships, employing foreign crews, and laying up its 
own ships, thus putting American seamen out of work. 


ALCOHOLIC LIQUORS WESTBOUND 
Jos. E. Seagram and Sons, The Calvert Distilling Co., and 
Carstairs Bros. have requested the Maritime Commission to 
suspend the proposed increased rate of 141 cents a hundred 
pounds as published in Gulf Intercoastal Conference Westbound 
Tariff SB-I No. 3, Item 3772, alcoholic liquor from New Or- 
leans to Pacific coast ports, effective September 30. 


-_—————— 


Chairman Splawn, of the Commission, will speak on “The 
Future of the Railroads,” at a luncheon incident to the fall 
meeting of the Southwest Shippers’ Advisory Board at the 
Lamar Hotel, Houston, Tex., September 22. The luncheon 
will be sponsored by the Traffic Club of Houston. H. K. 
Sherfy, president of the club, will be toastmaster. 

E. P. Byars, traffic manager, Fort Worth Traffic Bureau, 
general chairman of the board, will preside at the business 
sessions. Lamar Fleming, Anderson Clayton and Company, 
Houston, will speak on “Cotton.” W. L. Childs, president, 
Houston Chamber of Commerce, will give an address of wel- 
come. Chairmen of commodity committees and representatives 
of railroads will report on potential car loadings and car supply 
conditions for the final quarter of 1938. J. C. Murray, traffic 
manager, Little Rock, Ark., Chamber of Commerce, general 
secretary of the board, will report for the executive commit- 
tee; C. J. Stephenson, vice-president, Frisco Lines of Texas, 
Fort Worth, for the railroad contact committee, and H. B. 
Lockett, traffic manager, John Deere Plow Company, Dallas, 
and F. E. Jones, freight claim agent, Southern Pacific, Hous- 
ton, for the joint loss and damage prevention committee. L. M. 
Betts, manager, closed car section, car service division, Asso- 
ciation of American Railroads, will report on general trans- 
portation conditions; J. F. Dusenberry, Dallas, as district man- 
ager of the car service division, and A. E. Rankin, Fort Worth, 
for the freight station section, A. A. R. 





ALLEGHENY SHIPPERS’ BOARD 


The Allegheny Regional Advisory Board will hold it fall 
meeting at the Knights of Columbus Hall, Oil City, Pa., Sep- 
tember 22. The Oil City-Franklin Traffic Club will join wth 
the board in a luncheon at the same hall on the day of the 
meeting, at which R. R. Underwood, president, Knox Glass 
Associates, Inc., will speak on “Railroads: Your Business and 
Mine.” Leonard G. Hults, traffic manager, United Engineering 
and Foundry Company, general chairman, will preside at the 
business sessions. There will be a discussion of a national 
transportation program in which S. S. Bruce, general traffic 
manager, Koppers Company; H. C. Oliver, freight traffic man- 
ager, Pennsylvania Railroad, and Charles Donley, president, 
National Association of Advisory Boards, will take part. M. J. 
Gormley, executive assistant, Association of American Rail- 
roads, will speak briefly, and W. J. McGarry, manager, open 
car section, car service division, A. A. R., will report on na- 
tional transportation conditions. In addition to the reports 
from the commodity committees and the representatives of 
the railorads, the following committee chairmen will report: 


Executive, Leo H. Ley; railroad contact, J. L. O’Toole; special 
subjects, W. B. Shepherd; legislative, J. B. Keeler; freight claim 
prevention, J. C. Wells; simplification of tariffs, J. F. Davis; dunnage 
in box cars, F. M. Russell. 


ATLANTIC STATES SHIPPERS’ BOARD 


The fall meeting of the Atlantic States Shippers’ Advisory 
Board will be held at the Hotel Ten Eyck, Albany, N. Y., Oc- 
tober 4 and 5. On the evening of October 4, members of the 
board will be guests of the Capital District Traffic Association 
at its fall dinner. Subjects to be considered at the board’s 
meeting, in addition to the usual reports from commodity 
committees and railroads, include efforts to limit to attorneys 
practice before commissions; the proposal to repeal land grant 
rates and other legislative matters; simplification of tariffs; the 
maintenance of tare weight on railroad equipment; freight loss 
and damage prevention, and the coordination of the work of 
various national organizations on transportation matters of 
mutual interest. The Albany Chamber of Commerce and 
other local civic and business organizations, are cooperating 
in the arrangements. George T. Russell, traffic manager, Alle- 
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gheny-Ludlum Steel Corporation, heads the local committee 
in charge. 


GREAT LAKES SHIPPERS’ BOARD 
The feature of the business session of the fall meeting of 
the Great Lakes Regional Advisory Board, to be held at the 
Hotel Statler, Buffalo, N. Y., September 21, will be an open 
forum on the transportation problem, in which the following 
will participate: 


Andrew H. Brown, traffic commissioner, Cleveland Chamber of 
Commerce; W. B. Faulkner, traffic manager, Donner Hanna Coke 
Corporation, Buffalo; F. J. Armstrong, traffic manager, United States 
Radiator Corporation, Detroit; W. D. Goble, traffic manager, National 
Lime and Stone Company, Findlay, O., and J. M. Fitzgerald, vice- 
chairman, Committee on Public Relations of the Eastern Railroads, 
New York City. 


Leonard Simms, president of the board, will preside. There 
will be reports from commodity committees and from railroad 
representatives. W. J. McGarry, manager, open car section, 
car service division, Association of American Railroad, will re- 
port on national transportation conditions. W. E. Maloney 
will report as chairman of the executive committee; A. B. 
Newell as chairman of the railroad contact committee, and 
H. J. Zimmerman as chairman of a special committee on tariff 
simplification. 

The board and the Transportation Club of Buffalo will 
hold a joint luncheon at the Hotel Statler on the day of the 
meeting, at which Donald D. Conn, executive vice-president, 
Transportation Association of America, will speak on “A Trans- 
portation Program: What It Means and How It Can Be Made 
Effective.” Fred M. Renshaw, traffic commissioner, Buffalo 
Chamber of Commerce, is chairman of the local arrangements 
committee. 


RAILWAY EDITORS’ DINNER 


According to an announcement by Martha Moore, presi- 
dent, American Railway Magazine Editors’ Association, prepa- 
rations are being made to seat more than 1,000 at the dinner 
to be held at Chicago October 15 incident to the annual mect- 
ing of the association. Fred W. Sargent, president, Chicago 
and North Western, will be the principal speaker. His speech 
will be broadcast by radio. Among the features of the meet- 
ing will be an exhibit of new devices and equipment used in 
passenger, freight and express service, and magazine and ad- 
vertising displays by individual railroads systems. At the din- 
ner, a complete model railroad system will be in operation, on 
which models of well-known trains of the various railroads 
will be run as their executives are introduced. Train hostesses 
in uniform will act as ushers. Among the executives who 
will be present are the following: 

J. J. Pelley, president, Association of American Railroads; 
J. B. Hill, president, Louisville and Nashville; Ralp Budd, 
president, Chicago, Burlington and Quincy; E. M. Durham, 
chief executive officer, Chicago, Rock Island and Pacific; E. E. 
Norris, presider.t, Southern Railway; L. A. Downs, president, 
Illinois Central; J. M. Kurn, trustee, St. Louis-San Francisco; 
W. M. Jeffers, president, Union Pacific, and L. O. Head, presi- 
dent, Railway Express Agency. 


GRADE CROSSING HAZARDS 

The American Automobile Association has announced it 
has appealed to railroad executives, highway commissions and 
highway engineers to improve visibility conditions at railroad 
grade crossings. 

“Although the number of grade crossings in the United 
States has been reduced by approximately 5,000 during the 
last five years, the curve of grade crossing accidents has 
climbed steadily upward during that period,” said Thomas P. 
Henry, president of the A. A. A.” In 1933, there were 3,236 
grade crossing accidents, causing 1,511 deaths and 3,697 injuries, 
as compared with 4,489 accidents, causing 1,875 deaths and 
5,136 injuries in 1937. This represented an increase of 38.7 
per cent in accidents, 24 per cent in deaths, and 38.9 per cent 
in injuries.” 

In all probability, said Mr. Henry, one of the major rea- 
sons for the large percentage of accidents at crossings was that 
sufficient warning was not given the motorist that he was 
approaching a railroad track. Most of the nation’s 230,000 
grade crossings were still marked just as they were in horse- 
and-buggy days, said he. 


1. C. C. PRACTITIONERS 
The following have been admitted to practice before the 
Commission: 
Arthur J. Stanley, Jr., Kansas City, Kan.; and Don B. 
Stookey, New York, N. Y. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous conmunications will be published and writers must identify themselves.) 





COORDINATION 


Editor The Traffic World: 

Back in the days of the Railroad Administration, “unifica- 
tion” was a word used to conjure. It was “unification” this and 
“unification” that, and there was considerably more talk about 
unification than there was of unification. 

Now the word, “coordination,” is on the tongue of everyone 
who thinks he has a solution of the railroad problem. I have 
earnestly endeavored to find out what persons mean when they 
talk about coordination of transportation facilities. I once asked 
an interstate commerce commissioner what he meant when he 
spoke of coordination and he said he referred to coordination 
of legislation. Now, that is an entirely different thing from 
coordination of transportation facilities. 

The definition of “coordination” is closely applicable to the 
coordination of legislation, but that certainly is not what those 
who are talking on this subject have in mind. We have motor 
truck legislation which is as closely coordinated with the rail 
legislation as seems possible, considering the difference in the 
two forms of transportation. Certainly it was the intention of 
the framer of the law to make the motor carrier act as nearly 
like the interstate commerce act as was possible, and still there 
is very little coordination of rail and motor service. The compe- 
tition has not been lessened, although it may have been amelio- 
rated to a degree. 

This subject was carefully considered by the Royal Com- 
mission on Transport and clearly set forth in its final report. 
Chapter 8 of that report, beginning at page 140, deals with this 
subject at great length. Four methods were suggested by which 
coordination (which the Commission finds means the same 
thing as unification) could be accomplished. Those four methods 
were: 


1. Nationalization 

2. Rationalization 

3. A combination of both (1. and 2.) 
4. The formation of a public trust 


“Nationalization” was defined as ownership and operation 
of one or all the means of transport by a government depart- 
ment under a political chief. 

“Unification” would be the merging of all the existing 
transport agencies in one huge combine, for the purpose of 
spreading overhead charges over the whole field of transport 
and eliminating unnecessary competition. Complete coordina- 
tion would in this way be attainable. 

The third plan was defined as a combination of the first 
two and contemplated national ownership with private opera- 
tion. This would involve the purchase by the state of the 
railways, the mechanically propelled vehicles, both passenger- 
carrying and goods-carrying, the canals and possibly coastwise 
shipping; their vesting in a government department or a public 
trust; and their operation by private companies or firms under 
license from the state. 

The fourth was the formation of a public transport trust. 
The main feature of such a body would be that it would not 
work for profit; it would merely pay a fixed rate of interest 
on the capital involved, and all surplus funds would be devoted 
to the improvement of facilities. It would be entirely divorced 
from political action. 

Sir Robert Donald, at page 217 of the report, said: 

In approaching the question we should have clearly in our minds 
what is meant by coordination, or ‘‘coordinated working.’’ The only 


definition before the Commission was that given by Mr. Shrapnell- 
Smith, which was: 

“Coordination: A condition in which two or more systems, whether 
in the same or separate ownership, work together efficiently under an 
arrangement mutually agreed and conditioned by the public interest.”’ 

One fundamental principle which emerges from our consideration 
of the problem, supported by evidence and which has been accepted by 
the Commission as a whole, is that unification is a condition precedent 
to the complete coordination of transport. In other words, that com- 
petition and coordination in a single area are incompatible. 


This, I think, clearly sets forth what we are up against. 
The last sentence above quoted states the subject in a nutshell. 
A great many of those who have written and spoken on the 





subject have said that the interstate commerce act ought to be 
changed; that there should be less regulation. Assuming that 
this is so, and I am not one who is prepared to oppose that, the 
question arises, how would you change the act? As I recall it, 
either the Commission or the Federal Coordinator asked the 
railroads that question. The reply made to the Commission 
recommended only a few changes; the principal one, I believe, 
being an amendment to the fourth section so as to permit the 
railroads to do in the future what they did in the past—namely, 
prey on the business of their competitors. If we are in favor 
of cut-throat competition a change in the fourth section would 
undoubtedly accomplish that purpose. 

There was a time after the decision of the Supreme Court 
which held that consolidators were shippers that the railroads 
endeavored to reframe Rule 10 of the Official Classification so 
as to prevent consolidators from taking advantage of the rule 
while allowing bona fide shippers to do so. No way could be 
found at that time (1909) of reframing the rules. None of us 
who was working on the problem could find the solution, but 
it would not have been difficult had we given the subject a 
little more thought. The carloading companies can be put out 
of business merely by amending section 10, of the interstate 
commerce act, making it illegal for anyone to traffic in freight 
rates at less than the published tariffs of the carriers. Of 
course, now that motor truck competition has grown to an 
extent never contemplated by the railroads they have taken the 
carloaders to their bosoms and some of them are endeavoring 
to foster the business of these loaders and in some cases they 
are practically owned by the carrier. Other carriers who enjoy 
the business of the carloaders are earnest defenders of the 
practice. 


One of the things that is very expensive to the railroads 
—just how expensive no one can tell—is the question of repara- 
tion. The Commission, I believe, has suggested that reparation 
be thrown into the courts. I do not believe this is the solu- 
tion. I would rather trust my case to the Commission if I 
had a just claim for reparation, but if I had one about which 
I was in doubt I would want it left to the average jury, which 
seems to think the railroads should be soaked. Furthermore, 
a man who had a just claim for a small amount would either 
have to spend more for lawyer’s fees than the amount of the 
claim or suffer an injustice. 


This is a problem which could be easily settled and settled 
fairly by an amendment to the act or possibly by a ruling of the 
Commission that it would not consider a reparation claim unless 
the claimant had endeavored by appeal to the transportation 
company for a readjustment of a rate that he considered unfair. 
The period of reparation to cover the time when the matter 
was first taken up formally in writing with the carrier or car- 
riers and then only if he was unable to secure an amicable 
adjustment of the rate. This would eliminate a large number 
of reparation proceedings. It would preclude any shipper from 
seeking reparation unless he had followed the procedure above 
outlined. 

This change would not be welcomed by those who make a 
living through reparation practice, but would confine reparation 
to those cases where the shipper had actually been damaged. If 
a shipper was passing along the current transportation rate 
in the price of his goods to his customer, he certainly would 
not go to the trouble of trying to get a further profit out of the 
railroad. If the customer felt the rate was unfair there would 
be a procedure he could follow, which would put the railroads 
on notice that the rate was under attack and that an appeal 
to the Commission might follow if the rate were not adjusted 
in conformity with law. 

In every conversation I have had with railroad officials and 
railroad lawyers they appear to be at a loss as to what changes 
in the law ought to be made in order to give them relief. I 
have yet to receive any concrete suggestions beyond those I 
have mentioned as to changes that should be made in the law. 
There are others, no doubt, which might well be made, but is 
it not up to the railroads to bring forth a concrete plan of the 
changes they want and let it be decided whether or not those 
changes would be in the public interest? 

I have little confidence in the ability of any large commit- 
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tee to formulate a plan that would be helpful to the railroads 
and in the public interest. Everything suggested so far seems 
to be to put additional burdens on their competitors. I think 
if I had something to say about the matter I would first de- 
termine what ought to be done, not from a seMish standpoint, 
but in the public interest. Then I would start a publicity 
campaign that would be effective. Such a campaign should 
reach the people that could help effectuate such a plan. It is 
not necessary to convince bankers, brokers, insurance com- 
panies, and big shippers who are selling the railroads that they 
need help; they know it, and of course are for it. I would not 
write editorials for country papers and then put them out as 
indicating how the public felt about the matter. I do not know 
what such a campaign of education would cost, but probably 
not much more than the railroads are now paying for what I 
consider a waste of effort. 

In 1929, as I recall it, the railroads laid down a declara- 
tion of policy. Some part of that policy has been embraced in 
every speech made by a railroad man since that time. It is 
unnecessary to read what is said in these speeches for they are 
all after the same pattern. They are made before traffic clubs 
and other organizations, but how much good have they done? 
I leave that to your imagination. It is true it has resulted in 
imposing burdens on motor lines, water lines and air lines, but 
can you find where placing such burdens on these transporta- 
tion instrumentalities has in any way helped the railroads? 

I have endeavored to find out from responsible motor truck 
companies how many have been put out of business by regula- 
tion and I have yet to find one that will admit that he has 
lost business to the rail carriers. They will admit that the 
cost of operation has increased. Undoubtedly, regulation has 
put a stop to the establishment of new, irresponsible motor 
carriers and no doubt some who should never have been in 
business have retired, but the industry as a whole appears to 
be continuing in business, notwithstanding reduced profits, if 
any, just like the railroads, all of whom are suffering for the 
want of business. 

When the railroads put in store-door collection and deliv- 
ery they believed that would have the effect of substantially 
reducing truck competition. I have yet to find a railroad man 
who believes in the practice now in effect. They have told 
me that store-door delivery on short-haul traffic did help them, 
but they are losing more because of allowances they are pay- 
ing on long-haul traffic to offset any gain that they made under 
the tariffis that were originally in effect. 

In my opinion, one of the most stupid things that the rail- 
roads have done is to make the allowance to shippers and re- 
ceivers who take their goods to and from the railroad stations. 
There was nothing new about this practice. It was established 
in Indiana on express traffic some time prior to 1912. It was 
tried in Canada and found wanting. No shipper in a city like 
New York could afford to do his own trucking for the five- 
cent allowance. He would certainly have to pay more not only 
at New York but in many other places, and why should he 
do this when he could get free pick-up and delivery. It re- 
sulted in the railroads paying a dollar a ton, and in many cases 
two dollars a ton on traffic that they would have received if 
no allowance had been made. 


In my opinion great economies could be effected in com- 
pilation and publication of tariffs. I think the Commission is 
largely responsible for some of our complicated tariffs. In the old 
days of the express classification when there were only three 
classes, whenever the express company had a claim which it was 
forced to pay it would write an exception to the classification, 
thereby eliminating further payments. I think many of the Com- 
mission’s rules for tariff publication grew out of substantially the 
same practice. Some progress is being made in this direction, 
I understand, but it will be a long time before a man of ordi- 
nary intelligence can pick up a freight tariff and quote a rate 
with any degree of confidence. At the present time, in many 
cases, he needs a library of freight tariffs and then he is not 
certain of the result. 

I hope at the conference this week in Washington some 
concrete plan will be proposed that can be effectuated in the 
public interest. That plan, however, will have to be broad 
enough to give proper consideration to all forms of transport 
and not be developed merely for the purpose of restoring to 
the rails traffic that is now being efficiently handled by other 
forms of transportation. Unless this is done I am afraid it 
will be just another conference. 


New York, N. Y., Sept. 13, 1938. W. H. Chandler. 


PROBLEMS SOLVED IN WASHINGTON 
Editor The Traffic World: 


I was greatly pleased to read your editorial advising that 
the President’s wife, in a published article, had solved another 
most vexing problem. This time the question was freight rates 
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in the south. I imagine this will dispose of the southern gov- 
ernors’ case, aS well as other lesser matters, and thus take a 
load off the Interstate Commerce Commission, as well as 
numerous traffic men in both railroad and industrial fields. 

This probably is a part of your prophecy in your edi- 
torial of March 26. In that editorial you mentioned that the 
President had called together a hand-picked bunch of men and, 
through conference, with the master mind at the helm, the 
railroad or transportation problem would soon be solved. 

Well, we are always glad to hear of progress being made. 
Many problems have been solved at Washington in the last 
few years. Economic laws have been set aside by statutory 
laws and I would not be surprised to see the law of gravitation 
set aside—if the money holds out. 


Herbert Webb. 
Cannelton, Ind., Sept. 13, 1938. 


I. €. C. RULES OF PRACTICE 
Editor The Traffic World: 

I have read with interest the article by Mr. F. A. Keeling 
in the Open Forum of August 27. 

I am not an I. C. C. practitioner, for I have been unable to 
qualify, the examination being too tough for me—which means 
that I could not answer the questions at my hearing. 

As a preliminary, I will state that I have worked for some 
20 years for railroads and steamships from New York to Cali- 
fornia, and from Chicago to Florida and Louisiana. I have 
worked in both traffic and transportation from the yard office, 
local freight, commercial agent’s, general agent’s, superin- 
tendent’s general freight agent’s offices, to the freight traffic 
manager’s office. I also worked in the traffic department of 
one of the largest industries in the U. S., and have been man- 
ager of three industrial traffic associations, exclusive of the 
Industrial Traffic Association of New Orleans, which I now own. 
I have been graduated by the La Salle Extension University of 
Chicago in traffic management and am one-fourteenth through 
its law course. I have had and now have cases pending before 
the Louisiana Public Service Commission, but I am informed 
by Commissioner Aitchinson that I must “dig”? some more before 
I can qualify for a permit to practice before the I. C. C., which 
is bestowed upon citizens of good moral character who file 
proof with the Commission that they possess the necessary 
legal and technical qualifications to render valuable service 
before the Commission and are otherwise competent to advise 
and assist in the presentation of matters before the Com- 
mission. 

However, I have adopted the plan of looking below the 
surface before making a complaint. To file and win a case 
before the Commission, the history of the rates must be studied. 
“How did it get that way”? is always the vital issue and when 
we learn what way it is, we see what we can do about it. So, 
working along these lines and going a little deeper into the sub- 
ject than Mr. Keeling: 

A few years ago, any man could be a practitioner by getting 
the signatures of three registered practitioners and furnishing 
five references. This is still in effect, except they now give the 
applicant a hearing before an examiner. I had my hearing in 
a hotel bedroom and the examiner had the questions in a sealed 
envelope. These questions stopped me. For example, “what 
does paragraph 3 of section 1 of the I. C. C. act provide?” 
Perhaps a person knows what section 1 covers, but what is in 
paragraph 3? ‘Name the dates of the various amendments to 
the I. C. C. act and what are they? When was the Panama 
Canal act enacted? What was the finding of the I. C. C. in 
200 U. S. 500, Jones vs. P. R. R., and also 250 U. S. 200, B. & O. 
vs. Smith. What was the Commission’s decision in the Brown 
case? (I am not showing exact titles to the cases nor the correct 
references.) What does the I. C. C. act provide that the motor 
carrier act does not provide?” 

The I. C. C. act is published officially in 84 pages, and 
the motor carrier act in 37 pages. We have there a difference 
of 47 pages alone, which is quite a difference if the 37 pages 
were the same, which they are not. No man can pass this 
examination unless they want him to. Because of the many 
decisions of the I. C. C. since 1887 no man can memorize the 
titles of all those decisions and what was in them, and no man 
knows in advance which 5 or 6 they will pick out for him. I 
called on the learned men of New Orleans and said: “What do 
you know about 200 U. S. Jones vs. P. R. R.?” Each one said 
he would look it up. I replied: “Your answer is wrong; you 
either recite it without looking it up or you lose. “They agreed 
that it would be impossible for any of the smartest attorney 
or practitioner to do it. 


But, then I reasoned, Commissioner Aitchinson would know 
it was impossible. Why would he have such questions? 
There must be a reason. Therefore, I investigated and found 
the reason, or at least what I believe to be the reason. It is 
not, in my opinion, that they desire to keep everybody out 
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except attorneys. It is not on account of anything the bar 
association has done, nor does anyone running a practitioner’s 
school have anything to do with it, as Mr. Keeling seems to 
think. It would be then, I reasoned, that these questions are a 
start actually to learn if the man is qualified. 

In 1935, when the motor carrier act was enacted, in the 
United States there were hundreds of thousands of motor truck 
lines, ranging from one worn out Ford truck to gigantic cor- 
porations. Every one of these was trying to live and every one 
had to get a certificate of convenience from the I. C. C. To 
get a certificate required a practitioner. To get money from 
these truck lines, thousands of bright persons applied to the 
I. C. C. for permission to practice. Permit was granted, under 
the old, loose, ask for it, plan, to everyone that asked. This 
resulted in thousands of new practitioners, a great number of 
whom had no idea of what it was all about, bringing up cases 
before the I. C. C., cases improperly prepared, some of them 
having no case at all. This resulted in such confusion and such 
a burden on the I. C. C. that it decided it would not admit any 
person unless he was actually qualified. 

That is what caused the situation to be what it is. It is 
tough. I would like to see it made a little tougher in that 
attorneys would have to present themselves in a hotel bedroom 
and out of their heads tell the examiner what it says on page 52 
of the I. C. C. act, line 6, sixth word. With all respect to the 
legal profession (I am now studying law) if a man has never 
seen a freight tariff, has never read the decisions of the I. C. C., 
no attorney is qualified to handle a case before the I. C. C. It is 
true, he can prepare the papers from the “Rules of Practice” 
but he cannot win unless he knows his stuff, and with the 
I. C. C. you must be a specialist because the railroads have a 
specialist as your opponent. 

When I started my own traffic bureau, I started hiring 
attorneys on the old, well established 50-50 basis to handle 
cases. I found one man was a divorce lawyer, another an 
insurance man, and non of them a traffic man. I readily 
saw I was beaten with them before I even started, even 
though two of them had practitioners’ permit; therefore, I 
now operate without them. 

It is not necessary for a man to have an attorney for any 
purpose, provided the man knows the laws and the rules. It is 
not necessary for a rate expert to have an attorney for a rate 
case, it is not necessary to be an I. C. C. practitioner, nor 
necessary to hire one. Mr. Keeling has nothing to worry about, 
provided he has the knowledge he says he has. The Constitu- 
tion of the United States and every state provides every man 
shall have a right to the use of the courts in his own interests. 
Any man can go into any court or before the I. C. C. in his own 
behalf. A practioner before the Commission at this time must 
bring an official of the firm he is representing to prove his case 
as to matters and things. Our plan is to let the firm we repre-. 
sent bring its own action, which we prepare, and we become the 
traffic witness. We must both be there anyway, and the I. C. C. 
is wide open except, a person cannot call himself a practitioner, 
unless he has permission. This even has an advantage, because 
a practitioner cannot advertise, as it is not considered ethical, 
and we can. 

I trust you print this because I believe Commissioner 
Aitchinson is doing his duty as he sees it—that all he wants 
to do is to be sure the applicant is qualified—and also to quiet 
any worries Mr. Keeling’s letter may have caused your readers. 

I am sending Commissioner Aitchinson a copy of this letter 
under personal cover in order that he may know that I believe 
in him. I am certain he will grant Mr. Keeling and myself 
permits to practice before the Commission when he believes 
we are qualified to perform. I repeat, however, that attorneys 
who desire to practice before the I. C. C. should take the 
examination as all others. I asked an attorney who is also a 
registered practitioner ii he would sign my application for per- 
mission to practice. He said he could not do it because he did 
not know what my experience was. I said: “I suppose you 
would have to memorize Mr. Aitchinson’s eight volumns of 
decisions before a person knew enough, wouldn’t you?” He 
replied that he never heard of Mr. Aitchinson’s eight books; 
they had nothing to do with it. So what? Thanks. 

Earl Roy, Manager, 
Industrial Traffic Association. 

New Orleans, La., Sept. 12, 1938. 


NEW COMPLAINTS FILED 


No. 28100, San Francisco Examiner Department Hearst Publications, 
Inc., San Francisco, Calif., vs. A. T. & S. F. et al. 

Unreasonable rates, newsprint paper, Stevens: Point, Wis., Chi- 
cago, Ill., and Quebec, Canada, to San Francisco, Calif. Asks rep- 
aration. (R. A. Cooke, 370 Lexington Ave., New York, N. Y.) 

No. 28100, Sub. No. 1, Los Angeles Examiner Department Hearst Pub- 
lications, Inc., Los Angeles, Calif., vs. Canadian Pacific et al. 

Unreasonable rates, newsprint paper, Stevens Point and Quebec 
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to Los Angeles, Calif. Asks reparation. (R. A. Cooke, 370 Lexing- 
ton Ave., New York, N. Y.) 

No. 28101, Everwear Manufacturing Co., Springfield, O., vs. C. C. C. 
& St. L. et al. 

Unreasonable rates, playground apparatus parts, Springfield, O., 
to Baltimore, Md. Asks reparation. (Lester E. Barber, Cincinnati, 
O.) 

Ex Part 127, Status of Public Stockyard Companies. 

Investigation instituted by the Commission into the status of 
public stockyard cempanies in connection with the unloading and 
loading of carload shipments of live stock transported by railroad 
with regard to the relation between the stockyard companies or 
their officials and common carriers by railroad, etc.; and whether 
the stockyard companies are railroads subject to the provisions 
of the interstate commerce act in respect of the transportation 
services performed by them or are violating any provisions of 
that act. 

No. 28102, Shea & Morris Monument Co., and Kent-Clark Monument 
Co., Springfield, Mo., vs. St. L. S. F. et al. 

Rates, stone, rough and dressed, Elberton, Ga., to Springfield, 
Mo., in violation of section 6, resulting overcharges, it being 
alleged, causing preference to competing dealers at Jefferson City, 
St. Louis and Kansas City, Mo. Asks reparation. (James L. San- 
dusky, Kansas City, Mo.) 

No. 28103, Addison Miller, Inc., and Fielding & Shepley, Inc., St. Paul, 
Minn., vs. Great Northen et al. 

Unreasonable rates, iron and steel articles, bar steel and steel 
bars, points within the Chicago district in Illinois and Indiana, 
Indiana Harbor, Ind., and Duluth and Steelton, Minn., to Wiota, 
Mont. Asks rates and reparation. (V. J. Hermel, 512 New York 
Life Bldg., Minneapolis, Minn.) 

No. 28104, Indiana Veneer & Lumber Co., Indianapolis, Ind., vs. Mis- 
souri Pacific et al. 

Rates, oak logs, Dumas, Ark., to Indianapolis, Ind., in violation 
of sections 1 and 4. Asks rates and reparation. (F. B. and G. M. 
Stephen, No. 19 South Wells Street, Chicago, Ill.) 

No. 28105, Standard Oil Co. of Louisiana, New Orleans, La., vs. Abilene 
& Southern et al. 

Rates, petroleum and its products and asphalt, North Baton 
Rouge, La., to points in Wyoming, Colorado, South Dakota, Ne- 
braska, Kansas and Oklahoma, alleged not to bear a just rela- 
tionship to the rates from other shipping points in Arkansas, 
Louisiana, Oklahoma and Texas, in violation of sections 1 and 3, 
the undue preference alleged being for other shippers. Ask new 
rates and reparation. (Harry Graham, New Orleans, La.) 


No. 28106, Petroleum Rail Shippers Association, Fort Worth, Tex., and 
Oklahoma City, Okla., vs. Alton & Southern and other railroads 
and Ajax Pipe Line Corporation and other pipeline companies. 

Rates and charges, petroleum and petroleum products, points 
in Arkansas, Kansas, Louisiana, Oklahoma and Texas, known as 
the midcontinent oil field and points in other states, particularly 
Illinois, Indiana, Missouri, Iowa, Nebraska, Wisconsin, Minnesota, 
North Dakota, South Dakota, Colorado and the northern peninsula 
of Michigan, in violation of sections 1, 2, 3 and 6, the violation 
of section 3 arising, the complaint alleges, in that defendants 
charge, demand, collect and receive for the transportation of ship- 
ments made by the complainants a greater compensation than they 
charge, demand, collect and receive from other shippers for doing 
a like and contemporaneous service thereby giving the other ship- 
pers an undue preference. Violation of section 6 is alleged to 
arise from the fact that the railroads do not maintain schedules 
showing rates for transportation between points on their line and 
points on pipe lines and waterways. Asks new rates. (J. F. Law- 
rence, 702 Ritz Bldg., Tulsa, Okla.) 

No. 28107, Charles P. Megan, trustee of the Chicago & North Western 
vs. Cedar Rapids & Iowa City Railway and Iowa Electric Light & 
Power Co. 

Alleges defendants, short line railroads, are demanding and re- 
taining divisions of joint through rates from the Chicago & North 
Western which are unreasonably high, unlawful, unjust and in- 
equitable. Asks cease and desist order and an order to accord 
complainant just, reasonable, equitable and nonprejudicial divisions; 
also that this complaint be set for hearing at the same time and 
place as I. and S. 4518 in which the Commission suspended a C. 
& N. W. tariff proposing cancellation of the joint through rates. 
(P. F. Gault, 400 W. Madison St., Chicago, Ill.) 

No. 28108, Henry Lauhoff Cereal Mills, Detroit, Mich., vs. Detroit & 
Toledo Shore Line et al. 

Seven per cent emergency charge imposed on corn grits flaked, 
also known as brewers’ flakes, in the period April 10, 1935, to 
June, 1936, from Detroit, Mich., to points in central and trunk 
line territories, in violation of sections 1, 2, and 3 on account of 
the nonapplication of the emergency charge on other commodities 
used for the same purpose and handled by other mills. Complaint 
also involves transit. Asks reparation. (C. L. Athanson, 323 E. 
Atwater St., Detroit, Mich.) 


N. I. T. L. MEETING 


The thirty-first annual meeting of the National Industr’al 
Traffic League will be held at the Pennsylvania Hotel, New 
York City, November 17 and 18, according to a circular sent 
to members by E. F. Lacey, executive secretary. The execu- 
tive committee will meet on the two preceding days, Novem- 
ber 15 and 16. George F. Hichborn, general chairman, com- 
mittee on arrangements, has announced that the annual League 
luncheon will be held November 18. Further announcements 
regarding the luncheon will be made later. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 


The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


PO OOOO Oo Oo Orr hor Ore Ore Por re Pee Gere Gor Gre Gor Gon Gre Ser Gur Pe Boe er ooo PG on Pe Gon Boe hro Bon Geo Gro Qon Gor Googe 


Mileage Allowances 


New York.—Question: The writer would appreciate knowl- 
edge of the exact wording of the law relating to equalizing 
empty mileage in the operation of private stock cars. 

Also citations of any cases either before the courts or the 
Commission of any railroads demanding payment of excess 
empty mileage at the tariff rates. 

Answer: Rule 7 of Section 2 of Agent B. T. Jones’ Mileage 
Tariff No. 7-K, I. C. C. No. 3022, which relates to other than 
tank cars of private ownership, provides that should the aggre- 
gate of empty mileage of any owner’s cars exceed the aggre- 
gate loaded mileage, such excess must be paid for by the owner 
either by an equivalent loaded mileage, or at applicable mileage 
rates named in the Consolidated Classification or in State 
Classification tariffs, where state rates apply, without minimum, 
plus the mileage allowance that has been paid by the railroad 
to the owner on such excess empty mileage, whenever excess 
empty mileage warrants such action. 

In Chicago, R. I. & P. Ry. Co. vs. Petroleum Refining Co., 
39 Fed. (2d) 629, an action was brought and recovery had for 
charges on the aggregate empty mileage in excess of the aggre- 
gate loaded mileage of private cars owned and operated by 
the defendant. In this matter the jurisdiction of the Interstate 
Commerce Commission in this matter is limited to a determina- 
tion of the applicable charge, the courts having jurisdiction of 
an action by a carrier for the recovery of charges based upon 
the provisions of the tariff referred to above. 


Tariff Interpretation 


Michigan.—Question: We have just made a shipment of 
16,415 lbs. of steel auto parts from Detroit to New York City 
for export and have been billed at the rate of $0.90 under 
Eastern-Central M. F. Tariff 8-A, MF-I. C. C. 26, Supplement 
50, Item 325, published by Agent Everett Russell of Akron, 
Ohio. We are also referred to Rule 4, page 33 of the same 
tariff. 


We have contacted several companies in Detroit who have 
this and other tariffs issued by Agent Russell, and have been 
advised that charges should be paid on the basis of volume 
rate and volume minimum weight or actual weight, if in ex- 
cess of the minimum weight. 


As we do not have any of the Russell tariffs in our file and 
as our business does not warrant our buying them at this 
time, we would appreciate your advice as to what is the proper 
rate and weight to use on this particular shipment, which was 
handled as a through shipment by the Middle Atlantic Trans- 
portation Co. 


Answer: The tariff to which you refer, in Item 325A, of 
Sup. 55, effective August 10, 1928, publishes a less-truck-load 
rate of 90c per 100 pounds from Detroit, Mich., to New York. 

Under the provisions of Rule 13, Section 2 thereof, of Agent 
Jackson’s Classification No. 3, MF-I. C. C. No. 5, where no 
volume rating or volume minimum weight is provided for a 
given article, the L. T. L. or any quantity rating will apply, 
regardless of the weight of the shipment. 

Item 325 of Agent Everett Russell’s Tariff MF-I. C. C. 
No. 5 is contained in Sections 3 of that tariff, in connection with 
which it is stated that the rates in.this section are domestic 
commodity rates and apply on traffic originating at and/or des- 
tined to points in the United States, except to the extent pro- 
vided in Sections 4 and 5. 

In connection with Section 5 of this tariff it is stated that 
the rates therein are import and export commodity rates and 
apply on traffic originating at, or destined to, points not located 
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in the United States of America and on such traffic take 
precedence over rates in Sections 3 and 4. 

The application of Section 3 and Section 5 are contradic- 
tory, to the extent that it is stated in Section 5 that the rates 
therein take precedence over rates in Section 3, and that it is 
stated in Section 3 that the rates therein are domestic com- 
modity rates. Read literally the effect of the application state- 
ment therein is that the rates in Section 3 have no application 
to export traffic, although in view of the cross reference be- 
tween Sections 3 and 5 this clearly was not the intention of 
the framers of this tariff. While in the absence of export rates, 
ordinarily domestic rates apply, we are inclined to the opinion 
that the application provision of Section 3 of Agent Russell’s 
tariff is so worded as to preclude the application of the rates 
therein to export traffic, thereby requiring the use of class rates 
on the shipment in question. 


Advancement of Charges to Preceding Carrier 


Maryland.—Question: A controversy has arisen in connec- 
tion with Item 367, Agent Curlett’s I. C. C. A540 (Exceptions 
to the Official Classification) concerning advancing of ocean 
freight charges by the railroads to ocean carriers. 

There is no question but that this item authorizes, for ac- 
count of one carrier, the advancement of charges to acean lines, 
but the question arises what the obligation of the railroad is 
in cases where the consignee disputes the ocean charges and 
refuses to pay them. 

A case in point, is one where a shipment of non-perishable 
freight was made from New York to an inland destination with 
merely the local rail charges from the port assessed. These 
the consignee paid and the shipment was delivered. Some 
weeks later an “advance only” waybill was made, adding sev- 
eral hundred dollars for collection from the consignee. This 
represented certain charges accruing to a steamship line which 
the agent of the rail carrier later paid to the steamship com- 
pany under the provisions of the aforementioned item. The 
consignee has never given a satisfactory explanation as to why 
he refuses to pay these ocean charges, but he claims they are 
not due. On the other hand the ocean carrier to whom the 
charges have been paid insists they are correct and should be 
collected by the rail line. 

My position is that inasmuch as these ocean charges are 
not covered by tariff on file with the Interstate Commerce 
Commission, the nature of the transaction is such that the 
rail line is acting in an agency capacity and failing to collect 
charges from the consignee by ordinary methods, might look to 
the steamship company to whom the charges were advanced 
for reimbursement. 

The other view is that inasmuch as the rail carrier has 
provided by tariff that it will, upon request, advance legitimate 
charges of the boat line, this creates an obligation to collect 
from consignee and through legal procedure, if necessary, but 
this I cannot see. I do believe, however, that these ocean 
charges create a lien against the property and on this basis 
alone the rail carrier could sue the consignee for collection of 
all charges accruing against the property up to the time of 
delivery to the consignee, whether such charges represented 
rail or ocean freight, but they have no obligation to do so 
under the provisions of the Interstate Commerce Act, which 
requires legally published tariff charges to be collected from 
someone. I do not see how the provisions of the Interstate 
Commerce Act could apply to any freight charges not the result 
of rates published in tariffs on file with the Commission. The 
mere fact that the rail carrier provides for the advancement of 
ocean charges does not, to my mind, create a legal obligation 
under statute law to sue the consignee for collection thereof, 
but rather merely implies a reasonable effort to collect such 
charges, failing in which the railroad should look to its prin- 
cipal for compensation. 

I should appreciate having the benefit of your views with 
any citations of court or Interstate Commerce Commission 
which you may be able to locate. 

Answer: A connecting carrier is under no obligation to 
make advances for charges paid by a preceding carrier or to 
give credit therefor, even though it is customary so to do, and, 
without paying the preceding carrier’s charges, it may be re- 
garded as the agent of the preceding carrier to collect such 
charges, although in this event the charges are due to the 
preceding carrier and not to the connecting carrier. Never- 
theless a connecting carrier may advance the charges of the 
preceding carrier, including charges which the preceding car- 
rier may have already advanced in the same way, and demand 
the full amount of its own charges and the advancements at 
the end of the transportation, unless it has notice or knowl- 
edge that, in the particular case, the charge of the preceding 
carrier is unlawful. This, it is said, is a right long sanctioned 
by laws and customs, and is founded on public convenience 
and common sense. The doctrine applies notwithstanding the 
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goods were carried over lines different from those contracted 
for, provided the connecting carrier had no knowledge or notice 
of the agreement betwen the owner of the goods and the 
initial carrier as to a different routing of the goods. But if 
the connecting carrier has knowledge that the charges to the 
point of destination have been paid to the initial carrier, it is 
not justified, without express authority from the consignee, in 
paying charges claimed by preceding carriers, especially where 
no question as to the correctness of the rate or the amount 
charged by the initial carrier is raised, and the same is true 
if, although not having actual notice, it has knowledge of facts 
which should put it on inquiry and which, if followed up, would 
lead to such notice. 

The connecting carrier is not entitled to insist on payment 
of charges advanced for services not constituting a part of the 
transportation of the particular consignment. 

The above is a statement of the law relating to the ad- 
vancement of charges paid by a preceding carrier. In Wabash 
R. R. Co. vs. Pearce, 192 U. S. 179, 24 S. Ct. 231, the prin- 
ciples stated above were applied to customs duties paid by a 
preceding carrier. 

We are, however, unable to locate decisions which relate 
to the advancement by a rail carrier of the charges of a pre- 
ceding carrier by water, other than the decision in New York, 
etc., R. Co. vs. National S. S. Co., 32 N. E. 993, which case, 
however, does not involve the liability of the shipper to the 
carrier which has advanced the charges. 

Apparently, however, a rail carrier is justified in advanc- 
ing the charges of a carrier by water. 


Scrap lron—Basis for Rates in Official Territory 


Ohio.—Question: We will appreciate if you will let us have 
your opinion regarding the following: 

What is the correct prescribed basis used in C. F. A. ter- 
ritory in the establishment of rates on scrap iron, carload ship- 
ments? Also advise authority for your opinion. 

Answer: With respect to this question, see the decision of 
the Commission in Summer & Co. vs. Pennsylvania R. R. Co., 
225 I. C. C. 513. The defendant in this case pointed out that 
the Commission had in several proceedings found sixth class 
rates reasonable for application in the past on scrap iron from 
and to certain points in Official territory. The Commission 
stated, however, that in many proceedings concerning rates on 
this traffic, decided subsequent to the decision in Iron and 
Steel Articles, 155 I. C. C. 517, a basis of 70 per cent of the 
basis scale there prescribed was prescribed and approved for 
future application from and to many points in this territory, 
citing numerous cases. 


Pick-Up and Delivery—Liability of Consignee—Where Assist- 
ance Furnished Carrier in Unloading Heavy Freight 


Missouri.—Question: The Pick-Up and Delivery Tariff pro- 
vides that the consignee furnish assistance for the unloading 
of excessively heavy freight. 

We would appreciate your interpretation if such perform- 
ance does not make the consignee, in effect, a party to the 
bill of lading contract, and responsible for damages arising 
out of the careless acts of his employes. 

Answer: We are unable to locate decisions of the court 
in which the responsibility of the respective parties, namely, 
the carriers and the consignee, have been considered by the 
courts under a provision such as that contained in the Pick-Up 
and Delivery Tariff. 

In its decision in Denton vs. Yazoo & M. V. R. Co., 284 
U. S. 305, 52 S. Ct. 141, the Supreme Court states the prin- 
ciples which govern where employes of one party are put at 
the disposal and under the control of another party. 

However, under the tariff provision to which you refer, 
it would appear that the unloading of excessively heavy freight 
is to be considered as a joint undertaking and that each party 
would be responsible for the acts of his servant, unless the 
circumstances in a particular instance indicate otherwise. 


CHANGES IN DOCKET 


Hearing in I. & S. 4498, assigned for September 13, at Richmond, 
Va., was cancelled. 

Hearing in 28052, assigned for September 17, at Griffin, Ga., was 
postponed to a date to be fixed. 

Hearing in MC 71189 and Subs. 2 and 3, assigned for September 
14, at Knoxville, Tenn., was postponed to September 15, at the U. S. 
Court, Knoxville, Tenn., before Jt. Bd. 238 and Examiner Bradford. 

Hearing in MC 30704 and MC 54449, assigned for September 14, 
at Charlotte, N. C., was postponed to September 21, at the U. S. Court, 
Charlotte, N. C., before Examiner McCaslin. 

Hearing in I. & S. M-429, assigned for September 16, at Washing- 
ton, D. C., was cancelied and reassigned for September 30, at Wash- 
ington, D. C., before Examiner Cosby. 

Hearing in MC 88573, assigned for September 16, at Harrisburg, 
Pa., was cancelled. 
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Doings of the Traffic Clubs 





The Traffic Club of St. Louis will resume its weekly lunch- 
eons at the Hotel Jefferson September 19. The occasion will 
be Frisco day. Paul Spiegelberg, assistant general freight 
agent, Wabash Railway, chairman of the entertainment com- 
mittee, will be in charge. The courses in traffic sponsored by 
the club at the Soldan High School, will begin the evening 
of September 20. There will be an elementary course, an 
advanced course, and a class in Commission procedure. H. F. 
Klocker, assistant traffic manager, Monsanto Chemical Com- 
pany, is chairman of the educational committee. 





Dr. R. A. Kirkpatrick, special representative, Union Pacific, 
will give an illustrated lecture on the Salmon River country at 
a luncheon meeting of the Milwaukee Traffic Club at the Wis- 
consin Hotel September 26. 





The Traffic Club of Danville, Ill., will hold its first meeting 
of the fall season at the Wolford Hotel September 30. Plans 
for fall and winter activities will be discussed. 


E. L. Falls, special representative, life guard division, 
Goodyear Tire and Rubber Company, showed a motion picture, 
“Highway Safety,” at a meeting of the Women’s Traffic Club 
of Los Angeles September 14. 

Among the prizes to be distributed at the golf outing of 
the Traffic Club of Newark, at Shackamaxon Country Club, 
Westfield, N. J., September 22, will be a Ratemaster and East- 
ern Guide, donated by Hartman’s Freight Rate Service, Inc., 
and a set of traffic manuals, donated by the Traffic World. 








The Traffic Club of Cleveland will hold its annual family 
party at Schluters’ Tavern September 24. There will be a 
father and son baseball game and other sports and games. 
Dinner will be served. The entertainment committee, A. H. 
Farrar, assistant general freight agent, Baltimore and Ohio, 
chairman, and the sports committee, M. S. Bergman, district 
manager, Lyons Transportation Company, chairman, will join 
in conducting the affair. 





Classes in transportation, offered by the University of Cin- 
cinnati Evening College in cooperation with the Cincinnati 
Traffic Club will begin the week of September 26. Four courses 
are being offered: Principles of traffic management, Tuesday 
evenings, Joseph Birsinger, Procter and Gamble Company, in- 
structor; rates and tariffs, Thursday evenings, H. R. Hendrick, 
Cincinnati Chemical Works, instructor; rate and tariff labo- 
ratory, Thursday evenings, Charles F. Heuser, The Service 
Bureau Company, instructor; I. C. C. regulations and pro- 
cedure, Friday evenings, R. A. Ellison, The Service Bureau 
Company, instructor. 





The Junior Traffic Club of Chicago will hold a stag dinner 
at the Palmer House October 6. There will be a program of 
entertainment. L. B. Freeman is chairman, and D. B. Jerola- 
man, vice-chairman, of the program committee. 





The following were appointed to serve on the nominating 
committee of the Traffic Club of New Orleans at a luncheon 
meeting September 12: Fay E. Edmondson, L. J. Treuting, 
H. C. Jackson, P. E. Golden, J. H. Timlin, J. C. Moulin and C. 
L. Thomas. The club has organized a four-team bowling league, 
under the chairmanship of H. J. Breitenback, which will begin 
its regular season the evening of September 19. 





The Traffic Club of Pittsburgh will hold a fall outing for 
members only at Chartiers Heights Country Club September 
28. There will be golf, horseshoe pitching, quoits and cards. 
Dinner will be served. 

Jimmie Sands, district passenger agent, Texas and Pacific, 
gave a humorous address at a luncheon meeting of the Los 
Angeles Transportation Club at the Pacific Electric Building 
September 12. 

Philip Adler, special writer, Detroit News, spoke on “Euro- 
pean Affairs” at the September meeting of the Women’s Traffic 
Club of Detroit at the Women’s City Club. 





Educational meetings of the Traffic Club of Dallas will be 
resumed at the Adolphus Hotel September 20. 
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carrier act, Texas transportation statutes, and other traffic 
subjects will be discussed. C. H. Pistor is chairman of the 
club’s educational committee. 


Fred C. Rogers, Houston manager for the Social Security 
Board, explained the workings of that board at a luncheon 
meeting of the Traffic Club of Houston at the Rice Hotel Sep- 
tember 13. Ray Huddleston was in charge of the meeting. 


J. M. Fitzgerald, vice-chairman, committee on: public rela- 
tions of the eastern railroads, was the speaker at a dinner 
meeting of the Women’s Traffic Club of Metropolitan St. Louis 
at the De Soto Hotel September 15. Motion pictures, “Waltz 
of Vienna” and “Transportation in German,” were shown 


through the courtesy of the Hamburg American Line-North 
German Lloyd. 


Ann M. Kenny, retiring president of the Women’s Traffic 
Club of Greater New York, entertained the executive staff of 
the club at a luncheon in the quarters of the Traffic Club of 
New York at the Hotel Biltmore September 10. Six past 
presidents of the club were among the guests. Miss Kenny 
received a diamond bracelet as a mark of gratitude from the 
members of the club. 


N. Lazarus, Tidewater Associated Oil Company, showed a 
motion picture entitled “See” at a meeting of the Tuesday 
forum of the Pacific Traffic Association of San Francisco Sep- 
tember 13. 


Charles W. Braden, president of the National Industrial 
Traffic League, will deliver an illustrated lecture on “The 
Romance of Rail Transportation” at a luncheon meeting of the 
Birmingham Traffic and Transportation Association at the Tut- 


wiler Hotel September 20. Joe B. Norman is in charge of 
arrangements. 


The annual dinner and election of officers of the Chatta- 
nooga Traffic and Transportation Club will be held at the 
Hotel Patten September 21. Luther Patrick, congressman from 
Alabama, will speak on “Cornbread an’ Karreckter.” Corne- 
lius Bolen and J. L. Griffith have been nominated for president; 
G. B. Miller and R. C. Cravens for first vice-president; L. A. 
Beyers and J. A. Yarbrough for second vice-president, and L. B. 
Rankin and I. S. Deitch for secretary-treasurer. 


The first weekly luncheon meeting of the season of the 
Traffic Club of Minneapolis will be Minneapolis and St. Louis 
day at the Hotel Nicollet September 22. W. W. Gibson is 
chairman of the luncheon committee. The club held its final 
golf tournament of the season at Midland Hills Country Club 
September 16. Dinner was served. 


The Traffic Club of the Lehigh Valley will hold a dinner 
meeting at the Hotel Traylor, Allentown, Pa., September 19. 


F. A. Regan, chairman of the club’s speakers’ committee, is in 
charge. 


The Bridgeport, Conn., Traffic Association will observe car- 
loading companies’ night at a meeting at the Stratfield Hotel 
September 19. O. R. Peterson will be in charge of the enter- 
tainment. The club’s educational committee, H. J. Benzie, 
chairman, is gathering information on which to base its educa- 
tional activities in the coming season. 


The Transportation Club of Peoria held a chicken fry at 
Luthy’s Alps, East Peoria, Ill., September 15. H. P. Bates was 
chairman of the committee in charge. 


NORTH PACIFIC NON-LAWYER PRACTITIONERS 


Practitioners before the Commission who are not attorneys, 
located in Washington and Oregon, will meet at the New 
Washington Hotel, Seattle, Wash., September 24 to form an 
organization. The call for the meeting was sent out by R. H. 
Culbertson, traffic manager, Pacific Highway Transport, a non- 
lawyer practitioner. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Docket of the Commission 





NOTE—Items In the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


September 19—Boston, Mass.—Hotel Manger—Examiner Vinsky: 
MC 30735—Beauchaine’s Express, Boston, Mass., for certificate. 


September 19—Chicago, IIl—Sherman Hotel—Examiner Disque: 
26472, Sub. 1—E. K. Pond Co. et al. vs. A. G. S. et al. 
September 19—Chicago, IIl.—Sherman Hotel—Examiner Conley: 


MC 93695 and Sub. 1—Application of Dallas & Mavis Forwarding 
Co., South Bend, Ind., for certificate. 
September 19—Harrisburg, Pa.—State Com.—Examiner Denniston: 


MC 74360, Sub. 1—Application of I. M. Witmer & Son, Lancaster, 
Pa., for permit to extend operations. 


MC 23100—E. S. Savage, Hamburg, Pa., for certificate or permit. 
MC 45227, Sub. 2—Application of Meyer Transportation Co., Cleona, 
Pa., for certificate to extend operations. 
MC 89151—Application of S. I. Yoder, Belleville, Pa., for certificate. 
September 19—Indianapolis—U. S. Court—Examiner Worthington: 
28063—National Fertilizer Association, Inc., vs. A. C. & Y. et al. 
1. & S. 4522—Fertilizers in central territory. 
September 19—Indianapolis, Ind.—State Com.—Joint Board 155: 
MC 88806—Dwight H. Addington, Boonville, Ind., for certificate. 
September 19—Montgomery, Ala.—State Com.—Examiner Waters and 
Jt. Bds. 100 and 98: 
MC 62793—Applictaion of W. L. Thompson, Troy, Ala., for permit. 
MC 10781—Application of W. L. Thompson Warehouse, Troy, Ala., 
for certificate or permit. 

MC 89252—Application of L. G. Chancy, Hartford, Ala., for permit. 
September 19—New York, N. Y.—Hotel New Yorker—Examiner Hoy: 
27630—Hoboken Manufacturers’ Railroad Co. vs. A. C. & Y. et al. 
September 19—New York—Hotel New Yorker—Examiner Hanrahan: 
MC 44592—Application of Middle Atlantic Transportation Co., Inc., 

New York, N. Y., for certificate or permit. 
MC 74083—Sutherland Shipping, Inc., New York, N. Y., for certificate. 
September 19—Oklahoma City, Okla.—State Com.—Jt. Bd. 217: 


MC 84685, Sub. 3—Application of Nance Bus Lines, Paris, Tex., for 
certificate to extend operations. 


September 19—Philadelphia, Pa.—Chamber of Com.—Examiner Prout: 
28043—Narrow Fabric Manufacturers’ Committee vs. A. C. & Y. et al. 


September 19—Pittsburgh, Pa.—Federal Bldg.—Jt. Bd. 59: 
MC 73855, Sub. 1—C. M. Marshall, Rouseville, Pa., permit to extend 
operations. 
September 19—Salt Lake City, Utah—State Com.—Examiner Hendon: 
MC-F 661—Pacific Intermountain Express, contract to operate, Pa- 
cific Intermountain Express of Colo. 


September 19—San Francisco, Calif.—Empire Hotel—Jt. Bds. 75 and 
172 and Examiner Croft: 

MC 78786 and Subs. 1, 3, 9 to 11 and 13 to 27; and MC 78787 and Subs. 
4 to 6 and 8 to 22—Applications of Pacific Motor Trucking Co., 
San Francisco, Calif., for certificate to extend operations and for 
certificate or permit and to extend operations. 


September 19—Tallahassee, Fla.—Fla. R. R. Com.—Joint Board 64: 
MC 89177—William Ray Maxwell, Tallahassee, Fla., for permit. 


September 19—Wichita, Kan.—Allis Hotel—Examiner Harrison: 
MC 93860—Camp-As-We-Go Tours, Wichita, Kan., for permit. 


September 20—Boston, Mass.—Hotel Manger—Examiner Vinsky: 
MC 34689 and MC 43251—Application of H. M. Gould, East Walpole, 
Mass., for certificate and for permit. 
September 20—Chicago, IIl.—Sherman Hotel—Examiner Disque: 
28031—Arthur Morgan Trucking Co. et al. vs. B. & O. et al. 
September 20—Fargo, N. D.—U. S. Court—Jt. Bd. 24: 
MC 60120, Sub. 1—Application of Wells Dray & Parcel, Moorhead, 
Minn., for certificate to extend operations. 
MC 88979—Application of J. Bechtell, Rothsay, Minn., for certificate. 
September 20—Indianapolis, Ind.—Ind. Public Service Com.—Examiner 
Haley and Joint Board 23: 
MC 25568 and MC 25567—Hancock Truck Lines, Inc., contract and 
common carrier applications and extension of operations. 
September 20—New York—Hotel New Yorker—Examiner Hanrahan: 
MC 42681 and MC 46719—Associated Return Load Service, Elmhurst, 
L. I., N. Y., for certificate or permit and for license. 
September 20—Oklahoma City, Okla.—State Com.—Examiner Dunn: 


MC 43765—Application of B. & H. Transportation Co., Tulsa, Okla., 
for certificate or permit. 


MC 89201—Carl’s Transfer, Oklahoma City, Okla., for certificate. 
September 20—Pocatello, Ida.—U. S. Court—Examiner Hendon: 
* MC-F 669—J. O. Cotant, purchase, T. R. Benedict. 
September 20—Sheridan, Wyo.—City Hall —Examiner Corcoran: 

MC 29554—G. W. Brown, Sheridan, Wyo., certificate or permit. 
September 20—Washington, D. C.—Examiner Glover: 

Fourth section application 17252—Lumber from C. & W. C. stations. 
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September 20—Washington, D. C.—Examiner Kirby: 
Finance 9918—Missouri Pacific reorganization. 


September 20—Washington, D. C.—-Examiner Frizzell: 
MC 89053—Application of R. F. Titus, Lucketts, Va., for certificate. 
September 20—Wichita, Kan.—Allis Hotel—Jt. Bds. 52 and 43: 
MC 1534, Subs. 4 and 5—Application of Stinson Transfer Co., Kinsley, 
Kan., for permit to extend operations. 
MC 88045—Application of C. B. Jarvis, Great Bend, Kan., for permit. 
September 21—Bellingham, Wash.—City Hall—Jt. Bds. 45, 80, and 5: 
MC 44332—Application of Coast Transit, Inc., Bellingham, Wash., 
certificate or permit. 
MC 89294—Canada-California Transport, Seattle, Wash., for certificate. 
MC 88703, Sub. 1—Bellingham-Point Roberts Freight Line, Belling- 
ham, Wash., certificate to extend operations. 
September 21—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 110: 
MC 59499, Sub. 1—Application of United Motor Freight Terminal, 
Inc., Birmingham, Ala., for certificate to extend operations. 


September 21—Boston, Mass.—Hotel Manger—Examiner Vinsky: 
MC 29073—Application of Bruce and Warner's Express, Inc., Boston, 
Mass., for certificate or permit. 
MC 60432, Sub. 1—Application of N. A. Finck, Brookline, Mass., for 
certificate to extend operations. 
MC 60606, Sub. 1—Application of Oakdale Community Garage Bus 
Line, Dedham, Mass., for certificate to extend operations. 


September 21—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
MC 30704 and MC 54449—Applications of Martin Motor Lines, Inc., 
Belmont, N. C., for certificate or permit. 
September 21—Cody, Wyo.—Federal Bldg.—Jt. Bd. 123: 
MC 88932—Gerard Bus Line, Cody, Wyo., for certificate. 
September 21—Detroit, Mich.—Hotel Fort Shelby—Examiner Conley: 
MC 5655 and MC 33494—Applications of Great Central Transport 
Corporation, Detroit, Mich., for certificate. 
MC 6788—Application J. Madsen, Detroit, for certificate or permit. 
MC 75437—Application of Sewell Brothers Motor Express, Martins- 
ville, O., for certificate. 


September 21—Fargo, N. D.—U. S. Court Jt. Bd. 24: 
MC 49906, Sub. 1—Application of Brown Trucking Service, Nashua, 
Minn., for certificate to extend operations. 


MC 88834—Application of S. O. Ophus, Fosston, Minn., for certificate. 


September 21—Indianapolis, Ind.—Ind. Public Service Com.—Examiner 
Haley and Joint Boards 72 and 23: 
MC 5724—Craig Trucking, Pennville, Ind., for certificate or permit 
MC 12078—Samuel A. Klein, Indianapolis, Ind., for license. 
MC 50034, Sub. 1—Application of Saunders & Douglas Motor Freight 
Service, Inc., Logansport, Ind., for certificate to extend operations. 


September 21—New York—Hotel New Yorker—Examiner Hanrahan: 
MC 34006, Sub. 1—Application of G. B. Express Service, Katonah, 
N. Y., for certificate to extend operations. 
MC 88478—Application of C. Zenli, Monroe, N. Y., for certificate. 
MC 88578—Monmouth Messenger, Freehold, N. J., for certificate. 


September 21—Oklahoma City, Okla.—State Com.—Examiner Dunn: 
MC 2118—H. H. Enders. 
MC 89239—Witherspoon Trucking Co., Oklahoma City, Okla., permit. 


September 21—St. Paul, Minn.—State Com.—Jt. Bd. 141 and Examiner 
Peterson: 


MC 70830 and MC 70831—Application of Noble Transit Co., Minne- 
apolis, Minn., for certificate or permit. 


September 21—Washington, D. C.—Jt. Bd. 68: 


MC 32582, Sub. 1—Application of Shuler’s Transfer Somerset, Va., 
for certificate to extend operations. 


September 21—Washington, D. C.—Examiner Cheseldine: 
Fourth section application 17389—Rates from, to and between points 
in the south. 
September 21—Wichita, Kan.—Allis Hotel—Examiner Harrison and Jt. 
Bds. 19 and 56: 
MC 62056—P. E. Scott, Coats, Kan., for certificate or permit. 
MC 62056, Sub. 1—Application of Scott Truck Lines, Pratt, Kan., 
for permit to extend operations. 


September 22—Baltimore, Md.—Assn. of Com.—Examiner Johnston: 
1. & S. M-443—Confectionery and shoes over Reliable Transfer of 
York. 


September 22—Bellingham, Wash.—City Hall—Jt. Bd. 237: 
MC 88960—G. S. R. Mowbray, Cloverdale, British Columbia, Canada, 
Certificate. 
MC 94100—V. A. J. Karme, White Rock, British Columbia, Canada, 


certificate. 
MC 94104—F. T. Fletcher, Cloverdale, British Columbia, Canada, cer- 
tificate. ia 
MC 94107—R. Cunningham, Chilliwack, British Columbia, Canada, 
certificate. 


MC 94108—W. J. Jackson, Milner, British Columbia, Canada, cer- 
tificate. at se ba | 
MC 94109—J. Powell, Langley Prairie, British Columbia, Canada, 


certificate. 
MC 94110—W. Inglis, New Westminister, British Columbia, Canada, 

certificate. 
September 22—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner 
Waters: con 


MC 11207, Sub. 1—Application of Deaton Truck Lines, Inc., Birming- 
ham, Ala., for certificate to extend operations. 
MC 11207—Deaton Truck Lines, Inc., common carrier application. 
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September 22—Boston, Mass.—Hotel Manger—Examiner Vinsky: 
MC 45432, Sub. 1—Application of R. G. Watkins & Son, Inc., Ames- 
bury, Mass., for certificate to extend operations. 
MC 38157, Sub. 1—Application of M. E. Hicks & Son, Foxboro, Mass., 
for certificate to extend operations. 
MC 41344, Sub. 1—Application of Dave’s Trucking Co., Fitchburg, 
Mass., for certificate to extend operations. 


September 22—Iindianapolis, Ind.—State Com.—Examiner Haley: 
MC 2982, Sub. 1—Application of O. Abshier Trucking Co., Indian- 
apolis, Ind., for certificate to extend operations. 
MC 1184, Sub. 1—G. F. Burnett Co., Inc. 
MC 92722 and Sub. 1—R. R. Walker. 


September 22—Keokuk, la.—U. S. Court—Examiner Worthington: 
27670—J. Rosenbaum & Son vs. Alton et al. 


September 22—New York—Hotel New Yorker—Examiner Hanrahan: 
MC 88596—S. Levenstein, New York, N. Y., for certificate. 
MC 88696—C. Maronna & Co., Inc., Brooklyn, N. Y., for certificate. 


September 22—Oklahoma City, Okla.—State Com.—Examiner Dunn: 
MC 44483—G. W. Wooldridge. 
MC 89304—Application of A. and A. Transfer Co., Oklahoma City, 
Okla., for certificate. 


September 22—Sacramento, Calif.—U. S. Court—Jt. Bd. 78: 
MC-F 657—United Motor Transport Lines, Inc., purchase, S. Aron- 
son et al. 


September 22—Washington, D. C.—Examiner Archer: 
1. & S. 4525—Land grant deductions on government exhibits. 


September 22—Washington, D. C.—Jt. Bd. 108: 
MC 68167, Sub. 1—Washington, Virginia and Maryland Coach Co., 
Inc., Arlington, Va., for certificate to extend operations. 


September 22—Washington, D. C.—Commissioner Mahaffie and Ex- 
aminer Devoe: 

* Finance 12150—Application of B. & O. for authority to issue certif- 
icates of deposit for, and to issue securities in respect of, certain 
of its securities, and to assume obligation and liability in respect 
of certain securities of others. 

* Finance 12151—Application of B. R. & P. for authority to issue cer- 
tificates of deposit for, and to issue securities in respect of, certain 
of its securities. 

* Finance 12152—Application of C. I. & W. for authority to issue cer- 
tificates of deposit for, and to issue securities in respect of, cer- 
tain of its securities. 

* Finance 12153—Application of Buffalo & Susquehanna for authority to 
issue certificates of deposit for, and to issue securities in respect 
of, certain of its securities. 


September 22—Wichita, Kan.—Allis Hotel—Jt. Bd. 52: 
MC 88685—L. E. Whitlock Truck Service, Haven, Kan., for certificate. 


September 22—Wichita, Kan.—Allis Hotel—Jt. Bd. 36: 
MC 1149 and Sub. 1—H. E. Grimes, Arkansas City, Kan., certificate 
or permit and to extend operations. 


September 22—Williamsport, Pa.—U. S. Court—Examiner Denniston: 
MC 89114—Williamsport Trucking Service, Williamsport, certificate. 
MC 45257, Sub. 1.—Application of C. G. Yost, McEwensville, Pa., for 

certificate to extend operations. 

September 23—Aberdeen, S. D.—Alonzo Ward Hotel—Examiner Living- 

stone: 

MC 44360, Sub. 1—Application of R-B Distributing Co., Aberdeen, 
S. D., for certificate to extend operations. 

MC 89238—R. B. Distributing Co., Plevna, Mont., for 


September 23—Amarillo, Tex.—Capitol Hotel—Jt. Bd. 77: 
MC 8742, Sub. 2—Panhandle Trailways, Amarillo, Tex., 
to extend operations. 


September 23—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
1. & S. M-441—Canned goods Del., Md., N. J., Pa., Va. and W. Va., 
to N. C. and S. C. 


September 23—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 131: 
MC 61506, Sub. 1—Russell Transfer Co., Washington, Ga., permit to 
extend operations. 
MC 86238, Sub. 1—Hagler Truck Co., Augusta, Ga., permit to ex- 
tend operations. 


September 23—Bellingham, Wash.—City Hall—Jt. Bds. 80 and 237: 
MC 12045—Schoolbus Owners and Private Operators Assn. of British 
Columbia, New Westminster, British Columbia, Canada, license. 
MC 94171—E. T. Trerise, Pitt Meadows, British Columbia, Canada, 
certificate. 

MC 94172—C. E. Boothby, Mission City, British Columbia, Canada, 
certificate. 

MC 94229—P. W. Runacres, Cloverdale, British Columbia, Canada, 
certificate. 

MC 94248—W. S. Huff, Cloverdale, British Columbia, Canada, cer- 
tificate. 


September 23—Boston, Mass.—Hotel Manger—Examiner Vinsky: 
MC 33948, Sub. 1—Application of Worcester Storage Co., Worcester, 
Mass., for certificate to extend operations. 
MC 88927—Paul Revere Lines, Boston, Mass., for certificate. 
September 23—Boston, Mass.—Hotel Manger—Jt. Bd. 231: 
MC 73800—Worcester Storage Co., Worcester, Mass., license. 


September 23—Casper, Wyo.—Federal Bldg.—Jt. Bd. 198: 
MC 9157—Application of W. R. McCully General Trucking, Lander, 
Wyo., for certificate or permit. 


September 23—New York—Hotel New Yorker—Examiner Hanrahan: 
MC 1673 and MC 1674—Applications of Owl Transportation Lines, 
New York, N. Y., for certificate and permit. 
MC 88987—Application of United States & Canada Motor Lines, Inc., 
Brooklyn, N. Y., for certificate. 
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LUMBER INDUSTRY 


Timber from the famous forests of the great Northwest is shipped to 
lumber mills near and far—much of it via Great Northern. Made 
into lumber, it finds its way to every state of the Union—thanks to 
the efficient and economical railroad transportation. Through its 
cooperation with the lumber industry, the Great Northern Railway 
has been largely instrumental in the development of this major busi- 
ness in the Northwest. Today—because of its proven efficiency—this 

great transcontinental railway solicits your 

shipping and travel business with assurance of 

providing fast and dependable transportation. 





toute ofthe EMPIRE BUILDER 


SEE YOUR GREAT NORTHERN AGENT FOR FREIGHT AND TRAVEL SERVICE 


VANCOUVER , B.C. ory C) WINNIPEG 
OO) YU, PARK GRAND FORKS 


SPOKANE CY GREAT FALLS -puLUTH 
HELENA (4 


ST. PAUL 
PORTLAND UO BILLINGS MINNEAPOLIS CHICAGO 
BIEBERCW 


SIOUX CITY O 
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PORT 
ALBANY 


Under the decision of the Interstate 
Commerce Commission in Docket 
26860, Export, Import, Coastwise and 
Intercoastal Class Rates to and from 
the Port of Albany, N. Y., are lower 
than to and from any other North 
Atlantic Port to New York State Points 
in Trunk Line Territory, and lower or 
on a parity with Baltimore, to the State 
of Michigan, and certain points in Ohio, 
Illinois and Wisconsin, in C. F. A. 
Territory, and lower to Northern, 
Western Trunk Line Territory. 


Terminal charges are absorbed as 


provided in D&H I. C. C. 13870 and 
NYC I. C. C. 16688 and 16914. 


For further information, 


Address: 


Albany Port District Commission 


ADMINISTRATION BUILDING 
PORT OF ALBANY 
ALBANY, N. Y. 
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Personal Notes 





Cooper Hunt has been appointed general eastern agent 
for the Texas and Pacific, at New York City, to succeed J. M. 
Dermody, who died. H. J. Higgins has been appointed eastern 
passenger agent at New York City. 

L. W. Bade, assistant passenger traffic manager, Wabash 
Railway, has been transferred from Chicago to St. Louis. Har- 
vey E. Dixon, assistant general passenger agent, has been trans- 
ferred from St. Louis to Chicago. Leland A. DaGue has been 
appointed traveling freight and passenger agent at Birming- 
ham, Ala., and J. H. Wack district freight agent at St. Louis. 

O. L. Thompson has been appointed division freight and 
passenger agent for the Chicago and North Western and at 
Sioux City, Ia., S. L. Howells has been appointed general agent 
at New Orleans, R 

W. R. McClelland has been appointed commercial agent 
for the Virginian Railway at New York City. 

Drew Chidester, executive vice-president, General Steam- 
ship Corporation, Ltd., San Francisco, has been appointed a 
cavaliere of the Crown of Italy. The award was made for Mr. 
Chidester’s “contribution to the amity of commerce and trade.” 
It will be presented to him by Signor A. Rainaldi, Italian consul 
general, at San Francisco. 

B. H. Taylor has been appointed assistant to the freight 
traffic manager, Atlantic Coast Line, at Jacksonville, Fla. O. M. 
Quarles has been appointed traveling freight agent at Cincin- 
nati, O., and L. M. Sigler soliciting freight agent at Chicago. 

Dr. D. B. Moss, chief medical officer, Chicago, Burlington 
and Quincy, has retired after 40 years of service with the ‘rail- 
road. Dr. O. H. Horral, formerly general surgeon, has been 
appointed chief surgeon, and Dr. R. B. Kepner has been ap- 
pointed medical director of the relief department and medical 
officer of the company. 

John A. Porcher, statistician, Trunk Line Freight Inspec- 
tion Bureau, New York City, has retired after 60 years of 
continouus service with the Trunk Line Association. 

E. C. Reynolds, assistant traffic manager, Little Rock 
Chamber of Commerce, died September 5. He had been with 
the Little Rock chamber for 20 years. 

H. Robertson has been appointed assistant manager for 
Norton Lilly and Company at Mobile, Ala. 

William J. Thorworth has been appointed general freight 
agent, and James W. Lee, foreign freight agent, at the newly 
opened offices of the St. Louis-San Francisco in Mobile, Ala. 


September 23—Oklahoma City, Okla.—State Com.—Jt. Bd. 88: 
MC 63164—G. A. Spurgin, Tulsa, Okla., for certificate or permit. 
September 23—Washington, D. C.—Examiner Flood: 
MC 41984 and Sub. 1—Blanton Trucking Co., Inc., Balty, Va., cer- 
tificate or permit and to extend operations. 
September 23—Wichita, Kan.—Allis Hotel—Jt. Bd. 52: 
MC 60123—A & A Truck Line, Hutchinson, Kan., certificate or permit. 


September 23—Williamsport, Pa.—U. S. Court—Examiner Denniston: 
MC 76253—Williamsport Trucking Service, common carrier application. 
MC 93419—Lock Haven Transfer, Lock Haven, Pa., certificate or per- 

mit. 


September 24—Amarillo, Tex.—Capitol Hotel—Jt. Bd. 77: 
MC 36435—R. A. Mitchell, Panhandle, Tex., certificate or permit. 


September 24—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 17575—O. F. Davis Truck Line, Macon, Ga., for permit. 


September 24—Boston, Mass.—Hotel Manger—Examiner Vinsky: 
MC 86955—Jarvis Motor Transport, Fairhaven, Mass., for certificate. 


September 24—Cheyenne, Wyo.—State Com.—Jt. Bd. 198: 
MC 7951, Sub. 2—Application of C. Pierce, Albin, Wyo., for certif- 
icate to extend operations. 


September 24—Indianapolis, Ind.—State Com.—Examiner Haley: 
MC 22229—Terminal Transport Co., Inc., common carrier application. 
MC 83414—Application of Carl C. Mitchell, Clayton, Ind., for permit. 


September 24—New York—Hotel New Yorker—Examiner Hanrahan: 
MC 88153—Application of F. Siegel, Inc., Haldeon, N. J., for permit. 
MC 88543—Application of L. Bruno, Brooklyn, N. Y., for permit. 


September 24—St. Louis, Mo.—Coronado Hotel—Examiner Worthington: 
Fourth section application 16565—Citrus fruits from Texas to north 
Atlantic ports. 


September 24—Wichita, Kan.—Allis Hotel—Examiner Harrison: 
1. & S. M-430—Burch Truck Lines—rates between IIl., Mo. and Kan. 


September 24—Wichita, Kan.—Allis Hotel—Examiner Harrison: 
1. & S. M-465—Burch Truck Lines, rates between IIl., Mo., Kan. 
and Okla. 
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Route Your Shipments 
via 


PORT of HOUSTON 






Linked with a network of ocean 
highways leading to practically 
every world port, the Port of 
Houston is ideally equipped to 
give the shipper prompt and effi- 
cient handling of his cargo. 


Modern, up-to-date cargo han- 
dling facilities, and low freight 
rates to and from interior points. 


Route your shipments via Port 
Houston and be assured of the 
lowest possible rates consistent 
with dependable and efficient 
service. 


Send for Houston Port Book. 


Address 
J. RUSSELL WAIT 


Director of the Port 
Houston, Texas 





Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Penna. and 
Houston, Texas 


From Philadelphia . . . . . Wednesdays and Saturdays 
From Houston to Philadelphia . Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
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September 26—Asheville, N. C.—Battery Park Hotel—Examiner Mc- 
Caslin: 
MC 4978—Anderson Transfer Co., West Asheville, N. C., certificate 
or permit. 
MC 76726—F. Freeman, Zirconia, N. C., certificate. 


September 26—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 6009, Subs. 4 and 5—Application of Georgia Stages, Inc., Albany, 
Ga., for certificate to extend operations. 
September 26—Boston, Mass.—Hotel Manger—Examiner Vinsky: 
MC 89111—Welch Motor Lines, Medford, Mass., for certificate. 
MC 12114—Patterson, Wylde & Co., Boston, Mass., for license. 
MC 89109—Adams Moving Co., Brockton, Mass., for certificate. 
September 26—Cheyenne, Wyo.—State Com.—Jt. Bd. 50: 
MC 1267, Sub. 1—Application of Anderson Transportation Co., En- 
campment, Wyo., for certificate to extend operations. 
September 26—Chicago, II|.—Hotel Morrison—Examiners Stiles and 
Copenhafer: 


17000, part 9—Rate structure investigation, live stock—western dis- 
trict rates. 


September 26—Hagerstown, Md.—Federal Bldg.—Examiner Frizzell: 
* MC 3114, Sub. 1—T. H. Compton, Great Cacapon, W. Va., certificate 
to extend operations. 
September 26—Indianapolis, Ind.—State Com.—Examiner Haley: 
MC 74588, Subs. 1 and 2—Application of Marion Trucking Co., Marion, 
Ind., for permit to extend operations. 
September 26—Little Rock, Ark.—State Com.—Examiner Dunn: 
MC 1304—Mitchell & Robertson, El Dorado, Ark., certificate or permit. 
MC 33093, Sub. 1—Black and White Transfer Co., Inc., Fort Smith, 
Ark., certificate to extend operations. 
MC 35733, Sub. 1—J. T. L. Co., Inc. 


September 26—Los Angeles, Calif.—State Com.—Examiner Carter: 
1. & S. 4511—Estimated weights on citrus fruits. 
September 26—New York—Hotel New Yorker—Examiner Hanrahan: 
MC 88398—Application of W. G. Koetzle, Brooklyn, N. Y., for permit. 
September 26—Odessa, Tex.—County Court House—Jt. Bds. 77 and 33: 
MC 50544, Sub. 3—Texas and Pacific Motor Transport Co., Dallas, 
Tex., certificate to extend operations. 


MC 67350, Sub. 1—J. J. Willis, Odessa, Tex., certificate to extend 
operations. 


MC 89119—D. E. Blakeney, Wink, Tex., certificate. 
September 26—Philadelphia, Pa.—Chamber of Com.—Jt. Bd. 199: 
MC 89513—H. S. Foreman, Elizabethtown, Pa., permit. 
September 26—Salina, Kan.—U. S. Court—Jt. Bd. 43: 
MC 63159, Sub. 1—Application of Rapid Transit Co., Salina, Kan., 
for permit to extend operations. 
September 26—San Antonio, Tex.—Hotel Plaza—Jt. Bd. 77: 
* MC-F 662—Kerrville Bus Co., Inc., purchase, J. Amberson et al. 
September 26—Seattle, Wash.—Olympic Hotel—Examiner Boss and 
Jt. Bd. 80: 
MC 15603—Puget Sound-Portland Lines, Inc., Seattle, Wash., cer- 
tificate or permit. 
MC 88815—Nichols Brothers, Seattle, Wash., certificate. 


September 26—Scranton, Pa.—Federal Bldg.—Jt. Bd. 74: 
MC 88762—Application of R. H. Stroupe, Millville, Pa., for permit. 
September 26—Scranton, Pa.—Federal Bldg.—Jt. Bd. 67: 
MC 21976—J. D. Kearney, Scranton, Pa., certificate or permit. 
MC 22536—McPeak Freight Lines, Inc., Scranton, Pa., certificate or 
permit. 
September 26—Seattle, Wash.—Olympic Hotel—Jt. Bd. 45: 
MC 1895—Truck Transport, Inc., Seattle, Wash., certificate or permit. 
September 26—Sioux Falls, S. D.—U. S. Court—Examiner Livingstone 
and Jt. Bd. 148: 
MC 71820, Subs. 1 and 2—Application of Parker Transfer & Storage, 
Sioux Falls, S. D., for certificate to extend operations. 
MC 88880—Application of L. Peterson, Gayville, S. D., for certificate. 
MC 94444—Application of J. Hogandike, Tyndall, S. D., for certificate. 
September 26—St. Louis, Mo.—Hotel Coronado—Examiner Worthington: 
27329—Lawrenceville Cooperage Co. et al. vs. A. C. & Y. et al. 
September 26—Washington, D. C.—Examiner Disque: 
27471—The Parkersburg Rig & Reel Co. vs. B. & O. et al. 
September 27—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 64: 
MC 66905, Sub. 1—Application of Benton Brothers Film Express, 
Atlanta, Ga., for certificate to extend operations. 
September 27—Boston, Mass.—Hotel Manger—Jt. Bd. 134: 
MC 7674—L. Bonome. 
MC 88973—R. E. Guerin Trucking Co., Inc., Worcester, Mass., cer- 
tificate. 
MC 90965 and Sub. 1—C. P. Gordon, Jr., Dighton, Mass., certificate 
and to extend operations. 
September 27—Brownsville, Tex.—U. S. Court—Examiner Hendon: 
* MC-F 634—Missouri Pacific Freight Transport Co., Inc., purchase, 
J. W. Allen. 


September 27—Indianapolis, Ind.—State Com.—Examiner Haley: 


MC 48508—Jackson Trucking Co., Inc., contract carrier application. 


and extension of operations. 


September 27—Laramie, Wyo.—Federal Bldg.—Jt. Bd. 50: 
MC 88926—Application of D. M. Cline, Oak Creek, Colo., for permit. 
September 27—Nashville, Tenn.—State Com.—Examiner Bradford: 
1. & S. M-440—Buttons, tacks, etc., Cincinnati, O., to Nashville, Tenn. 
September 27-—New York—Hotel New Yorker—Examiner Naftalin: 
1. & S. M-445—Foodstuffs, minimum rates on, over Freedman Motor 
Service. 
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Outstanding as its dominance over New York’s West Side 
swidtown skyline, the STARRETT-LEHIGH BUILDING offers the 
manufacturer and distributor superior advantages: 


eLehigh Valley R. R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor facilities 
throughout 


e@ Floor areas, 52,000 to 124,000 sq. feet. Smaller units may 
be leased 


eHigh safety standards—low insurance rates 
e@Live steam for manufacturing purposes 
e@Fast passenger elevators; restaurant; barber shop 


INVESTIG ATE — learn what satisfied, nationally-known occupants are 


doing at the 


Starrett-Lehigh Building 


West 26th—West 27th Sts.—11th to 13th Avenues 
D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-5520 


FOREIGN - DOMESTIC 


| ~ 
oe ~—-TRAFFIC 








for WATER- TRUCK 
RAIL: EXPRESS 


HORDER’S, Inc. 


Forms and Office Equipment 
Main Offices —Jefferson & Quincy Sts., Chicago 
All Telephones — FRAnklin 6760 
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TRAVEL 





Rock 
Island 


Real satisfaction is assured Rock Island patrons 
by its fast, dependable transportation facilities 
—both passenger and freight. 


In keeping with a spirit of progress, the facilities 
of the Rock Island Lines have been improved to 
meet the changing needs of the shipping and 
traveling public. 


P q All main line trains of the Rock Island Lines 
AS SENGYEN: are air-conditioned. Whether one travels in 
the de luxe Club Lounge Car, Standard or 

Tourist Pullmans, or more modestly in the comfortable, 


reclining chair cars or coaches, air-conditioning insures 
pure air at a consistently even temperature. 


Freight e Fast through freight trains between the East and 
e West, Northwest and Southwest, offer dependable 
service. The operation of daily package cars with 
free pick-up and delivery service invites your patronage. 


ROCK ISLAND 


ROUTE OF THE ROCKETS 





DO YOU 
SHIP rou CHICAGO? 


THEN YOU SHOULD HAVE HARTMAN’S 


CHICAGO 


MOTOR TRANSPORT 


GUIDE 


@ Truck routes to more than 18,000 cities and towns. 
Truck rates to all principal cities. 156 pages packed 
with complete data on how to ship from Chicago. 


@ Alphabetically indexed for instant reference. Spiral 
bound to lie flat on your desk. Tariff authority for all 
rates. 


@ Issued semi-annually. Special Introductory Offer— 
$1.50 for a full year's subscription (two issues) and 
regular supplements. 


WHY NOT SEND YOUR ORDER TODAY? 


HARTMAN’S 


FREIGHT RATE SERVICE, INC. 
732 Federal Street Chicago, Ill. 
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UNITED FRUIT 





between 


NEW YORK, 


NEW ORLEANS, 
BOSTON AND 


ST. JOHN, N. B. 


and 


CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 


HONDURAS, NICARAGUA, EL SALVADOR 
also 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
and MEXICO (transshipment at CRISTOBAL) 


FREIGHT TRAFFIC DEPARTMENT 


a WOR. vcossed Pier 8, North River New Orleans...... 321 St. Charles St. 
Chieago....... iit W. Washington St. St. John, N. B....H. E. Kane & Co. 
San Franelseo..... 1001 Fourth Street London, Eng...Caribbean S.S. Agency 
DEB ons cvesevensennses Long Wharf Adelaide House, King William Street 


Also regular weekly passenger service and ““Guest Crulses”’ 
to the West Indies and Caribbean. 





LAKE and RAIL 


vad LIC 


Serving Eastern and, Western Lake Ports—scheduled 
sailings—joint rail and lake rates apply between 
points on, and East and West of the Lakes. 


GREAT LAKES 
TRANSIT CORPORATION 


GENERAL OFFICES — BUFFALO, N. Y. 





the money “ 


” AreYou Ma king pce 


Many of today’s important, well-paid Traffic Managers 
were yesterday students of LaSalle training in Traffic Man- 
agement. By home study in their spare hours they qualified 
for every phase of transportation work; won the ability 
that assures advancement. Opportunities now greater than 
ever emphasize the need for traffic experts; somewhere in 
this field bigger earnings await YOU. Write today for our 
free 48-page book, which tells you this training story in full: 
shows you how quickly, thoroughly and authoritatively 
you may be able to prepare for promotions that come only 
to the expert! There is no obligation—and “doing it now” 
may lead you to a new career. 


Address Dept. 995-T 
» LASALLE EXTENSION UNIVERSITY, Chicago, 


A CORRESPONDENCE INSTITUTION 
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September 27—New York, N. Y.—Hotel New Yorker—Jt. Bd. 67: 
MC 30411, Sub. 1—Application of Foote & Hynes Trucking Co., Inc., 
Elizabeth, N. J., for certificate to extend operations. 
MC 38114—H & Z Transportation,,Dunellen, N. J., certificate or permit. 
September 27—Philadelphia, Pa.—Chamber of Com.—Examiner Sul- 
livan: 
* 1. & S. M-466—Faye’s Transportation, Inc., minimum charges on 
paper boxes. 


September 27—Scranton, Pa.—Federal Bldg.—Jt. Bd. 67: 
MC 88660—E. Shelly, common carrier application. 
MC 88120—Application of F. Mirabelli, Lake Winola, Pa., for cer- 
tificate. 
MC 94441—H. D. Jones, Wilkes-Barre, Pa., certificate. 


September 27—Seattle, Wash.—Olympic Hotel—Jt. Bd. 45: 
MC 1405, Sub. 1—Application of Quick Service Transfer Co., Che- 
halis, Wash., for certificate to extend operations. 


September 27—Seattle, Wash.—Olympic Hotel—Jt. Bd. 80: 
MC 70773, Sub. 1—Thompson Brothers, Arlington, Wash., certificate 
to extend operations. 
MC 89268—Daniell Fast Freight, Tacoma, Wash., certificate. 


September 27—Sioux Falls, S. D.—U. S. Court—Jt. Bds. 147 and 148: 
MC 23251, Sub. 1—Application of William Rupp, Adrian, Minn., for 
certificate to extend operations. 
MC 36630, Sub. 1—Application of Rowe Transportation Co., Canton, 
S. D., for permit to extend operations. 
MC 88455—Howard J. Buysman, Chandler, Minn., for certificate. 
MC 89283—C. Anderson, Vermillion, S. D., for certificate. 


September 27—Topeka, Kan.—State Com.—Jt. Bd. 36: 
MC 13114, Sub. 1—W. A. Wertzberger, Alma, Kan., certificate to 
extend operations. 
MC 89148—Trustees of C. R. I. & P., Chicago, IIl., certificate. 


September 27—Washington, D. C.—Examiner Mattingly: 
1. & S. 4392—Fruits, vegetables and hay in official territory. 


September 28—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
1. & S. M-450—Malt liquors and empty carriers—between east and 
south. 
1. & S. M-451—Auto parts, junk and reconditioned, in southern terri- 
tory. 
September 28—Boston, Mass.—Hotel Manger—Jt. Bd. 18: 
MC 93620—Sterling Transportation Co., Sterling, Mass., permit. 
September 28—Boston, Mass.—Hotel Manger—Examiner Vinsky and Jt. 
Bd. 22: 
MC 72224 and MC 72225—Lennerton Motor Transportation, Inc., com- 
mon carrier applications. 


September 28—Greenville, S. C.—U. S. Court—Examiner McCaslin: 
MC 2592 and MC 32020—Brown Motor Lines & Storage Co., Green- 
ville, S. C., certificate or permit. 
MC 24403—Southern United Lines, Inc., Greenville, S. C., certificate 
or permit. 
September 28—New York, N. Y.—Hotel New Yorker—Jt. Bd. 3: 
MC 89098—M. Weissberg, New York, N. Y., for certificate. 
MC 89154—Application of F. Klein, New York, N. Y., for certificate. 


September 28—Scranton, Pa.—Federal Bldg.—Examiner Denniston: 
MC 88832—L. F. Smith General Trucking, Montrose, Pa., certificate. 


September 28—Seattle, Wash.—Olympic Hotel—Jt. Bd. 45: 
MC 1214—Application of System Transfer & Storage Co., Seattle, 
Wash., for certificate or permit. 
MC 41486, Sub. 1—Application of Lyon Van & Storage Co., of Wash., 
Seattle, Wash., for certificate 1o extend operations. 


September 28—Shreveport, La.—Chamber of Com.—Jt. Bd. 77: 
MC 1510, Sub. 8—Southwestern Greyhound Lines, Inc. 


September 28—Shreveport, La.—Chamber of Com.—Jt. Bd. 90: 
MC 89183—I. C. Black and Sons, Hugo, Okla., permit. 


September 28—Sioux Falls, S. D.—U. S. Court Rooms—Jt. Bd. 26: 
MC 48579—V. W. Dorn, Hendricks, Minn., certificate or permit. 
MC 88964—Application of Inter-Lakes Transfer Lines, Madison, S. D., 

for certificate. 


September 28—Terre Haute, Ind.—Federal Bldg.—Joint Board 21: 
MC 84026—C. L. Wade, Willow Hill, Ill., certificate or permit. 


September 28—Terre Haute, Ind.—Federal Bldg.—Examiner Haley: 
MC 88959—Application S. V. Sappington, Terre Haute, Ind., certificate. 
MC 73262—Application of Merchants Parcel Delivery Co., Inc., Terre 

Haute, Ind., for permit. 


September 28—Topeka, Kan.—State Com.—Jt. Bd. 140: 
MC 89102—J. Gronewald, Oketo, Kan., certificate. 
September 28—Topeka, Kan.—State Com.—Jt. Bd. 36: 
MC 66413, Sub. 1—R. F. Toler, Arkansas City, Kan., permit to ex- 
tend operations. 
September 28—Waco, Tex.—U. S. Court—Examiner Hendon: 
* MC-F 673—Missouri Pacific Freight Transport Co., purchase, W. H. 
Lester. 
September 28—Washington, D. C.—Argument: 
Finance 11114—Colo. & Sou. abandonment. 
Finance 11900—Application C. R. I. & P. for certificate permitted 
abandonment of line from Ruskin to Nelson in Nebraska. 
September 28—York, Pa.—Federal Bldg.—Examiner Sullivan: 
* 1. & S. M-473—Godfrey’s Motor Freight, commodities from and to 
Baltimore. 
September 29—Boston, Mass.—Hotel Manger—Examiner Vinsky: 
MC 68917—H. P. Welch Co., Somerville, Mass., certificate or permit. 


September 29—Boston, Mass.—Hotel Manger—Jt. Bd. 20: 
MC 62288—H. P. Welch Co., Somerville, Mass., certificate or permit. 
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Guide to Motor Transport Lines 


(This Guide is published in the third issue of each calendar month) 


Purpose of Guide 


This Guide has been prepared to provide traffic managers 
with conveniently organized information about respon- 
sible motor transport lines. The dependability of each 
advertiser has been investigated. Each has been highly 
recommended by well known shippers and has provided 
satisfactory evidence as to financial responsibility. 


Although THE TRAFFIC WORLD has taken every 
reasonable precaution to restrict this Guide to respon- 
sible, dependable and capable motor transport operators, 
it assumes no responsibility for dealings or service. I/t 
requests, however, that traffic managers report any unsatis- 
factory experiences or dealings, should they arise. The 
source of such reports will not be divulged even in cases 
that warrant the dropping of advertisers. 


Two Indexes Make Guide Easy to Use 


To simplify the finding of a service to fit any shipper's 
requirements, two indexes have been pre a A 
Alphabetical Index: When a specific company is 
wanted, refer to the alphabetical index. 


Index of Motor Transport Lines by Key Distribution 
Areas: This index enables the user to find the service or 
services available between any two points without resort 
to a complicated system of codes or cross references. 

ach motor transport line is listed under all of the ke 
cities it serves. Before each listing is a symbol whi 
shows the direction of the company’s service into and 
out of the city. This system directional symbols 
is illustrated by the following examples: 


This indicates a local cartage company serving 
© Key City and Suburbs only. 
© This indicates that the intercity service offered 
by the company is entirely within the Key 
Distribution Area served by the Key City—See 
“Key Distribution Area” wall map. 


~ This indicates that four routes are operated to 
points beyond the Key igs, ont south, south- 
west, and northwest. e BOLD FACE 
signifies that the operations over these routes are 
intrastate in character. 


This indicates that three routes are operated to 
points beyond the Key City: south, west, and 
north. he LIGH FACE indicates that 
epemtions over these routes are interstate in 
character. 


Cases in which the services from a Key City are 
both Interstate and Intrastate the predominant 
character of these services determines whether light 
or bold face symbols are used. 


Shipments originate, with few exceptions, from major 
distribution pa. The use of these cities makes 
possible the following quick, simple procedures for the 
selection of motor transport services: 

Routes from One Key City to Another: 


1. Look under both cities for the name or names of 
motor transport lines that serve both cities, then 
check maps in the advertisements of these com- 
panies for details of the character of service offered. 

2. If no company offers a through service, check maps of 
those companies which are prefa by directional 
F ye indicating that they offer a service going in 

e direction wanted and make the selection of the 
companies to be used on the basis of the most 
efficient connections. 

Routes to or from Key Cities to Other Points: 


Check directional symbols under the Key City for com- 
panies operating services in the direction of the other 
point, then refer to individual maps. 

Routes Between Points Other than Key Cities: 


Refer to the motor transport lines listed under the Key 
Cities nearest the points to be served. The direc- 
tional symbols provide the means of determining 
which companies offer services in the directions 
wanted. The recording of major highway numbers 
makes possible the aieien of an assured service 
between any two points listed on a highway map 
even when those points are not shown on the 
advertiser's map. 


Arrangement of Advertisements 


Data for companies serving adjacent or overlapping 
regions are grouped. It is thus ——— to plan a co- 
ordinated system of distribution by studying the avail- 
able services by regions. 

Data Regarding Advertisers: The facts listed for each 
motor line follows a uniform arrangement: 

1. General facts. 


2. Address, telephone and teletype numbers, and person 
with whom to communicate at general office, and, 
when space permits, this data is also shown for 
branch offices. 


3. Equipment—character, number of units, ownership. 

4. Insurance—types and amounts carried. When 
amount is shown, it relates in all cases to unit cover- 
age per vehicle or whatever other standard unit is 
applicable. All insurance data is verified at time 
advertiser is accepted. Important—When a star (*) 
is used it signifies that E TRAFFIC WORLD 
has established an arrangement with the under- 
writer or its agent by which it will be informed of 
any lapse in the insurance or bonds. 

5. Schedules of operations—number of runs daily, 
whether day or night runs, and average time of runs 
between major terminals, etc.—are shown when 
space permits. 

6. Special services and facilities—data regarding ac- 
ceptance of D. shipments, special terminal 
facilities, local services, etc. 

7. Association memberships are reported since some 
traffic managers use this as a measure of the standing 
of a company. 

Character of Highway Service Offered by Motor 

Transport Lines: The individual maps that accom- 

pany advertisements have been uniformly prepared. 

After once becoming familiar with the significance of the 

various types of route lines shown, one can tell at a 

glance the character of service offered via each route 

operated by each motor line. 


qummmmmem Daily INTER- and INTRAstate service. 
SS Daily INTERstate service (no INTRAstate). 
Daily coordinated rail-motor service. 








ammmmmmmns Service 2 or 3 times weekly. 





Irregular or special service routes. 
=seeeeee: Connecting lines. 
eeccece ferries. 


© O Principal points served. [ Terminal cities. 

Unless otherwise noted on maps, motor lines offer- 
ing an intrastate service are also interstate 
operators when their routes extend into ether states. 
LAPSE OF INSURANCE: The (*) appearing in in- 
surance statements signifies that an arrangement has been 
made whereby any lapse in insurance or bonds will be 


reported immediately to The TRAFFIC WORLD 


___ Alphabetical Index to Companies That Provide Outstanding Motor Transport Service __ 








COMPANY Page COMPANY Page COMPANY Page COMPANY Page 
Carr’s Transfer. .............+: 2 Gateway City Transfer Co...... 4 The Norwalk Truck Line Co..... 3 Tidewater Express Lines, Inc.... 2 
Clemans Truck Lines, Inc ig “Steg 3 Inland Motor Freight.......... 4 Novick Transfer Company..... 2 Wolverine Express, Inc..... eT Ee 
Consolidated Freight Lines, Inc. 4 : e “ 
Decatur Cartage Co............ 3 Merchants Fast Freight Service.. 4 Shirks Motor Express Corp...... 3 York Motor Express Co......... 
es e e e 
Index of Motor Transport Lines by Key Distribution Areas 
CALIFORNIA IDAHO ROCKFORD TERRE HAUTE BAY CITY MINNESOTA NEVADA 
i EAPOLIS RENO 
BOISE ' Gateway City .s Decatur Cartage Norwalk Truck MINN 
4 3° EMBeccntcee 3 
casa een SSRs ET ieasseenes ee ai «. Consolidated Frt. + Consolidated Frt. 
*. Copeetidited Fit, 20CK ISLAND DETROIT * “Lines Inc.....4¢ Lines Inc.....4 
Cc lidated Frt. ¢% % ines Inc..... 3 
‘> See ot co Eeenenest? LOUISIANA ~, Newwiki Tee ¢ Goppuee Coy 4 NEW JERSEY 
ES 3 
ILLINOIS ° cose 
ALEXANDRIA NEWARK 
DELAWARE SPRINGFIELD FLINT ST. PAUL (See New York) 
CHICAGO *« Decatur Cartage ¢ Merchants Fast Mi li 
WILMINGTON 33% Miacemean- * | ee o Hs 7 Gan htameetes NEW YORK 
ae. aed Chetegg ' AME. csc ccees WINONA ienioaces 
BOS = =—=§ Lec ccccccce 
Novick Transfer . : INDIANA SHREVEPORT GRAND RAPIDS , 
ae Coeur... 2 .! Gateway ma | ia - >! Copeeee City P ¢ Skil Meter Ex 
ransier..... erchants Fast . ransfer..... e 
st¢ Shirks Motor Ex- ee Norwalk Truck FORT WAYNE ae Freight ....... 4 : Cyeees bdnes 5 press Corp... .3 
Ph press Corp... .3 Re ea}. a 3 a MISSOURI NEW YORK 
Wolverine "et A SON 
».¢ York Motor Ex- °°  Express,Inc..3  —Lime.....+--. . ee — ST. LOUIS >. Novick Transfer 
, press Co.....2 BALTIMORE $ Norwalk Truck ys Company... .2 
DANVILLE GARY-HAMMOND bs Line......... 3 w$q Decatur Cartage 
DIST. OF COL (See Chicago) Cate WL eotcasers : ae York Motor Ex- 
5 . 3 §_ Decatur Cartage 2° Transfer..... 2 KALAMAZOO MONTANA <j press Co.....2 
WASHINGTON Ps csasers > GAMArenES a: Negick Trametes, Clemans Truck ROCHESTER 
es DECATUR $ Clemans Truck 4, Shirks Motor Ex- ’ specialise BILLINGS _ Shirks Motor Ex- 
i eee ape Cee eee sessment Fg Rican ees 3 LANSING Consclidated Fre, ’1  Pres® Corp... 
saith ie $+ Tidewater Exp. Mk Truck °°° Limes Ine.....4 
3t¢ Novick Transfer Ck ea oS, yyee Coon o  Tiltie.<550- ; ) es es NORTH DAKOTA 
—e wees — York neater =~ BUTTE BISMARCK 
.¢ Shirke Motor Ex- Decatur Cartage SOUTH BEND ange wageins ——— s'¢ Consolidated Frt. Consolidated Frt. 
press Corp...3 ,o$ Go... MICHIGAN Se ee Stor Inc..3 binesInc....4 -*" “Lines Inc.....4 
¢e Tidewater Exp. $« Clemans Truck ' press, inc. . 
w  Bewsseves 2 QUINCY ¢ — Lines........ 3 BATTLE CREEK SAGINAW GREAT FALLS FARGO 
- C N Ik Truck * ¢ Truck Norwalk Truck .». 4 Consolidated Frt. , Consolidated Frt. 
- “ee. Ex $ — en tee ee ME Bin 3. OS) Elites 3 #°S Lines Inc.....4 ~°s Lines Inc.....4 
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Carr’s Transfer 
COMMON CARRIER—J.C.C. Doc. No. 3799 
Established 1925 
2613 E St., N.W., Washington, D. C. 
Telephone—West 0767 


L. C. Carr, Owner 
BALTIMORE AGENCIES: (1) Tidewater 


Express Co., 204 Key Highway (South 
1551-2); (2) Union Freight Terminal, 
423-425 Sharp St. (Plaza 4116-17-18). 


EQUIPMENT: 7 Tractors, 5 trailers; 
trucks, 5 van, 2 open; 2 refrigerator 
trucks. All company owned. 
INSURANCE: Cargo, $2,000 (Mass. 
Fire & Marine Ins. Co.); % Pub. Liab., 
$5,000 - $20,000; *Prop. Damage, 
$5,000; % Workm’»’s Comp., all opera- 
tions (U. S. Fidelity & Guar. Co. of 
Baltimore). 

REGULAR SCHEDULES: Daily pick-up 
and delivery service between: 

Baltimore- Washington 


Washington-Leesburg 





Established 1921 





Telephone 5591 
J. F. Baird, Gen. Traf. Mgr. 





TERMINALS 
Baltimore—Hillen & East Sts. 
(Tel. Vernon 1234) 
New York City—131-135 Barrow St. 
(Tel. Rector 2-4877-78-79-80-8 1 ) 
Jersey City—247-249 Coles St. 
(Tel. Delaware 6-2717-2718) 
Philadelphia—Franklin & Spring Garden 
Sts. el. Market 6274) 
AllentownmRush & Early Sts. (Tel. 2-2626) 
Reading—Upland Av. & MorgantownRd. 
(Tel. 4-2191) 
Lebanon—S. 1th St. & Linden Ave. 
(Tel. 1058) 
Lancaster—Fountain Ave. (Tel. 2-5674) 
Harrisburg—728 S. Cameron St. (Tel. 4-3248) 
Hanover—536 Broadway. (Tel. 514) 
York—Sherman & Hay Sts. (Tel. 5591) 





York Motor Express Company 


COMMON CARRIER 
ICC Certif. No. 1440—P.U.C. 22984 


YORK, PENNA. Sherman & Hay Sts. 


L. S. Reidel, Pres. & Gen. Mgr. 
TARIFF AGENCY—Middle Atlantic States Motor Carrier Conf., Inc. 









MIDDLE ATLANTIC 


OHIO OREGON HARRISBURG PHILADELPHIA WILLIAMSPORT 
AKRON KLAMATH FALLS _'¢ Novick Transfer ! Shirks Motor Ex- 
' | Consolidated Frt. Novick Transfer 7 Company... .2 ' press Corp... .3 
>! eels Cewek Lines Inc.....4 7” Company... .2 3. Shicko | Motor Ex. VIRGINIA 
PENDLETON 
CLEVELAND .! Consolidated Frt. *!% Shirke Motor Ex- 3!’ York Motor Ex; LYNCHBURG 
“*. ~~ Lines Inc.....4 press Corp... .3 cnceuiaaaiaaie ts Novick Transfer 
Norwalk Truck edna Company... .2 
5 fe S TR 3 PORTLAND READING . 
Shirks Motor Ex- . . Tidewater Exp. Novick Transf ROANOKE 
. press Corp... .3 48 Cpppelideend ~—. ' Oe re: 2 cre “Oe ranster 
es Lines eoeee 


Company... .2 .¢ Novick Transfer 


Inland Motor Shirks Motor Ex- Company... .2 
TOLEDO OF © BR vanes 4 |. York Motor Ex- %°s press Corp....3 WASHINGTON 
>!¢ Norwalk Truck PENNSYLVANIA '* = Press Co...... 2 _.« York Motor Ex; 
= . *s press Vo...... 
, chs sees ALLENTOWN press SEATTLE ; 
YOUNGSTOWN Novick Transfer JOHNSTOWN SCRANTON . - Consolidated Frt. 
: Company... .2 «S _—_ Lines Inc.....4 
+,  Shirks Motor Ex- | _ York Motor Ex- .| Novick Transfe: . Novick Transfer . Inland Motor 
s press Corp...3 *+°” press Co...... 2 ' Company....2 ¢ Company... .2 || 4 
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Index of Motor Transport Lines by Key Distribution Areas (Continued) 


SPOKANE 
Consolidated Frt. 


S Lines Inc.....4 


ms Inland Motor 


. Freight ...... + 


a 
, 


TACOMA 


* Consolidated Frt. 
‘ Lines Inc.....4 


WALLA WALLA 


4q Inland Motor 
vee i Fosight....-. 4 


WENATCHE& 
Consolidated Frt. 


+* —_ Lines Inc.....4 


700 N. Cameron St. 


Washington-Harrisburg (via Winches- 
ter) 
Washington-Warrenton-Culpeper 
Washington-New York 
(via connecting line). 
Tuesday and Friday Service: Wash- 
ington-Luray. 
IRREGULAR ROUTES: Permits for use of 
all highways in Virginia, Pennsylvania, 
thon Delaware, D. C. 
MEMBER: American Trucking Assn. 











Incorporated (Penna.) 







































EQUIPMENT 


EQUIPMENT—Tractors, 65; Semi- 
trailers, 75. Trucks, vans, 78; open 5. 
All equipment company owned. 

INSURANCE: Cargo, $25,000 (Alliance 
Ins. Co. of Phila.). Public Liab., $5/- 


2 tractors, 2 trailers. 


when needed); 2 open bodies. 


company owned. 


10,000 (Traveler's Ins. Co.). Prop. 

ee «oy 4 (Traveler's Ins. Co.). INSURANCE 
orkmen’s Comp. 

POOL CAR DISTRIBUTION: York,| |*Cargo, $5,000 plus 







Lancaster, Harrisburg, Reading. 
SCHEDULES: Daily overnight opera- 
tions between all: points shown on map. 
SPECIAL SERVICES: In addition to 
general cargo we specialize in the han- 
dling of silk and textiles. 

MEMBER: A.T.A.; Penna. State C. of 
C.; Nat. Fed. of Textiles, Inc.; Certif’d 


Motor Carriers of Penna. 


$50,000; 







berman’s Mutual Casualty). 











Trucks, 28 


vans (12 carry ice for refrigeration 


$2,500 
(Northern Assur. Co. of London) 
. . . Public Liability, $10,000 & 
Property Damage, 
$5,000-$50 deductible (Fidelity 
and Casualty Co. of N.Y.). Work- 
ingmen’s Compensation (Lum- 











YAKIMA 

».« Consolidated Frt 

“is Lines Inc. 4 
WISCONSIN 

LA CROSSE 


'_ Gateway City 
+* Transfer..... 4 


MADISON 


_ Gateway City 
<  Transfer..... + 


MILWAUKEE 


>, Gateway City 
' Transfer..... - 


. 
--e 


SUPERIOR 
(See Duluth) 


WINCHESTER. VA. 


Phones—430 & 78 
Teletype—582 


B!Belchic,'Traf. Mgr. 
EQUIPMENT: 26 


tractors, 26 trailers. 
Trucks, 14 vans. 
INSURANCE: 
Cargo, $25,000. 
Pub. Liab. $25/ 
50,000. Prop. 
Dam., $5,000. 


Workmen’s Comp. 


CONNECTING LINES: New York CitY 
to New England & New York Stat® 


points. 
Carolina, 


Tennessee & 


Roanoke to viegeie., North 


irginia 


points. Winchester to Pittsburgh & 


Richmond. 


SERVICE: Daily schedules. 

POOL CAR DISTRIBUTION: Winchester. 
MEMBER: Va. Highway Users Assn.; 
Highway Transport. Assn., N.Y.;A.T.A. 


Tidewater Express Lines, Inc. 


COMMON CARRIER=—ICC Docket No. 1034 
INCORPORATED (MD.) Established 1933 


(interstate). 


204-30 Key Highway 
BALTIMORE, MD. 
Telephone—SOuth 1551-2 
J.T. Bennett 
Traffic Manager 
BRANCH OFFICES 


Aberdeen, Md., Bel Air Ave. 
Walter S. Wilson (Tel. 21W) 
Frederick, Md., 300 East St. 
Norman Murray (Tel. 557) 

York, Pa., Charles & Howard Sts. 
D. H. Brown (Tel. 6122) 
ee D. C., 2613 E. St., 


J. A. Ward (Tel. MET. 9345) 

Lancaster, Pa., 701 E. Ross St. 

Lancaster Transportation Co. (Tel. 
2-2164) 

Harrisburg, Pa., 1539 Walnut St. 

Hill Express (Tel. 3-6121) 


TARIFF AGENCIES 


Individual: D. T. Waring, W. M. 
Miller 


Through bills of ladings and 
rates with principal steamship 
lines, serving Chesapeake Bay, 8. 
Atlantic and Gulf ports. 
LOCAL FACILITIES 


Terminals with rail sidings: 
All Baltimore, Frederick. 


SCHEDULES 


Daily common carrier service to 
all points with irregular service on 
truck load lots. Operating over 
highways in Maryland (intra- 
state and interstate); Pennsyl- 
vania and District of Columbia 
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Est. 


ix? Shirks Motor Express Corp. <i 
conmon CARRIER. ree MANHEIM PIKE 
LANCASTER, PA. 






ICC Docket No. 1658 
EQUIPMENT: 8 Trac- 


tors, 10 trailers. 
Trucks, 12 van, | 
open. All company 
owned. 


SERVICE FEATURES: 
Daily serv. all routes. 
Pick-up and delivery 
at all points. Cartage servic 


BRANCH OFFICES 
Baltimore— Ericsson Transfer Company. 
Buffalo—cChas. A. Kuhns. 
Cleveland—Shirks Motor Express. 
Philadelphia—Needham's Express. 
Rochester—Keystone Carting Co. 
Wilmington—Wooleyhan Transport Co. 
INS.— *Cargo, $10,000-$20,000. %* Pub. 
Liab.,$10,000-$20,000. *Prop.Damage, 
$10,000-$20,000. %Workmen’s Comp. 


COMMON CARRIER—ICC Certificate No. 2998 
Established 1928 Incorporated (Mich. ) 1930 


659 W. Western Ave., Muskegon, Mich- 
Telephone—22-681 
B. F. Deyman, President 


George A. Johnson, General Manager 
TARIFF AGENCY, Central Mot. Frt. Assn., Chicago. 
BRANCH OFFICES—Grand Haven, Osca 
Ehrmann (Tel.—526)., Chicago, 738 S. Clinton, 
Art Gerkie (Tel.—Wabash 4738). 
EQUIPMENT—31 Tractors, 22 Trailers. Trucks: 
17 open; 9 refrigerator. Total, 79 units—67 com- 
pany owned. 

INSURANCE—Cargo, $10,000 and $5,000. 
Public Liab. $50, $100,000. Property 
Dam., $50,000—$100,000 with additional $5,000 
$10,000. Workingmen’s Comp. 
ASSOCIATIONS—Mich. Truck. Assn.; A.T.A. 
Ind. Mot. Frt.; Chicago A. of A. 


The Norwalk Truck Line Co. 


J.E.Ernsthausen COMMON CARRIER Established 1921 
President 1.C.C. Docket No. 71096 Incorporated (Ohio) 


Ficerrestent _ NORWALK, OHIO. Ftacprones tr or 1 


Vice-President 
TARIFF AGENCIES Policy includes all standard Cargo 


Central Motor Freight Assn., Inc. coverages and, in addition, Theft of an 

Ohio Motor Frt. Tariff Bureau. entire shipping package, Tornado, Riot, 
EQUIPMENT Strike, etc. 

115 Tractors (75 company owned); Shippers are given complete insurance 

127 trailers (125 company owned); protection—all policies are with large, 

30 truck bodies (all company owned). strong American stock companies. 


INSURANCE ; SERVICE & SCHEDULES 

* Cargo, $10/25,000 (The Connecticut Daily service over all lines—over night 
Fire Ins. Co.). *Public Liability, delivery via our own lines. 

* Property Damage, *Work- 
men’s Compensation, and Liability MEMBER 

Insurance on All Terminals (The Service Member, A.T.A.; Akron 
Travelers Insurance Co. & The Travelers Motor Transportation; Chicago Assn. 
Liability Co.). %Blanket Employees of Com.; and Chambers of Com. in 
Bond (Mass. Bonding Co.). Also South Bend, Fort Wayne, Detroit, 
bonded by new A. T. A. bond. Cargo Toledo and Cleveland. 
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CONNECTIONS e 
eae!  Clemans Truck Lines, Inc. 
COMMON CARRIER, I. C. C. Certificate No. 2136 


Established 1929 Incorporated 1934 
: 815 Pennsylvania St., South Bend, Ind. 
reek 


isan Rivers A. C. Clemans, President Tel. 4-2116 
77" == _s TARIFF AGENCY: Indiana Motor Rate & Tariff Bureau. 
BRANCH OFFICES: Battle Creek, 68 Pittee St. (Tel. 
6511); Elkhart, 1401 W. Beardsley Ave. (Tel. 339); Grand 
Rapids, 39 Front Ave.S. W. (Tel. 8-1148); Indianapolis, 
301 S. Alabama St. (Tel. Li. 4514); Kakamazoo, 439 Portage 
St. (Tel. 2-0158); Kokomo, 905 N. Union St. (Tel. 7381). 


EQUIPMENT: 12 Tractors; Trailers, | full, 11 semi (6 
open, 5 closed). Trucks, | van, 10 open. All equipment 
company owned. 


INSURANCE: Cargo, $10,000 (Hartford Fire Ins. Co.) 
* Public Liability, $10,000 & $50,000; *Property Dam- 
age, $5,000; * Workingmen’s Compensation. (Hartford 
Accident & Indemnity Co.) 


ASSOCIATIONS: A.T.A., Indiana Motor Truck Assn. 









INDIANA 





THE TRAFFIC WORLO— 


Indianapolis 


CONNECTIONS TO ALL POINTS 
SOUTHEAST, SOUTH, SOUTHWEST 


Decatur Cartage Co. 


COMMON CARRIER 
(I.C.C. Doc. Nos.68909 & 76099) 
Established 1926 Inc. (Ull.) 


20th St. & Wentworth Ave. 


Telephone—Victory 6000 
CHICAGO, ILL. 


TARIFF AGENCY—Central 
States Motor Frt. Bur. 
EQUIPMENT — Company 
owned; 90 tractors, 110 
trailers (16 refrigerated 
or heated), 52 trucks, 16 
armored trucks, 6 heavy 
2 duty trucks. 


| INSURANCE—*% Cargo, $15/100,000. %Pub. 
| Liab., $25/50,000. %* Prop. Dam., $5/50,000. 
| SERVICE FEATURES—Pool car dist.; Local cartage. 
| WATCH DISPLAY ADVERTISEMENTS 
OPPOSITE THE INDEX PAGE 





insville 
. ST. LOUIS 
Belleville 









Aron, 100 Mille St (Wrankita 6195) 
° a n, iller St. an 
Norwalk Truck Line Service’’ Cieveland, 33rd & Hamilton (Prospect 5350) 





Elyria, 124 N. Maple St. (Phone 3484) 
Fremont, 211 E. State St. (MAin 2825) 
Lorain, 206 11th St. (Phone 4135) 
Mansfield, 198 N. Franklin St. (Canal 2160) 
Norwalk, 36 Woodlawn (Phone 244) 
Sandusky, 1000 Maple St. (Phone 1325) 
Toledo, 145 S. St. Clair St. (Adams 4291) 
MICHIGAN TERMINALS 
Bay City, Foot of 1st St. (Phone 2622-R) 
Detroit, 117 N. June. Ave. (VInewd 2-1435) 
Flint, 1220 Stever St. (Phone 3-5518) 
Jackson, 404 Water St. (Phone 4028) 
Lansing, 925 S. Grand Ave. (Phone 5-3449) 
Monroe, 317 W. Front St. (Phone 1032-J) 
Pontiac, 675 S. Saginaw St. (Phone 2-0115) 
Saginaw, 303 W. Genessee Ave. (Phone 8131) 
INDIANA TERMINALS 
Auburn, 334 W. 9th St. (Phone 618-J) 
Elkhart, 140] W. Beardsley Ave. (Phone 466) 
Fort Wayne, 805 High St. (ANthony 4363) 
Goshen, 9th & Nye St. (Phone 111) 
Hammond, 1055 Ind. Blvd. (WHiting 783) 
Kendallville, 1018 Garden St. (Phone 378-J) 
La Porte, 1203 First St. (Phone 2354) 
Michigan City, 2nd & Pine Sts. (Phone 821) 
ILLINOIS TERMINAL 
Chicago, 2440 W. Cermak Rd. (CANal 1320) 
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Guide to Motor Transport Lines 
SOUTHWEST—CENTRAL WEST—PACIFIC 










Merchants Fast Freight Service, Inc. . 
Inc. (La.) COMMON CARRIER—I, C. C. Docket Nos. 19690 & 28801 Est. 1925 i: 


219 Walnut St. 
Telephone—780 & 781; Teletype—5 


MONROE, LA. 


N. E. Dawson 

Vice-Pres. & Gen. Mgr. 
TARIFF BUREAU: S.W. Motor Freight Bur., Dallas. 
BRANCH OFFICES: Alexandria, Tel. 584; Baton 
Rouge; Shreveport, Tel. 4939. 
EQUIPMENT: 12 tractors, 12 trailers. Trucks— 
4 van, | open, | heavy duty. All company owned. 
INSURANCE: Cargo, $1,000-$5,000; *Public 
Liability, $10,000-$20,000; Property Damage, 
$5,000; Workmen’s Compensation, self-insured. 
Cc. O. D. Shipments accepted. 


CONNECTIONS: With responsible lines at 
Alexandria, Shreveport, Monroe, Baton Rouge. 


ASSOCIATIONS: National Safety Council; 
Louisiana Motor Freight Bureau, Inc. 












Gateway City Transfer Co. 


INCORPORATED (WIS.) COMMON CARRIER 
Established 1896 I. C. C. Docket—80430 


John F. McGrath LA CROSSE, WIS. 417-431 N. Third St. 
Vice-Pres. & Traf. Mgr. Teletype—28104 Telephone—179 & 199 
TARIFF AGENCIES: Northwest Tariff Bureau; Central States Bureau 


wns Gateway Ci Transfer Co., Inc. 


@ Park Rapids 



































































Te Grand Forks, Grafton, 
Ada and Crookston 


Intrastate Operations 


Between Milwaukee end 
Chippewa Falls, including 
points north of Tomeh on 12, 
with no intermediete 

service between Tomah end |/ 
Milwaukee. ‘ Y 
















een Madison end Coon 
Valley, including points north 
of Richland Center on 14. 
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Incorporated (Wash 


Established 1918 " Inland Motor Freight ICE Dan Non 50077 


Cecil Gray SPOKANE, WASH. _ S. 110 Sheridan St. 
Rate Agent Teletype—94 Phone—Riverside 3194 


TARIFF AGENCY: Pacific Inland 
Tariff Bureau, 214 Weatherly Build- 
ing, Portland, Oregon. 

BRANCH OFFICES 


BRANCH OFFICES: Chicago, 
2433-53 W. 18th St. (Haymarket 
4411); Milwaukee, 1208 South 
Second St. (Mitchell 4949); St. 
Paul, 366 Ferdinand Ave. (Nes- 
tor 2806); Eau Claire, 429 












AEE eo 
IDAxMON 
ue gro’ 


2: 
4 WASHINGTON, Colville 






































a wee ; ; Portland—1001 S. E. Water Ave. 5 —~ yy 
oon ile “B18 High Se_ Tele Seattle 1565 Sixth Ave. 5... ae Somme _ io & s. sense 
tig * seamed as alla Walla— . Seco: s a Seattle ¢ ss PAR 
161); Winona, 76-78 E. 2nd St. Lewiston—739 F St n ; 1@_ $a fe 


(Tel.—3665); La Crosse, 417-431 N. LOCAL SERVICES: La Crosse—Pool 
3rd (Tel. 179). car dist.; cartage; rail siding; affliated 
EQUIPMENT: 29 tractors, 26 trailers, with Murphy Brothers Warehouses. 

32 straight trucks. Allcompany owned. Winona—Pool car dist.; cartage. 
INSURANCE: Cargo, $10,000-$25- SPECIAL SERVICES: C.O.D. collec- 
000 (Ins. Co. of No. Am.) ... %Public tions. P. & D. included in rates. 
Liability, $25,000-$50,000. Property AGENTS FOR: Universal Carloading 
Damage, $5,000 (Royal Indemnity Co.) 4 Distributing Company. 


... %&Workingmen’s Comp., complete 
nove ee Punlovers Mutuel of Wansau, MEMBERS: A.T.A.; Assn. of Com.— 


Wis.) ... %Fidelity Bonds (Am. Bonding Chicago, Milwaukee, St. Paul. 
Co.). 








CouleeCenter(CouleeDam, Wash.) 
Coeur d’Alene—214 Lake Side Ave. 
EQUIPMENT: 6 tractors, 36 trail- 
ers. Trucks, 74 van, 5 open, 2 
heavy duty. All company owned. 
INSURANCE: * Cargo, $5,000-$10,000; 
*Pub. Liab., $25,000-$50,000; 
*Prop.Dam.,$5,000; *Emp.Liab. 
POINTS IN SPOKANE AR not 
served by us are served by carriers 
operating from our terminal—one 
REFERENCE: Dun & Bradstreet. of best in U. S., all under one roof. 


FROM THE TO THE 
GREAT LAKES PACIFIC COAST 
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FACTS AND FIGURES 
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see POOL CAR DISTRIBUTION: Shipments may be will be made to cover cost of unloading, segregating 


consigned for distribution to, or in care of, Con- and reloading. 
INTERSTATE OPERATIONS: solidated Freight Lines, Inc., at points on its own MEMBER: Pacific Inland Tariff Bureau; Inter- 


All States lines. When such shipments are billed to Consolidated mountain-Coast Motor Freight Tariff Bureau. 


INTRASTATE OPERATIONS: | Freight Lines, Inc., for distribution to points on its peewee F Rana trucks; 122 trailers; 


Idaho—Montana—Oregon | °W® lines or beyond, shipper will furnish carrier with [NSURANCE: Cargo, $20,000 per truck or trailer. 
Washington the distribution sheets at the time of tendering ship- limit $50,000; $000 theft. Public Liability 
ments. Deliveries will be made in accordance with exceeding State and Federal Requirements. 
PR _Fc -O.D. SHIPPERS the distribution sheets, for which service a charge Property Damage, limit $50,000. 
In the interest of the shipping public Consolidated has added 


a $1,000.00 C.O.D. Bond effective July 19, 1938, to use in con- 


The Bond's  eaen ee 310,000.00 Bond for interstate CONSOLI DATED FREIGHT LI NES, I NC. 


shippers and the $2,500.00 Bond for intrastate shi ‘ 
Complete protection—plus siveleneditis elemawe cn the aim | Established 1929 COMMON CARRIER ICC Doe. No. 42487 


of Consolidated for its many satisfied shippers. Ss | FRED C. LEIBOLD PORTLAND, OREGON 2029 N. W. QUIMBY ST. 


CHICAGO BRANCH OFFICE 
2400 W. Madison St. A.H. Richards, D. F.A. Hay.8702 | V.-P. in charge of traffic Tel. Broadway 2474 


STOCKTON 








































; y No fuss and feathers mark 
American-Hawaiian’s frequent 
sailings. Its vessels depart upon 
their smooth, effective voyages, 
eT carefully carrying your cargoes 
with a technique learned in eight . 


decades of intercoastal experience. 


SHIP WHEN YOU ARE. READY 


: 
5: a 


Coastwise Steamer Service 


via Gulf 
is 
Weekly sailings between all ports 
® 


Two sailings weekly between 


New York, New Orleans and Mobile 
& 


Thru Rates and Routes 
Atlantic Seaboard Territory 
Southwest — Southeast 
Mississippi Valley 


Eastern Trunk Line — C.F.A. 
New England 
Canada 


Between Tampa and Western Trunk Line 
—Rocky Mountain Territory 


Refrigerated Service Forwarders Service 
Package Cars 
Passengers 


Branch Offices: 


New York, Philadelphia, Boston, New 
Bedford, Baltimore, Camden (N. J.), New 
Orleans, Mobile, Panama City (Fla.), 
Tampa, Pensacola, Rochester, Toronto, 
Pittsburgh, Chicago, St. Louis, Memphis, 
Dallas, Shreveport, Birmingham, Selma, 
Atlanta, San Francisco, Houston. 


“CARE” is the watchword today in handling 
cargo in coastwise trade. A great variety of 
general merchandise and so-called heavy freight 
is transported every day by water carriers in 
domestic commerce. Each type presents its 
problem as to the best method of handling. 
Constant thought is given to the characteristics 
peculiar to each. Coordinated effort has re- 
sulted in special equipment designed to afford 
the maximum of efficiency in transporting 
homogeneous articles. 


The cut you see clearly indicates equipment 
in use by this Company to minimize physical 
handling of goods. As freight is received or 
delivered, it is placed on special platforms con- 
structed to permit the free use of mechanical 
lift trucks, thus avoiding rehandling of indi- 
vidual packages. Equipment of this type is in 
use at all terminals of the Pan-Atlantic Line. 
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